



© feopmrty 6f ~ 
” UNIVERSITY LTBRne 

















: R. 

Le AN INDEPENDENT NATIONAL TRANSPORTATION NEWSMAGAZINE 
+ Rail — Motor Transport — Air — Water — Warehousing — Distribution — Material Handling 
“5 A Working Tool tor Traffic Men 


derson: 


certificate 4 


ef 
vertical ¥ - e if Tt om me Erie’s service offices and its 
Riga ilet’ 5s W work toget head 


ol, Area d Service Bureaus located at 
é ™ itic cal pe strategic points on the line 
iff, the ci are prepared to give every 


f control, Hi 


-Jt. Bd, 16) 


n, Tex., ee service to meet this critical 
iegner: 
certificate , ; oe ; period. Experienced, trained 
el “The next six months will be the critical period for 
a transportation men are on 
Worth, Tet, ” “ " " 
aa war transportation. There is only one way to meet the job to help in every 
xtend oper e . ° ° e oye . 
a e this situation... that is through increased utilization possible way to speed the 
ificate to & 
i of existing equipment and facilities, by tightening up war effort. When you need 
c ranspo 

. : help on transportation prob- 
°c aig 9% transportation performance all along the line”’.. . = - 
ifford: lems ...call the Erie man. 





n Trails, Ix 





JOSEPH B. EASTMAN, Director 
OFFICE OF DEFENSE TRANSPORTATION 


ter, Pa., (tt 


Bd, 232: 







Sharp: 
Jt, Ba. # 


t. Bd, 2 
ll., certinc 


Enie 
aes the MEN wi mae OS 


“ERIE RAILROAD + 


te A YEAR 








30¢ a copy 








































































BUILD sea-going ships in the 
mountains, 300 miles from 
water? 

That’s about what the Ingalls 
Iron Works Company, of Bir- 
mingham, Alabama, does! In 
its Birmingham mills it fabri- 
cates the big 18,000-ton C-3 
cargo ships it builds for the 
Maritime Commission, then 
hauls the parts to the shipyards 
of its subsidiary, the Ingalls 
Shipbuilding Corporation, at 
Pascagoula, Miss., on the gulf, 
for final assembly into ships. 

Truck-Trailers, carrying 10 
to 15-ton loads (but pulled by 
economical 2 to 3-ton trucks) 
take much of this fabricated 
steel on its 300-mile overland 
journey, delivering it over- 
night. With cargo ships worth 
almost their weight in gold to 
the United Nations, that speed 
and flexibility of delivery is 


Truck-Trailers 
GO DOWN TO THE SEA WITH SHIPS! 





World's Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY, DETROIT 


Service In All Principal Cities 


The C-3 ships produced by In- 
galls are carrying precious weapons 
and supplies to our many battle 
fronts. Ingalls was the first ship- 
| builder fo 100-percent weld ships . . 
saving 16% to 20% in valuable steel 
and even more in time and labor. 






more than just manufacturing 
efficiency . . it’s a big step to- 
ward victory. 

The Ingalls Iron Works has 
found still another vital use for 
Truck-Trailers. Three Fruehauf 
Trailers and one motor truck 
are used in a shuttle operation 
between the company’s loading 
dock, “pickling” plant and 
steel mills. While one Trailer 
is enroute to its destination, 
the others are being loaded 
and unloaded. Truck and 
driver are never wasting time 
and money. And one motor 
unit literally takes the place of 
three. So, besides handling a 
job that couldn’t be handled any 
other way .. for hauling steel 
is one of the toughest of all 
transport jobs . . Truck-Trail- 
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O do a thorough job on Uncle Sam’s tremen- 
dous war shipments, and to simultaneously 
maintain an unimpeded flow of traffic for home 
front patrons, is.an extraordinary job. But 
DECATUR has what it takes to make such serv- 
Motor ED SE hs 6 sas awadaacwsaawon sabes 1308 ice possible. Swinging into the urgencies of the 
war effort with our great organization at high 
pitch, we've been transporting. veritable moun- 
tains of materials to keep critical production 
lines synchronized with fighting front require- 
; ments. Yet despite the “all out” nature of this 
WRAP ETC WOIRILD job, our enormous facilities have afforded a con- 
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Your List of Specialists in Long Distance Moving of 


Household Goods, Office 


@ ALABAMA 


White’s Moving & “ste Co., Birmingham. 

B Storage Co., Ine.. Ensley. 
@ CANADA 

Creasey, The Mover, Windsor, Ontario. 
International Cartage, Limited, Windsor, 
Ontario. 

@ COLORADO 


Carl L. Lind, Globe Moving & Storage, 
Denver. 

Vane "Golden, Golden Transfer Company, 
Longmont. 


e@ CONNECTICUT 


Arnold, John V., Briggeeest. 

East Side Van Co, dgeport. 

John M. Sullivan, Sullivan’s Express, 
Bridgeport. 

Nukala, Anna, B 

Bernie earlman, Atlantic Moving & 
Warehouse Co., Hi 

Barriean’s Express. Hartford. 

Krantz’s Express, _ 

Nationwi ee & Storage, Hartford. 

Amodio & Storage Ce., Frank, 
New Britain. 


Halverson & Sen, J., New Britain. 
Charles & Russell Movers, New Haven. 
Merchants Express of New Haven, 


New 
Haven. 
James Atherton, Jr., Atherton & Sons, 
Pawea' 


Schulte, George H., Westport. 


@ DISTRICT OF COLUMBIA 


Ambassador Moving & Storage. 

Apex Universal Van Service. 

Arrow Standard Transportation Co., Inc. 
B & W Transfer. 

Barrett Transfer. 

Cannon Ball Transit. 

Curles, Wm. E. 

Doub’s Transfer & Storage. 

Freeman Transfer & 

National Delivery Association, Inc. 
Manhattan Storage & Transfer. 

Modern Way Mover, of Takoma Transfer 


& Storage. 
Mullen’s Transfer & Storage. 
Robinson Transfer, L. 
Takoma Transfer & Storage. 


@ FLORIDA 


Suddath Moving & Storage, Jacksonville. 
Bonded . Miami. 


Terminal Van Lines, St. Petersburg. 
@ GEORGIA 


House Transfer & Storage, Ine., Russel C.. 
Atlanta. 


Chastain Transfer Line, Thomasville. 


e@ ILLINOIS 


Ajax Van Lines, Ine., Chieago. 
American ‘oo Normal. 
Atlas Van Ine., Chicago. 
Bivins, Matthew” B., Chieago. 
Clader’s’ Van Ce., Chieage. 

Cass Motor Service, " 
General Movers, Chicago. 

Interstate Furniture ‘loons. Chicago. 
Jacob Van Lines, 

Kessel Bros. Storage, leage. 
Kipps Express & Van. Chicago. 
Moore’s Express & Van, Chicago. 
Morgan Storage & Van, Chicago. 
National Van Limes, Chicago. 
Thompsons Motor Serviee, Chicago. 
Trans-American Van Service, Chicago. 
Union Van Corporation, \ 
Wallen —— & Van Co., 


Johnson Transfer 
Sweet & Sons, 


@ INDIANA 


Smith Trucking, Bluffton. 
Miller, Michael, Jr., Cedar Lake. 
Frank, Wil 


& Storage, Streator. 
Russell, Streator. 


, Bwvansville. 
Shetler Moving & Storage Co., B. J.. 
Evansville. 


Spee-dee Movers, Hammond. 


East End Storage, Indianapolis. 

Keller Bros. Transfer, Indianapolis. 

Suesz Transfer & Storage, Fred C., In- 
dianapolis, 

Akins, W., Porte. 

MeDowell & Son, la! BR. No. 6, Marion. 

Misha Transfer, Mishawaka. 


“Guyer the Mover,” Peru. 


an-Lines, 


. Lafayette. 

* Storage Co., Wm., 
Security ool & Vaa, New Orleans. 

@ MARYLAND 

Benson Moving & Storage Co., Baltimore. 
Chernock Transfer Co., Balt timere. 


Dean Transfer, Baltimere. 
Geipe Van Lines & Fireproof Storage, 


King, Shirley, Baltimore. 
Chas. A., Baltimore 
Park Express. 


Baltimore. 
Wilhelm, D. K., Angelsea & Fleet, Balti- 


more. 

Varbaugh Van Service, 
Anchor Transfer, Silver Spring. 
Burton Transfer, Silver Spring. 


@ MAINE 
th, Earl B., York Village. 
@ MASSACHUSETTS 


Williams The Mover, ‘‘Herb,”” Agawam. 
Atlantie Moving & Warshouse, Dorchester, 


Boston. 
Cutter M . Boston 
Moriarty & . and Moriarty Van Lines, 


Boston. 
Harris, Cambridge. 
Wen ate Daniel M., Cambridge. 
Atlantic Moving & Warehouse, Dorchester. 
Fabio, William H., New Bedford. 
Larry Furniture Moving Service, New 


Edgar, H. E., Newton Highlands. 
Golden, Merand E., Shrewsbury. 
Bowlby & Sen, C. B., West Sommerville. 
Cabrini a Service, Springfield. 

Dahlke = Se Bil, —— 

Gloth Transfer Co., Springfield. 
Burke, Philip E., Waltham. 
National Movers of Boston, Watertown. 
Nazarian, John, W 

Solin Transportation, Wercester. 


@ MICHIGAN 


American Van Service, Detroit. 
Avery Cartage Ce., J., Detroit. 


Winner A. 
Boyd Moving, Arthur, Flint. 
Stevens & Flint 


Flint. 
Central Storage, 
Boer’s Transfer, Holland. 
Imlah Movers, Lincoln Park. 
ao, mn Kenneth, Monroe. 


Monroe. 
Bedford pe & Storage, Pontiac. 
Stevens Brothers Fireproof Warehouse, 
Saginaw. 


2 eee 


Elliot Transfer, R., Fergus Falls. 
Wittmers Truek a William, Albert Les. 
Hibbing Van & Transfer, 

Berger Transfer, Carl, 


Chicago Avenue Transfer, Minneapolis. 
Woodland Tranter, Minneapolis. . 

Dawn Transfer & ‘Storage, _ Paul. 
Metcalf Transfer, &t. 

Osteboe Motor Ways, 

@ MISSOURI 


Busy Bee Trander & Storage, Kansas City. 


Furniture and Equipment 


Lincoln Storage & Moving, Kansas City. 
McCormaek-Payten Storage & Moving, 
Kansas City. 


Hudson Van Lines, Overland. 
oat Moving Vans, St. Louis. 
Hudson Moving, St. Louis. 
Moving & Storage Co., Gay, St. 


Kogtkamp Bros Moving & Storage, Inc., 
Plaza Express, Ine., St. Louis. 
Sirkin & Needles Moving, St. Louis. 
Van Der Ahe Moving, 


St. Louis. 
@ NEBRASKA 


dson Transfer, Lincoln. 
Ford Van Lines, Lincoln. 

Lair Van & Storage, Lincoln. 
Andrews Transfer & Storage, Norfolk. 


@ NEW JERSEY 


Empire Moving & Storage, Bayonne. 
mee Brothers, Elizabeth. 

Moving & Storage, ‘Roy, Elizabeth. 
~ Storage Warehouse, C. F., Jersey 


Community by Service, Palisades Park. 
J. Fishman & Son, Paterson. 
North-South Freightways, Paterson. 
Reilly Auto Transfer, Phillipsburg. 


Wright, John R., Phillipsburg. 
Luther Van Service, Teaneck. 
Northern Valley Express, 
Mueller, Ralph, Union City. 
@ NEW YORK 

Carroll Moving Service, Albany. 


George’s Moving ee Albany. 

Return Loads Bureau, Astoria, Long Island. 

Me = — a : on & Warehouse, Astoria, 
sland. 

Helfrich, Francis J., Bronx. 

Pelham Vans, Bronx. 


Gene-Eddie’s Vans, Brooklyn 

Smolowitz Bros., B 

Stevens, Wayne C., Elmira. 

Laird’s Movers, Fairport. 

Rose Moving and Steroee. Flushing. 

Caswell Van Lines, Henrietta. 

Tompkins, Sheldon, Kingston. 

White Star Transfer, Kingston. 

Sternberger Motor Corp., Long Island City. 

Suburban pinaecot Be Storage, New — 

Allied Pittsburgh Warehouse & Co., 
New York. 

Goatinental Van Service, New York. 
Hortense Van Service, New York. 
Interstate Van Lines, New York. 
Liberty Return Loads Association, New 


York. 

National Moving & Warehouse Corpora- 
tion, New York. 
Red Ball Van Lines, New York. 
Red Comet Van Lines, New York. 

Rockland N 


» Nyack. 
Batterson Brothers Trucking, Rochester. 
Clancy Carting & Storage, Rochester. 
Dailey, H. E., Rochester. 
Yellow Van & Storage, The, Rochester. 
Bell B , Syracuse. 
Dorschug Moving & Trucking Co., Syra- 


cuse. 
Nichols Trucking Co., Syracuse. 
t City Movers & Storage, Syracuse. 
enson Lines, Harry J., Waverly. 
Bly Meving & Storage, Edw., Woodside. 


@ NORTH CAROLINA 

Smith Transfer & Storage, Charlotte. 
Dailey Co., J. T., Greensboro. 
Vance Co., Henderson. 
Idpe, N. P., . 

Tanner Transfer, W. I., Rocky Mount. 
@ OHIO 

Best Movers, Akron. 

Eaeon 


Akron. 
Snow Brothers, Akron. 
L. L., Alliance 


Hammond, 
Jewell Transfer & Moving, James E., 
—— 


Transfer, T. A., Bellaire. 
The, Bowling Green. 


ten. 
Ruseel. Celina. 
Cincinnati. 


Burgess Movers, 


Waters, G. W., Cincinnati. 
Daschner ture Movers, Cleveland. 
Central Sterage, Col 
Kline Transfer Storage, HK. O., Co- 
lumbus, 
Transfer, H. F., Columbus. 
Rehi * um bus. 


Long * 


wets p=. Marietta. 
Dependable Messenger & Transfer Servig 


Mertan, J. E., Martins F 
= go Transfer ok 2 Ths, Mingo Tunetion 


nag John, Faulding. 
— oa Transfer & 


Sidney Track & Storage, { 

ey Sidney. 

Stafford eae & Storage 
Springfield. Co, The th, 

Von Kaenel, tar Strasburg. 


Sons, A. D., Toledo, 
Thompson’s Transfer, Washington 
Koons, Arthur L., Westerville, 


@ OKLAHOMA 
American Transfer & Storage, Tuls, 


@ PENNSYLVANIA 
Union Transfer Co. of Allentown, Allo. 


town, 
Pursell, M 
West Motor ght, Boyertown. 
Dull’s Transfer and Storage, Connelisrilis 
Bennett Storage & Carting, J. H., Bris 
George Papson’s Transfer, Greensburg, 
Diamend Transfer and Storage, Ney 
Kensington. 
Fox Transfer, New Kensington. 
Shaw's a. New Kensington. 


CH 


A., Bethichem. 


Apple Moving & Storage Co., Philadelphis, 
Bell, J. D., | ya 
Good ~——s S 


—— Philadelphia 
phis. 


East End Pittsburgh, 
——_ Warehouse and Van Co., Ine, 


Pittsburgh, 
Shadyside Transfer & Storage, Pittsburgh 
Sober’s ., 9 Pittsburgh. 


Maurer’ 
Blackledge Tru 


, BE. T., Scranton. 
Boushell Carrier, Inc., Stroudsburg. 
Anderson, Harry 8., Washington. 
Smith, George B., West Chester. 


York Van & Storage, York. 

@ RHODE ISLAND 

Brown & Company, Providence 
@ SOUTH CAROLINA 

Parrish Dray Line, Inc., Sumter. 
@ SOUTH DAKOTA 


Buboltz, Al, Transfer, Sioux Falls. 
Parker Transfer & Storage, Sioux Falls. 
Strahon Transportation, Sioux Falls. 
Skinner Transfer & Storage Ce., Watertow. 
Vanderhule Transfer & Storage, Yankton. 


@ TENNESSEE 


& Transf 
Ellis Moving Co., Nashville. 
Shaff Transfer & Storage Co., Nashville. 


@ TEXAS 

Velvin Transfer Company, Henderson. 
@ VERMONT 

Ruskin The Mover, Bennington. 

e@ VIRGINIA 

Duncan’s Transfer, Alexandria. 
Martin ‘Transfer & Storage, 


Richmond 
Shelburne Transfer & Storage Corp., J. C. 
Richmond. 


@ WEST VIRGINIA 


Cooper Transfer & Storage. Berkeley. 

Aliff Transfer, Bluefield 

Lovejoy Transfer, Chelvan. 

Moore, Charlies Lewis, Gassaway. 

Curtis Transfer, Tiuntington. 

Gossett Transfer & Storage Company, LD. 

‘untington. 

Myers Transfer & Storage, Tuntingto. 

Spear and Spear, Huntington. 

Games, Albert E., Moundsville. 

Still, Luther B., Sistersville. 

Starek, John, Weirton. 

>. 9 | Transfer, C. ~ 
008e > . 

Miller Transfer & Storage, 3 E. = 
‘arwood Transfer Company, Whee 

& Transfer, Williamsa. 

@ WISCONSIN 


Ward Bros. Transfer & Storage, Jnesillt 
Schultz Transfer, Wm., Madison. 


When you have a moving job — contact a member of Independent Movers’ and Warehousemen's Assoc., !n¢. 
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It is not incumbent on us—and fortunately so, 
® especially in these days, when there are so many 
misrepresentations and men guilty of them—to answer 
everything said or written that is untrue. But Henry 
Wallace is Vice-President of the United States and, as 
such, speaks with some authority, especially as what he 
says may be at least suspected of being sponsored by 
the head of the administration, President Roosevelt 
himself. Therefore, it is important that what he says 
be assayed. So far as transportation is concerned, we 
feel warranted in taking on the job. 

We have already paid our respects to the Wallace 
speech at Dallas. Now he is out with a reply to the 
Transportation Association of America, which answered 
some of the things in the Dallas speech. In his latest 
outpouring he tells at least two actual lies—one that 
the Transportation Association of America is a railroad 
institution, organized under the auspices of the Asso- 
ciation of American Railroads, and the other that the 
Association of American Railroads is behind or support- 
ing the Transportation Association plan for integrated 
systems of transportation. 


As to the first, we have been in close touch with 
the Transportation Association of America since its in- 

























A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and _ un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 
















Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 
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Is Wallace Lying or Ignorant? 


OUR PLATFORM™ 
(THE LONG HAUL) 
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ception. It was conceived by Donald Conn, its present 
executive vice-president. His idea at the start was to 
build a wide-spread organization with the purpose of 
preventing government ownership or operation of the 
railroads and consequent government operation of other 
forms of transportation and of other business. He, of 
course, obtained considerable railroad support, but he 
got just as strong support from other sources—insur- 
ance companies, shippers, agricultural interests, for in- 
stance. It was in no sense a railroad association, much 
less an A. A. R. organization, and is not today, as we 
have shown before by indicating the small number of 
railroad men on its board of directors and executive 
committee. 


So much for the first lie—which, by the way, to do 
him full justice, Mr. Wallace hangs on the report of a 
Senate committee, which was no more accurate than 
he is. 

Now as to the plan of the Transportation Associa- 
tion of America for competitive integrated systems em- 
bodying all form of transportation. This, again, is Don- 
ald Conn’s baby, for what it may be worth. He had 
not an easy task in having it adopted by his association, 
but he succeeded. It is a downright lie that the Associa- 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of. the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets 








































tion of American Railroads has sponsored or approved 
it or even that individual railroads, so far as we know, 
have done so. Indeed, it differs radically from the plan 
on which the railroads are working. They want the 
laws amended so that they may, without restraint, go 
into or stay in any kind of transportation they desire, 
in addition to rail transportation, whereas, the plan of 
the Transportation Association is for several integrated 
systems, composed of all kinds of transport agencies, 
competing with each other by systems. If it is effectu- 
ated, it will not be a railroad monopoly any more than 
a truck monopoly, or a water monopoly, or an air 
monopoly. It will be a system under which all kinds of 
transportation work together in one organization in 
each system, the idea being that the shipper does not 
care by what agent his freight is moved so that it is 
cared for efficiently and properly, and that there shall 
be coordination and efficiency in transportation. The 
plan may be good or bad or just something to shoot at, 
but it is not a railroad plan and has not been endorsed 
by the railroads. We are not altogether incompetent 
in finding out who is for or against this or that, but we 
are utterly unable to say even what railroads or rail- 
road men may be for it or against it individually—and 
we have talked with many of them. The most that could 
be said is that they are not actually fighting it, though 
they have a different plan for which they are actively 
working. 

To sum up what we have to say about Mr. Wallace, 
he either knows nothing of the subject he is discussing 
or he is knowingly guilty of misrepresentation. In a 
public man whose words are taken as official, the one 
is as bad as the other. 





Out of our “platform” this week comes the plank, 
“subject to transportation tax property moved via gov- 
ernment barge line.’”’ It is out because the object de- 
sired has been achieved. 


We have several times called attention to the way 
in which those in authority shy away from questions 
involving the manufacture, sale, or transportation of 
liquor and the contempt that is heaped on the head of 
anyone suggesting anything that might interfere with 
the consumption of this commodity. It seems that, no 
matter what may be done about or with other things, 
no one can deal with liquor in any restrictive way with- 
out being labeled as a long-haired reformer. Witness 
the manner in which Director Eastman, of the O. D. T., 
sidetracked a suggestion that bars on trains be elimi- 
nated. He said he considered that matter outside his 
province. So it is, from a moral point of view, but it is 
not at all if considered from the point of view of desire 
to make the most of train space in these times of heavy 
and necessary travel. In our opinion, bars on trains 
have long been a nuisance, but there ought to be no 
question now of doing away with them if the space de- 
voted to them could be utilized to accommodate more 
passengers—as, of course, it could. But no; take away 
our seats, and our berths, and our state rooms, but leave 
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us our liquor! If you have any other idea yoy are a 
“crank.” 
- 
Taxes and Transportation 
In the new revenue bill finally approved by the byl — 
ways and means committee, no changes in the existing taxes 
on amounts paid for the transportation of property were ro. 3 
posed, but the bill contained a provision increasing the tax N. 
on transportation of persons to 15 per cent from the Present G1 
rate of 10 per cent. r ce 
The bill called for increases in postage rates on first cla § 4-224" 
third ‘class and fourth class mail and in fees for certain Dost # land, ¢ 
office services. eral it 
The committee approval amendments to the existing jy § New E 
with respect to taxes on transportation of persons ang m & New ¥ 
amounts paid for transportation of property so as to Specify | points 
exemptions of government passenger and freight traffic. Pyo. § filing « 
visions of the bill setting forth these amendments to the interna] § was 
revenue code follow: Comm 
Sction 3469(f)(1) (relating to governmental exemption from the tax pa 
with respect to the transportation of persons) is amended to Tread as 
folows: amour 
‘“*(1) Governmental Exemption.—The tax imposed by this section under 
shall not apply to the payment for transportation or facilities furnisheg rates 
to any state, territory of the United States, or political subdivision profit 
thereof, or the District of Columbia.”’ the cé 
Section 3475(b) (relating to governmental exemption from the tax in pas 
with respect to transportation of property) is amended to read as 5 
follows: | 
““(b) Exemption of Government Transportation.—The tax imposed Fi 
under this section shal not apply to (1) amounts paid for the transpor. sponde 
tation of property to or from the government of a state, territory of descrit 
the United States, or political subdivision thereof, or the District of & would 
Columbia, or (2) amounts paid to the Post Office Department for the § increa 
transportation of property.”’ ment 
n¢ 
The bill contained a further provision that the amené- voc 
ments of sections 3469(f)(1) and 3475(b) of the internal rey- § per s 
enue code “shall be applicable only with respect to payments § multir 
. pe: * . *“y242 . of bla 
for transportation originating or for facilities furnished on and 
after the first day of the fourth month beginning after the — 
date of the enactment of this act.” aoe | 
It was stated at the cgmmittee that the bill made no pro T 
vision for establishment by railroads or other corporations of § dice t 
deferred maintenance accounts by means of which the corpo § foreg 
rations would be authorized to deduct from their income tax 
accounts money set aside for maintenance work after the war. noR 
Postage Rate Increases repo} 
The present first class mail rate of two cents for local joe 
delivery would be increased to three cents for each ounce Rate 
or fraction thereof, and the air mail rate would be increased to oom; 
8 cents, from the present rate of 6 cents for each ounce o : 
fraction thereof, under terms of the bill. The postage rate on oes 
third class mail would be doubled. A provision of the bill in- nd 
creasing the rate on fourth class mail reads as follows: crea 
The rate of postage on all mail matter of the fourth class shall § app! 
be increased by an amount equal to 3 per centum of the rate providel § it w 
by existing law, or by one cent, whichever is the greater. If the 3 pet — men 
centum amount results in a fractional part of a cent, such fraction! § creg 
part shall be disregarded unless it amounts to one-half cent or mort, by « 
in which case it shall be increased to one cent. 1, 1! 
Postal services as to which fees would be increased unde ® rate 
terms of the bill are: Money orders, registry, insurance less 
mail matter, obtaining receipts for registered mail and ins arn 
mail, collect-on-delivery services, effecting delivery of C. 0. D. ; 
mail terms differing from those stipulated at the time of mailing zat 
and demurrage charges on C. O. D. parcels. oe 
Increases in the postal rates, fees and charges would, under 7 
provisions of the bill, cease to be in effect “on and after th ms 
first month which begins at least six months after the termin oa 
tion of hostilities in the present war.” rat 
NO THANKSGIVING HOLIDAY ( 
Government offices in Washington, including those of the § co, 
Commission, will be open Nov. 25 in accord with the requilé® a ¢ 
ment that, for the duration of the war, such offices shall remall § inc 
open on holidays, except Christmas Day. be 
gal Eye aw decd hci stl sl en 
RAIL OFFICIAL SALARIES ; res 
The words “of one per cent” were inadvertently omitted 
from the third sentence in the first paragraph of the report! § Ce 


the Commission’s compilation of salaries of railway offici 

the Traffic World of Nov. 13. The latter part of the sentent 
should have read “that the $21,264,349 paid those officials W% 
seventy-one one-hundredths of one per cent of the total com 
pensation paid to all employes of those roads, $2,981,886,937. 

















N. E. Motor Rate Increase 


Granting New England motor carriers an increase of 4 

r cent, the Commission, by a report and order in I. and S. 
M-2247, Increased Common Carrier Truck Rates in New Eng- 
land, ordered cancelled suspended schedules proposing a gen- 
eral increase of 12.5 per cent in rates and charges between 






























































sting ly {| New England and between points in eastern and southeastern 
and qm § New York and northeastern New Jersey, on the one hand, and 
O specify § points in New England, on the other, without prejudice to the 
fic. Pro. § filing of tariffs carrying the 4 per cent increase. The proceeding 
> interna] | was discontinued. In granting the 4 per cent increase, the 
Commission pointed out that the proposed 12.5 per cent in- 
crease had been intended to permit the carriers to earn a fair 
m the ta f return in the future, and to recover out of future earnings 
'0 read sf amounts which they had been required to pay their employes 
‘is secti under retroactive wage adjustments. The general level of the 
fornia rates should be adjusted with a view to permitting future 
ubdivisign § profitable operations, said the report, and not to reimburse 
the carriers for any losses which they might have sustained 
m the ta in past operations. 
D read as The Commission’s findings follow: 
X imposed Findings. We find that a general increase of 4 per cent in re- 
> transpor- § spondents’ rates and charges within New England and between the 
rritory of ® described areas in trunk line territory and New England territory 
District of & would result in just and reasonable, rates and charges. In establishing 
nt for the ® increased rates and charges, other than minimum charges per ship- 
ment, in conformity with these findings, fractions may be resolved to 
the nearest cent, and rates 12 cents and under may be increased by 
> amend- B one-half cent. In applying the authorized increase to minimum charges 
rnal rey-§ per shipment, the charges may be increased to the next highest 
payments multiple of 5 cents. If the general increase is put in effect by means 
d on and of blanket supplements, respondents, when they reissue or supplement 
after the their tariffs to publish rates including the increases, should readjust 
them so as to reflect the present differentials between zones in the 
New York area. 
€ no pro- The suspended schedules will be ordered cancelled without preju- 
‘ations of B dice to the establishment of rates and charges in conformity with the 
he corpo § foregoing findings. The proceeding will be discontinued. 
a Approximately 900 motor common carriers were respond- 
‘— ents, of which approximately 90 were Class I carriers, said the 
report. The schedules containing the proposed increased rates 
for locale Were issued by New England Motor Rate Bureau, Inc., for the 
ch can account of members of the bureau, the New Hampshire Motor 
weasel Rate Bureau, the Maine Motor Rate Bureau, and other motor 
cum common carriers. 
e rateon® ..While the cost of materials and supplies had increased, 
ne Dill in said the report, the increase which affected motor carriers 
ne most was the increase in the cost of labor. A number of in- 
‘ creased wage awards affecting New England carriers had been 
class shall § approved by the National War Labor Board, it said, and that 
te providel § it was estimated that an award affecting employes who were 
f the 3 pe’ members of a Boston local union would have the effect of in- 
1 fraction! § creasing the pay of employes who were members of the local 
't or mor, § by over 14 per cent. This award was made retroactive to Jan. 
1, 1943, it said. The report pointed out that not only had wage 
sed unde ® rates been increased, but that the efficiency of labor had been 
irance of lessened because many experienced employes had entered the 
id ins armed forces or had transferred to other essential war work. 
EC. Om Referring to protest of the Director of Economic Stabili- 
of mailing, @ Zation and the Price Administrator, the report said they had 
said they were not unmindful of the fact that many of the 
uld, under § "espondents were operating at losses, but that some of them 
after the Needed no increase, and that respondents generally should be 
> termina @ TQuired to continue their rates at the present level, “leaving 
a door open for carriers operating at losses to propose increased 
tates which would not adversely affect present commodity 
Price ceilings.” The Commission said that, in a general rev- 
f the enue proceeding, the findings must be based on the average 
se Of | conditions confronted by the group of respondents proposing 
e requilé ® a general increase. It was inevitable, it said, that any general 
all remall ® increase, determined on a consideration of average conditions, 
nefitted some which were not in need of improved net rev- 
enues and failed to render profitable the operations of all 
; respondents. 
y omitted To the contention of the Middle Atlantic Shippers Motor 
roe it Carrier Committee, that the losses sustained by many carriers 
a tence Were the result of inefficient management rather than of in- 





sia creases in operating costs, and that an improvement in net 
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earnings should be brought about by more efficient manage- 
ment and not by rate increases, the report said the evidence 
was to the contrary. The managements of the respondents, 
it said, were doing all they could to offset increased costs by 
more efficient operations. In the face of rising costs, loss of 
experienced employes, the impossibility of obtaining sufficient 
new equipment, and lowered quality of materials and supplies, 
it said, ‘they have continued to render essential truck service, 
increased their loadings, and, aided by orders of the Office of 
Defense Transportation, have reduced to a minimum the move- 
ment of empty and partially empty equipment.” 

Stress had been laid by the protestants on the fact that 
the salaries of respondents’ officers had increased materially 
in 1942 over 1941, the report said, and that the average com- 
pensation of general officers had increased from $5,581 in 1938 
to $10,529 in 1942. The salaries of general officers were 3.6 
per cent of the total expenses of the companies in 1938, and 
4.9 per cent in 1942, it said. It was possible that the salaries 
of some of the officers of the respondent corporations, and the 
salaries paid by carriers not corporations to officers who were 
owners or part owners, might exceed a reasonable amount. 
But, it said, “we do not consider that an examination of the 
possibility that some officers are receiving exorhitant salaries 
is necessary before a decision can be made in the instant 
proceeding.” 

The Secretary of Agriculture and the War Food Adminis- 
trator were of the opinion that only a small part of the re- 
spondents’ traffic consisted of agriculture products, and that 
they would not suffer if their rates on those products were 
exempted from any general increase which might be justified, 
said the report, but that it was not known what proportions 
of the respondents’ traffic in agricultural commodities were 
transported by Class I, II, or III carriers. The report said that 
manufacturers and wholesale and retail distributors of boots 
and shoes had opposed any increase in the rates on their raw 
materials and manufactured products, as boots and shoes were 
rationed, and ceiling prices had been fixed. But, the report 
said, manufacturers and distributors of other commodities 
were faced with the same conditions, adding that there was 
not sufficient evidence to justify the singling out of any com- 
modity or group of commodities for exception from any in- 
crease which might be justified. 

The report said that the Director of Economic Stabiliza- 
tion and the Price Administrator, apart from the question of 
the effect of the proposed general increase on the price stabili- 
zation program, had contended that no necessity had been 
shown for any general increase. After discussing the effect of 
the proposed 12.5 per cent increase, had its been in effect, on 
net income in 1942, they had shown that the present relations 
between competitive rates would be destroyed if the proposed 
increase was approved, it said, and had expressed the opinion 
that the proposed increase would result in such a substantial 
loss of traffic and reduced revenues that the respondents’ net 
incomes would be less under the increased rates than they 
were at present. The respondents. did not agree with those 
views, said the report and considered that, although some 
traffic might be lost to them, they would retain an amount 
sufficient to provide a substantial increase in gross revenues 
to offset their increased costs of operation and permit them 
to earn a fair return. The initiation of increased rates intended 
to improve their financial condition was a matter within the 
managerial discretion of the carriers, it said, and that unless 
it was clear that the action would jeopardize sound economic 
conditions in the industry, “we should not use our powers to 
prevent the carriers’ managements from putting into effect 
new bases of rates.” 


RATES ON JAR, ETC., TOPS 


The Commission, division 3, by an order in No. 13535 et al., 
Consolidated Southwestern Cases, has further amended its or- 
der of April 5, 1927, to permit the publication, without at the 
same time publishing reductions in the rates to and from other 
points, of a rate of 53 cents a 100 pounds on tops or covers, fruit 
jar, jelly glass and jelly tumbler, straight or mixed carloads, 
minimum weight 45,000 pounds, from Chicago, IIl., to Okmul- 
gee, Okla., such rate to be observed as maximum at directly 
intermediate points of origin and destination via routes over 
which the rate was established, and provided that such rate 
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might be increased as authorized in Ex Parte 148, 248 I. C. C. 
545, 255 I. C. C. 357, and subsequent proceedings therein. 

The order was granted on petition of W. F. Knobeloch on 
behalf of southwestern lines defendants in the proceedings, re- 
questing approval under finding 27 and modification of prior 
findings and orders. The petition said the present rate was 67 
cents. Operators of the plant at Okmulgee, it said, had been 
obtaining their entire supply of fruit jar tops, etc., from Muncie, 
Ind., but that due to the changed conditions it was now neces- 
sary that they obtain these articles from Chicago. Inasmuch as 
the rates suggested were in keeping with rates approved by the 
Commission in 185 I. C. C. 358, in which the Commission had 
granted relief from finding 27 in connection with these com- 
modities on shipments originating at Chicago and Hillsboro, IIl., 
Muncie, Ind., and Wheeling, W. Va., to glass manufacturing 
points in the southwest, the application said the request for 
relief in the instant case was made because conditions were 
the same. It pointed out that the movement from Chicago to 
Okmulgee was for the purpose of supplying operations at 
Okmulgee, and that the carriers received the benefit of addi- 
tional haul on these commodities on the manufactured product 
from Okmulgee. 


Bituminous Coal to Va. 


With Commissioner Miller dissenting in part, and with 
Commissioners Patterson and Johnson dissenting, the Commis- 
sion, in a report written by Commissioner Porter on further 
hearing in No. 27648, Ashland Coal & Ice Co., Inc., et al. vs. 
Atlantic Coast Line Railroad Co. et al., and 18 embraced cases, 
involving bituminous coal rates to Virginia points, has modified 
its findings in the prior report, 251 I. C. C. 120, by the follow- 
ing findings: 


We conclude that the rates assailed in these complaints were not 
unreasonable in the past, and to points in the $2.65 destination group 
east of a line drawn from north to south through Doswell, Richmond, 
Hopewell, Petersburg, Jarratt, and Emporia are not now unreasonable. 

We further conclude that for the future the assailed rate from the 
base groups will be unreasonable (1) to points in the $2.65 destination 
group on and west of the line above described to the extent that it 
may exceed $2.45, and (2) to Lynchburg and Rivermont to the extent 
that it may exceed $2.05. 


We assume that, as heretofore, defendants will desire to continue 
to maintain the present origin differentials and, accordingly, no find- 
ing for the future will be made in respect of the rates from the 
differential districts. To the foregoing rates may be added the so-called 


emergency charge authorized in General Commodity Rate Increase, 
198t, 233 I. C. C. GST. 


The rates involved covered bituminous coal from mines in 
Virginia, West Virginia, and Kentucky, to the so-called $2.65 
destination group. 


Commissioner Miller said he dissented in so far as the 
report had failed to confirm the conclusions reached in the 
prior report. Commissioner Patterson dissented, objecting to 
the breaking up of the destination group. It had existed for 
over 40 years, said he, and had repeatedly met with the Com- 
mission’s approval, adding: 


It extends east and west for an average distance of 138 miles, 
which is about 37 per cent of the weighted average haul thereto from 
the base origin groups. It is considerably smaller than many other 
destination groups on coal and other low-grade commodities, both in 
actual size as measured by the per cent the average length of the group 
is of the average haul. 

The base rate to the destination group, as stated by the majority, 
compares favorably with rates from both the northern and southern 
coal fields to many destinations throughout the east and to the Caro- 
linas. This being so, as points throughout the group are in keen com- 
petition, and as no one is advocating breaking up of the group, not 
even these complainants, it should not be here arbitrarily disrupted. 

The only reason advanced by the majority for now breaking up 
the group is that the rates to the near portion are relatively high 
compared with the rates to the more distant portion. That is true of 
any group adjustment. The complaints should be dismissed. 


The majority, in its discussion and findings, said there was 
no adequate reason for such an extensive destination group on 
this traffic and that, considering the lengths of the hauls in- 
volved, it was believed to be unduly large. 


In refusing to award the reparation asked, the report 
quoted from Eastern Live Stock Cases of 1926, 144 I. C. C. 
731, the principle which, it said, was applicable to the instant 
cases, as follows: 


When we are of the opinion that rates have become unreasonable 
as the result of changes in conditions so gradual that no date can be 
pointed out upon which they became unreasonable, and the history of 
the rates is such as to justify the carriers in believing that they were 
maintaining rates which had our approval, we have the power to fix 
the reasonable rates for the future, and, in that ‘flexible limit of judg- 


TRAFFIC Woy 


ment which belongs to the power to fix rates’’ to refuse to hold 
rates unreasonable in the past. the 

The report said the northern lines had contended that 
reductions in the track-delivery rate at Norfolk would aff 
the inside-the-capes rates at that point and would be of Pe a 
consequence to them. They had also contended, it said thers 
reduction in the inside-the-capes rates to Hampton Roads woul 
affect the inside-the-capes tonnage transshipped at Baltimo 
and would, in turn necessitate a similar reduction in the jngj ‘i 
the-capes rate at Baltimore and Philadelphia and thus wor, 
to the detriment of the northern intervenors. 

_ The record was persuasive, said the report, that any ma 
terial reduction in the track-delivery rates to Hampton Roaiy 
would carry with it a corresponding reduction, not only in the 
inside-the-capes rates to Hampton Roads, but in like rates fr 
the northern mines to Baltimore, “which in turn would oe 
ably force reductions in other important rates on northern Coal 
Such collaterial reductions would not result, however, from g 
reduction in the rates to the western portion of the destination 
group.” 

It said that considering the differences in the lengths of 
the hauls and in the operating conditions, the assailed rates ty 
Lynchburg and Rivermont were too high by about 10 cents 
compared with the prescribed rates to Buena Vista and Chg. 
lottesville, and with the reasonable rates prescribed in the rp. 
port to the western portion of the present $2.65 destination 
group. 

_ The report said the complainants’ case had been based 
principally on the premise that the cost of performing the gery. 
ice should be largely determinative of the reasonableness of 
the assailed rates. After a lengthy discussion of the costs put 
in by the complainants and the defendants, and the study mate 
by the Commission’s Bureau of Transport Economics and Statis. 
tics, the report said that, “while we are not warranted in fixi 
rates solely on the basis of cost, nevertheless that element 
when supported by a cost study such as the one here before us, 
is entitled to considerable weight.” 


any 


Cc. & N. W. REORGANIZATION 


_ The Commission, division 4, by a report and order in 
Finance No. 10881, Chicago & North Western Railway Co. 
Reorganization, has approved a maximum limit of $809,234 
for reasonable and necessary expenses, exclusive of fees and 
expenses of attorneys, incurred and to be incurred by the reor- 
ganization managers, Frederick W. Walker, Henry Bruer, 
and Russell L. Snodgrass, in carrying out the plan of reorganiza- 


tion. This was the amount which the reorganization managers 
had asked be approved. 


Georgia Intrastate Rates 


_ The Commission, with Commissioners Splawn and Mahafie 
dissenting, by a report in No. 28791, Rates on Road Aggregates 
within the State of Georgia, has found intrastate rates in Georgia 
on aggregates, in carloads, not shown to be unjustly discrim- 
inatory, but found to cause undue preference and advantage 
of persons and localities in intrastate commerce and undue 
prejudice and disadvantage to persons and localities in inter- 
state commerce. A nonprejudicial rate relation between cal: 
load rates for intrastate application in Georgia, and carloai 
rates found reasorable for application from points in Alabama, 
South Carolina, and Tennessee to destinations in Georgia, was 
prescribed. 

The report said an order would be entered in accordant 
with the findings unless the Georgia Public Service Commission 
notified the Commission on or before Dec. 20, that it would 
permit promptly the removal of the undue and unreasonable 
preference and advantage found to exist. 

The findings and conclusions of the majority follow: 


1. That the present interstate rates and charges on the aggregates, 
in carloads, herein under consideration, to points of destination i 
Georgia, are just and reasonable. 

2. That the circumstances and conditions affecting transportation 
of aggregates within Georgia (except from Lithonia to Atlanta and 
points grouped therewith), and interstate transportation of these colt 
modities for hauls of corresponding distances from points in the states 
of Alabama, South Carolina, and Tennessee, to points in Georgia, alt 
substantially similar. 

3. That there is active competition, under substantially similar 
circumstances and conditions, between persons and localities engaged 
in interstate commrece from numerous points in the states of Alabama, 
South Carolina, and Tennessee to a great number of destinations 
throughout Georgia, and persons and localities engaged in intrastate 
commerce between points in Georgia. 

4, That the intrastate rates under consideration are not shown t0 
be unjustly discriminatory or unduly prejudicial and preferential, 
except that the maintenance of intrastate rates and charges for joint- 
line hauls of aggregates, in carloads, within Georgia (other than from 
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Lithonia to Atlanta and points grouped therewith), to the extent that 
they are lower for corresponding distances than the interstate joint- 
line rates from the above-named states to destinations in Georgia, 
causes, and will in the future cause, undue and unreasonable preference 
of and advantage to persons and localities in intrastate commerce, and 
undue prejudice and disadvantage to persons and localities in inter- 
state commerce. 

5, That the said undue and unreasonable preference and advan- 
tage, and undue projudice and disadvantage can and should be re- 
moved by the maintenance of carload rates on these aggregates for 
intrastate transportation within Georgia which shall not be lower for 
corresponding distances than the carload rates on aggregates herein 
found reasonable for application from points in Alabama, South Caro- 
lina, and Tennessee to destinations in Georgia. 













.. Commissioner Splawn, who said that Commissioner Ma- 
haffie joined in his dissent, said that, in view of the Commis- 
sion’s broad power to order removal of an undue preference 
in intrastate rates, as contrasted with its limited power under 
section 3(1), “we should exercise the utmost care to see that 
such an order is fully sustained by substantial proof that actual 
undue preference results from the intrastate rates, and par- 
ticularly so where as here we require increases in a state-wide 
rate structure. I am not convinced that interstate shippers 
have lost any business or suffered any actual damage as a 
result of the intrastate rates under attack.’’ Under the find- 
ings of the majority, said he, all common carriers by railroad 
in Georgia would be required to increase their intrastate rates 
five cents a net ton for all joint-line hauls for distances up to 
390 miles, with one exception. 


In his judgment, said Commissioner Splawn, the record 
did not support the broad findings in the report. Following 
Texas & Pacific Railway Co. vs. United States, 289 U. S. 627, 
he said that before the Commission could issue an order to 
remove undue preference and prejudice under section 3(1) it 
must appear that there was a carrier or group of carriers which 
were the common source of the discrimination, and which effec- 
tively participated in both the preferred and prejudicial rates. 
The Commission’s authority to issue an order under section 
14(4) was not restricted, said he. Illustrating the difference 
_— the Commission’s powers under the two sections, he 
said: 

























The contrast between the respective powers may be illustrated by 
visualizing two producing districts, one served by carried A, and the 
other by carrier B, both of which carriers reach the principal con- 
suming market for such districts under substantially the same trans- 
portation conditions. Assuming that the interstate rates from the dis- 
trict served by carrier A to the common market are unduly prejudicial 
because they are 20 per cent higher than the interstate rates main- 
tained from the competing district by carrier B, shippers in the dis- 
trict served by carrier A would have no remedy under section 3(1) 
of the act for the reason that carrier A does not participate in the 
lower rates. If, however, the producing district served by carrier B, 
and the common market, are located in a single state and the trans- 


portation is wholly intrastate, a full and complete remedy is provided 
in section 13(4) of the act. 

















The majority report said that, following action by the 
Georgia commission on other matters in issue, the only differ- 
ence in the rates now in effect was that the intrastate joint- 
line rates for distances up to 320 miles were five cents lower 
than the interstate joint-line scale. Respondents, it said, had 
asked that the intrastate rates be increased by five cents to 
the interstate level, but that they desired to continue in effect 
an intrastate truck-competitive rate of 40 cents, applying from 
— to points in the Atlanta group, for distances of 24 to 31 












It said that the state commission had maintained that where 
ere was one scale for single-line hauls and another scale 
differentially higher for joint-line transportation discrimina- 
tion was created as between producers. The commission, and 
certain Georgia shippers, said the report, sought one rate level 
for both single-line and joint-line hauls. 


The report said there appeared to be no transportation 
reasons for different levels of rates on intrastate and inter- 
state shipments, transportation conditions being substantially 
Similar, and that roads which participated in interstate traffic 
also handled intrastate tonnage, and that the two classes of 
shipments might be transported in the same train. 


It said that in many proceedings in the past 25 years, the 
Commission had prescribed or approved higher rates for joint- 
line than for single-line transportation of aggregates. Respond- 
ents, it said, had voluntarily maintained many rates which 
were lower than the scale basis, because of water and truck 
competition. Furthermore, it added, “it is not definitely shown 
What proportion of the joint-line intrastate traffic actually 

























Moves on joint-line rates. Under the circumstances, the record 
tne coeermuasive that the maintenance of the intrastate joint- 





ale on a basis somewhat lower than the interstate joint- 
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scale results or will result in unjust discrimination against 
interstate commerce.” 

The interstate rates to destinations in Georgia were on the 
basis of rates in effect generally for the interstate transporta- 
tion of aggregates throughout the south, except Florida, the 
report said, and for the intrastate transportation of aggregates 
in six southern states. The facts of record, it said, did not 
warrant a conclusion that the rates exceeded the maximum 
of reasonableness. 

The report said joint cooperative hearings had been held by 
representatives of the Commission and of the Georgia commis- 
sion, the Georgia proceeding having been assigned No. 4592-A. 


PACIFIC INTERMOUNTAIN OBLIGATION 

The Commission, division 4, by a supplemental report in 
MC F-1167, Edward H. Heller—Control—Conyes Freight Lines, 
has modified the findings in the prior report, 35 M. C. C. 721, 
on petition of Pacific Intermountain Express Co., to permit 
assumption and payment by Pacific of a contingent liability of 
$45,800, to give effect to the agreement entered into at the 
time of the organization of Pacific for the ownership, manage- 
ment, and operation of the consolidated operating rights and 
properties of Conyes Freight Lines, Pacific Intermountain Ex- 
press, and Pacific Intermountain Express of Colorado, Inc. 

The proceeding involved liability as to additional consid- 
eration for the purchase of the capital stock of Conyes, contin- 
gent on future income. The report said it appeared to be the 
intent of the principals that the new company should pay the 
amount indicated out of earnings, if earnings were sufficient. 
If earnings were not sufficient, it said, no obligation to pay the 
amount would exist as to the new company, or the principals, 
but that if earnings of the new company were sufficient, but 
the new company did not make the required payments, then 
the principals would be obligated to pay the amount in ques- 
tion. 

The report said the requested modification of the prior 
findings, to reflect the intent of the parties, appeared unobjec- 
tionable, but that the findings were not to be construed as 
authorizing any change in the character of the obligation as- 
sumed as described in the report. 


LIBERTY MOTOR RIGHTS 


By a report and order in MC 222, Sub. 2, Liberty Motor 
Freight Lines, Inc.—Extension of Operations, the Commission, 
division 5, has granted Liberty Motor a certificate as a common 
carrier of general commodities, with exceptions, from and to 
specified points in Connecticut, Delaware, Illinois, Indiana, 
Kentucky, Maryland, Massachusetts, Missouri, New Jersey, New 
York, Ohio, Pennsylvania, Rhode Island, and West Virginia, 
over regular routes. 

The report said that, while rail and certain motor carrier 
protestants had not questioned the general scope of the services 
performed by the applicant, they had contended that its past 
operations, “conducted under a claim of ‘grandfather’ rights 
which have been twice denied by division 5, because it was 
not engaged in bona fide operations as a motor carrier on the 
statutory date, should not be considered in determining whether 
public convenience and necessity require the proposed service.” 

The report said the Commission had heretofore found 
that where such operations had been conducted openly and 
without subterfuge, and where the facts, with respect to such 
past operations, were clearly inter-related with the testimony 
of the interested shipper or receiver witnesses dealing with the 
need for the proposed service, “they should be given considera- 
tion in determining the issue of public convenience and neces- 
sity although applicant is not precluded from showing a need 
for authority over routes not originally claimed in its ‘grand- 
father’ application. The weight to be accorded to such past 
operations, however, must be determined on the basis of their 
relation to the other evidence of public convenience and necessity 
and could not alone be considered controlling of such matter, 
said the report, citing D. A. Beard Truck Lines Co. Common 
Carrier Application—New Operaticns, 34 M. C. C. 395. 


PROTECTIVE SERVICE CONTRACTS 


By a fifth supplemental report in Ex Parte No. 137, Con- 
tracts for Protective Services, the Commission, division 3, has 
approved a contract between the New York Central Railroad 
Co. and Merchants Despatch Transportation Corporation dated 
Feb. 19, 1942, as modified by a contract dated Sept. 28, 1943, 
covering refrigeration, heater and ventilation services and set- 
ting forth revised unit prices, under a provision of the original 
contract calling for such revisions after the first year of its life. 
The Commission approved the modified contract as “just, rea- 
sonable, and consistent with the public interest” for applica- 
tion in the period from July 1, 1942, to June 30, 1944, and for 
application thereafter during its term until the Commission’s 
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further order. It designated the contract as modified as ap- 
proved protective service contract No. 54-B. 

In the same supplemental report, the Commission approved 
extension of a so-called general service contract, designated by 
it as approved service contract No. 135-A, between the Stew- 
artstown Railroad Co. and the Fruit Growers Express Co., for 
the period from July 1, 1943, to June 30, 1944, and for applica- 
tion thereafter until the Commission’s further order. The 
original contract, approved by the Commission in a report dated 
Nov. 26, 1942 (253 I. C. C. 649), was effective as of July 1, 
1942, for a term of one year. 

Also approved by the Commission in the fifth supplemental 
report in Ex Parte No. 137 was a contract filed with it Aug. 20 
by the East Tennessee & Western North Carolina Railroad 
Co., between that railroad and the Fruit Growers Express Co., 
covering protective service for one year from July 1, 1943, and 
thereafter until termination of the contract by six months’ prior 
written notice by one party to the other. The Commission said 
the contract was entered into in contemplation of a need for 
refrigeration for a large movement of beans from Elizabeth- 
town, Tenn., to Mountain City, Tenn. 


W. & L. E. Control 


By a report and order in Finance No. 14367, Wheeling & 
Lake Erie Railway Co. Control, the Commission, division 4, 
has authorized purchase by the Chesapeake & Ohio forthwith of 
60,000 shares of W. & L. E. common stock, on certain condi- 
tions; and purchase by the C. & O. hereafter of not exceeding 
14,357 of W. & L. E. stock, common or preferred, or a com- 
bination of both (see Traffic World, Nov. 6, p. 1125). 

One of the conditions imposed was that all stock of the 
W. & L. E. now owned or hereafter acquired by the C. & O., the 
Nickel Plate, or any affiliated company, including the Alleghany 
Corporation, should be deposited with the trustee under the 
deposit and trust agreement dated June 30, 1929. The C. & O. 
is also required to make reports to the Commission concern- 
ing purchases and trusteeing of the W. & L. E. stock. Before 
recording in its books any acquisition of shares of the stock, 
the C. & O. is first to submit the related journal entries for 
the Commission’s approval. 


The Commission approved the purchase forthwith of 60,000 
shares of the W. & L. E. common stock, at $52.2158, the price 
at which Blyth & Co. had offered it to the C. & O. As to the 
14,357 additional shares, purchase of which hereafter was ap- 
proved, the Commission said the C. & O. had asked authority 
to purchase that stock at the lowest prices available. The pro- 
posal was not sufficiently definite to enable it to make the ex- 
press finding as to terms and conditions required by the statute, 
said the Commission, but said that the suggestion that it pre- 
scribe maximum prices approximating the present market, 
namely, 65 for the common, par for the preferred, and 105 for 
the small amount of prior-lien stock, seemed just and reason- 
able at this time. If subsequent developments warranted any 
change in this connection it said, “the applicant may seek 
appropriate relief by petition for supplemental order herein.” 

The report said that, while the Alleghany Corporation 
owned a substantial amount of the applicant’s common stock, 
the holding company had not seen fit to join in the application 
as the real party in interest. It was to be clearly understood, 
it said, that “in this proceeding we are passing only upon the 
applicant’s proposal to acquire capital stock of the Wheeling & 
Lake Erie,” and cited Finance No. 14238, Babbidge & Holt, Inc., 
Control, decided July 1. 


Referring to the earlier proposal of the Nickel Plate to 
acquire the 60,000 shares of W. & L. E. Stock, authority for 
which was denied by the Commission (see Traffic World, Oct. 
2, p. 763), the Commission said that following this denial, Otis 
& Co., in connection with the sale to Blyth & Co., had received 
from the Taplins, holders of 50,000 shares involved in that trans- 
action a commission of $49,900. Otis & Co., said the report, had 
concluded to forego any profit in connection with the transac- 
tion if the C. & O. bought the stock from Blyth & Co. Accord- 
ingly, it said, Otis & Co. had offered to pay $49,900 to the appli- 
cant if and when it so purchased the shares. The applicant’s 
directors had resolved that, on receipt of this money from Otis 
& Co., applicant was to reimburse Otis & Co. for. all expenses 
of every kind incurred in connection with the contract for ac- 
quisition of the stock by Otis & Co., and with the instant trans- 
action. The total amount of such expenses was estimated at not 
more than $5,000, said the report, including an escrow fee of 
about $2,500 paid to the National City Bank. It therefore ap- 
peared that the total net cost of the stock to the applicant, ex- 
clusive of interest, and documentary and transfer taxes, would 
be about $3,088,000, it said. 

The proposed purchases of stock would increase the C. & O.- 











TRAFFIC Wort 





Nickel Plate interest in the Wheeling & Lake Erie to 6449 
cent through the acquisition of 60,000 shares, said the rept 
and to 67 per cent through acquisition of 14,357 additions 
shares. In support of the contention that these transactig 
would be consistent with the public interest, it said, applicant 
had referred to the so-called 4-party plan for Consolidation of 
railroad properties, Consolidation of Railroads, 185 I. Cc, ¢ 


wherein the applicant, the Nickel Plate, and the W. @ [, F’ 




























































among others, had been allocated to system No. 6. Appling! Co 
had urged that the reasons for the allocation were stil] yajiq its cr 
and effectual, it said, and that acquisition of the stock wo ind ant 
constitute an important step toward formation of such a syste its cross 
under the Ohio law, requiring approval of two-thirds of it RU C 






outstanding shares to effectuate a merger or consolidation of 
two corporations. Later in the report, after pointing out tha 
no other carrier had requested to be included in the transact 
the report said the only risk the C. & O. undertook was “thy 
possibility of disappointment of plans it has for the futuy 
Since it is willing to undertake this risk, we think it should 
permitted to do so,” subject to certain conditions as aforemen. 
tioned. 

The report said the applicant’s board of directors had ay. 
thorized its officers to make such representations, assurances, 
or commitments to the Commission as they deemed appropriate 
to assure the Commission that “it is this company’s policy t 
continue debt retirement and, to the extent feasible, to sel] o 
issue equity securities in an amount equivalent to the purchase 
price of the stock of the Wheeling & Company as a means of 
reimbursing the cost of the purchase.” But, it added, the testi. 
mony in the latter connection, particularly, seemed rather 
vague, and that, in any case, “nothing herein is to be construed 
as prejudicing any determination we may be called upon to 
make hereafter in that connection.” 















Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 
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*W-594, Union Sulphur Co., Inc., New York, N. Y., Con 
tract Carrier Application. By division 4. Certificate granted. 
Applicant’s operations found to be those of a common carrie 
by self-propelled vessels in the transportation of sulphur from 
Port Sulphur, La., and Galveston and Freeport, Tex., to ports 
and points on the Pacific Coast; and in the transportation of 
commodities generally southbound and westbound only from 
and to ports and points along the Atlantic and Gulf of Mexico 
coasts, but not including ports and points north of New York 
harbor or west of Galveston and Houston, Tex., by reason of 
having been engaged in such operations on Jan. 1, 1940, and 
continuously since, except for an interruption beyond the con 
trol of applicant. 
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Commission Reports 


(An asterisk before the docket number means that the report N 
will not be printed in full in the permanent series of Commission delph 
reports. Mimeographed copies of such reports in full may be ob- Certit 
tained by prompt application to the Commission.) with 

Molding Sand ory 

No. 28763, Hougland & Hardy, Inc., et al. vs. Ahnapee & § Ohio; 

Western Railway Co. et al. By the Commission. On reconsié & speci 
eration, finding in prior report, 255 I. C. C. 617, that rates  § iliary 
molding sand, in carloads, from Camden, Tenn., Piggott, Ark, B Railr 
and Sandale, Ind., to points in central territory, Illinois freight § or tc 
association territory, and western trunk-line territory, wo nati, 
be unreasonable for the future, affirmed. Finding that rate § plica 
were not unreasonable in the past, and denying reparatiol, § with 
reversed and reparation awarded. The report said the general B on ¢ 
bases for the assailed rates were combinations of the | rout 
rates in the territories traversed; or joint rates made 38 or 3B 30-S 
cents a ton over the industrial scale as the result of a compro 

mise in a previous proceeding to which complainants were 20 § com 
parties. It said complainants had negotiated for a number mod 
years, with the active assistance of the defendant serving Call § irre 
den, for the establishment of joint rates based on the industrial 

scale, but that the destination lines had declined to concur 2 §& tig, 
such an adjustment. Complainants had finally determined © § 99 } 
litigate the matter, it said, and that the rates for which they § ji, | 
had been contending had been found reasonable in the pra! § yi; 


report. Complainants were entitled to reparation in the amount 
of the difference between the charges paid and those which 
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have accrued at the rates found reasonable, it said. 
Commissioner Johnson dissented. 


Cc. & O. Interlocking 


No. 28000, Sub. 95. In the Matter of Application for Ap- 
roval of Proposed Modifications of Systems or Devices under 

agraph (b) Section 25 of the Interstate Commerce Act, as 
Conte’ Chesapeake & Ohio Railway Co. By division 3. Ap- 
ication ‘of C. & O. for modification of interlocking facilities 
t its crossing with the Wabash Railroad at CW Cabin, Peru, 
ind and temporary discontinuance of interlocking facilities at 
its crossing with the New York, Chicago & St. Louis Railroad, 
at RU Cabin, Peru, Ind., granted, subject to conditions. 











Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


MC F-2102, Bekins Transportation Co., Seattle, Wash.— 
purchase—Bekins Moving & Storage Co. (Wash.) and Bekins 
Moving & Storage Co. (Ore.). Application of Bekins Transpor- 
tation for authority to purchase operating rights and certain 
property of Bekins Moving & Storage Co. (Washington), also 
of Seattle, and Bekins Moving & Storage Co. (Oregon), of 
Portland, and for acquisition of control of the first named com- 
pany by the two last named companies, through ownership of 
capital stock, denied. 

MC F-2261, Jay Rountree, Dallas, Tex.—Purchase—Hot 
Springs Limited, Inc. Purchase by Jay Rountree, doing busi- 
ness as Ozark Motor Lines, of Dallas, Tex., of operating rights 
and property of Hot Springs Limited, Inc., of Hot Springs, 
Ark, approved and authorized, subject to condition. Issuance 
of a certificate to Jay Rountree, doing business as Ozark Motor 
Lines, authorized on compliance with certain conditions. 

MC F-2262, Barney Kosofsky, Detroit, Mich.—Purchase— 
J. E. Johnson. Purchase by Barney Kosofsky, doing business 
as Barney’s Cartage Co., of Detroit, Mich., of operating rights 
and property of J. E. Johnson, also of Detroit, approved and 
authorized, subject to condition. 

MC 15003, Henry J. Friedman, Philadelphia, Pa., broker. 
Application denied, and findings in prior report, 30 M. C. C. 
514, affirmed on further hearing. Broker of transportation by 
motor vehicle of general commodities, with exceptions, in inter- 
state or foreign commerce. 

MC 15737, Atlantic Coast Freight Lines, Inc., Baltimore, 
Md., common carrier application, embracing MC 15737, Sub. 1, 
Same, Extension. Certificate granted, and findings modified on 
reconsideration, in MC 15737 to authorize continuance in opera- 
tion, general commodities, from and to intermediate and off- 
route points within 10 miles of Baltimore, in connection with 
its regular route operation between New York, N. Y., and Rich- 
mond, Va.; in MC 15737, Sub. 1, findings modified to authorize 
applicant to extend operations, as to general commodities, 
with exceptions, over an alternate route between Baltimore, 
Md., and Harrisburg, Pa., and from and to intermediate and 
off-route points within 30 miles of Buffalo, N. Y., in connection 
with its regular route operation between Baltimore and Buffalo. 

MC 19201, Sub. 25, Pennsylvania Truck Lines, Inc., Phila- 
delphia, Pa., extension, embracing MC 19201, Sub. 28, Same. 
Certificate granted in MC 19201, Sub. 25, general commodities, 
with exceptions, between Lima, Ohio, and Fort Wayne, Ind.; 
between West Jefferson and Greenville, Ohio; between Lafay- 
ette, Ohio, and Richmond, Ind.; between Xenia and Cincinnati, 
Ohio; and between Rochester, Pa., and Alliance, Ohio, over 
specified routes in each case, service to be limited to that aux- 
iliary to, or supplemental of, rail service of the Pennsylvania 
Railroad, no shipment to be transported between, or through, 
or to, or from more than one of the following points: Cincin- 
nati, Columbus, and Greenville, Ohio, and Richmond, Ind. Ap- 
Dlication denied in MC 19201, Sub. 28, general commodities, 
With exceptions, between Hamlet, Ind., on the one hand, and, 
on the other, Beaver Dam and Kenton, Ohio, over specified 
toutes; and between Delphis and Kenton, over U. S. highway 
0-S serving no intermediate points. 

MC 69745, Penn-N. Y. Truck Lines, Inc., Pittsburgh, Pa., 
common carrier. Certificate and permit denied. General com- 
Modities, between points in N. Y., and Pa., over regular and 
irregular routes. 

_. MC 88447, Frank Jacob, Chicago, II!., common carrier. Cer- 
tificate granted on further hearing, and findings in prior report, 
33 M. C. C. 271 modified. Household goods, between all points 
In Ill., on the one hand, and, on the other, all points in Wis., 
Minn., Ia., Neb., Colo., Mo., Mich., Ind., Ohio, Pa., N. Y., Mass., 
N. J,, Md., Fla., and D. C., over irregular routes, traversing 


Kans, W. Va., Ky., Tenn., Ala.., and Ga., for operating con- 
venience only 
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MC F-2211, |. M. and |. B. Scheibe, St. Louis, Mo.—Con- 
trol; Consolidated Forwarding Co., Inc.—Purchase—J. C. 
Buckles Transfer Co. Purchase by Consolidated Forwarding 
Co., Inc., of St. Louis, Mo., of J. C. Buckles Transfer Co., of 
Cincinnati, Ohio, and acquisition of control of said operating 
rights, by I. M. and I. B. Scheibe through said purchase, ap- 
proved and authorized, with condition. 

MC 17771, Angelo L. Bianchi, Quincy, Mass., common car- 
rier, embracing MC 17771, Sub. 1, Same, Extension. Certificate 
granted on reconsideration, in MC 17771, and findings in prior 
report, decided March 30, modified. Continuance in operation, 
general commodities, with exceptions, between New York, N. Y., 
on the one hand, and, on the other, Providence, R. I., Worcester 
and Boston, Mass., and points within 25 miles of the State House, 
Boston; quarry products, artificial stone, quarry machinery, and 
machinery incidental to the manufacture, preparation for use, 
or erection of artificial or natural stone between points in 
Mass., R. I., Conn., N. Y., and N. J.; and chemicals from New 
York city and all points in N. J. to all points in Mass., except 
from New York to Worcester, Boston, and points within 25 
miles of the State House, Boston, over irregular routes in each 
instance. Certificate denied in MC 17771, sub. 1. General 
commodities, between points in Mass., R. I., Conn., N. Y., 
and N. J. 

MC 42145, Loyd Bond, Jackson, Miss., common carrier, 
embracing MC 42145, Sub. 9, Same, Extension; MC 42145, 
Sub. 12, Same; MC 42145, Sub. 13, Same, Motor Carrier 
Registration Application; MC 42145, Sub. 1, Same; MC 42145, 
Sub. 2, Same; MC 42145, Sub. 3, Same; and MC 42145, Sub. 4, 
Same. Certificate granted in MC 42145, and MC 42145, Sub. 12. 
In MC 42145, continuance in operation, general commodities, 
with exceptions, between Jackson and Winona, Miss.; between 
Winona and Leland, Miss.; between Anguilla and Louise, Miss.; 
and between Tehula and Durant, Miss. In MC 42145, Sub. 12, 
general commodities, with exceptions, between specified points 
in Miss. Application dismissed on applicant’s request in 
MC 42145, Sub. 9; applications for registration denied in 
MC 42145, Sub. Nos. 1, 2, 3, 4, and 13. 


Railroad Abandonments 
D. & M. M. 


By a report and certificate in Finance No. 14347, Dansville 
& Mount Morris Railroad Co. Abandonment, the Commission, 
division 4, has permitted abandonment by the Dansville & 
Mount Morris of a portion of a line of railroad, extending from 
a point near Groveland to a point near Sonyea, in Livingston 
county, N. Y., 3.28 miles. 


St. L.-Southwestern 


By an order in Finance No. 14240, St. Louis Southwestern 
Railway Co., Abandonment, involving an application for author- 
ity to abandon a line of railroad between Truman and McDon- 
ald, in Poinsett and Cross counties, Ark., 30.7 miles, the Com- 
mission, division 4, has dismissed the application on petition of 
the trustee for the railroad for permission to withdraw. The 
action followed entry of an order in the federal court for the 
eastern Missouri district, eastern division, approving an agree- 
ment between the railroad and Poinsett Lumber & Manufac- 
turing Co., providing for payments to be made by the lumber 
company, pursuant to a license agreement for operating rights 
over the line. The agreement provided for a minimum payment 
of $10,000 a year, which, the trustee said, was approximately 
the amount of the 1942 deficit. 


A. T. and S. F. 

The Commission, division 4, by a report and order in 
Finance No. 14101, Atchison, Topeka & Santa Fe Railway Co. 
Abandonment, has denied the application of the Santa Fe for 
authority to abandon a line of railroad extending from Wave- 
land to Cheraw, in Bent and Otero counties, Colo., approxi- 
mately 16.78 miles. The report said the indicated losses on the 
segment were not sufficient to warrant its abandonment at this 
time and pointed out that traffic which had originated or ter- 
minated at stations thereon in 1942 had been more than double 
that of 1939 and that some further increase might be antici- 
pated, at least for the duration of the war. Shippers of live- 
stock and sugar beets would be placed longer distances from 
their loading points and their operations hampered by the 
abandonment, it said. The report said the conclusion was with- 
out prejudice to the right of the applicant to renew its applica- 
tion at the end of the calendar year 1944 if by that time it 
could be shown that traffic handled on the line had not in- 
creased, or that other considerations made the necessity for 
abandonment more urgent than at present. 


c. B. & Q. 


With Commissioners Lee, Miller and Johnson joining in 
Commissioner Mahaffie’s dissent, the Commission, by a report 
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and order on further hearing in Finance No. 13737, Chicago 
Burlington & Quincy Railroad Co. Abandonment, involving 
abandonment of a branch line of railroad extending from 
Sedan to Moulton, approximately 4.83 miles, and abandon- 
ment of operation over the line of the Wabash from Moulton 
to Bloomfield, approximately 14.14 miles, all in Appanoose 
and Davis counties, Ia., has reversed the findings in the pre- 
vious report, 254 I. C. C. 295, and found that present and 
future public convenience and necessity have not been shown 
to permit the abandonment. 

The majority report said the line proposed to be aban- 
doned was part of an alternate route which might readily be- 
come important in this nation’s war effort. The financial loss, 
if any, from this line, which might not properly be ascribed 
to applicant was not great, it said, and that compared with 
its value normally to the shipping public and potentially in 
the war effort, it was too small to support a finding that the 
abandonment would be consistent with public convenience 
and necessity. 

Commissioner Mahaffie said the report approved by the 
majority had shown that operation of the line had resulted in 
substantial losses for several years and that nothing in the 
report or the record indicated that future operations could 
result in anything but losses. The revenues reasonably to be 
expected would fall far short of meeting the rental payable to 
the Wabash, said he, adding that the report reached the con- 
clusion that the rental was too high, but held out no hope of 
a reduction. No alternate use of the route had been under- 
taken, he said, or had been considered as practical by the 


applicant so far as the record showed. On the contrary, it © 


was shown that the track was laid with rail too light for the 
heavy traffic normally moving over a main line of such a road 
as the Burlington, said he, adding that the War Department 
“also apparently has been unable to discern the military value 
which so impresses the majority.” He pointed out that, while 
it was stated that common carrier truck operators were au- 
thorized to serve all points on the line, no mention had been 
made of the fact, set forth in the previous report, that no 
point would be deprived of direct rail service by the proposed 
abandonment. 


COMMISSION ORDERS 

MC C-368, S. Goldberg and Co., Inc., vs. New England Carrier 
Corp. Complaint dismissed. 

No. 25728, Hoboken Manufacturers R. R. vs. Abilene & Southern 
et al., and No. 25878, N. O. & L. C. vs. A. C. & Y. et al. Effective 
date of order of October 13, 1941, further postponed from November 
15 to December 15. 

1. & S. 4779, Live stock to and from the south; and related cases. 
Petition filed by southern carriers for reopening and reconsideration 
denied; and motions filed by Eastern Meat Packers Association et al., 
and United States Department of Agriculture asking that said petition 
be rejected because it was violative of paragraphs (e) and (f) of rule 
101 of Rules of Practice overruled. 

MC F-1411, Oregon-Nevada-California Fast Freight, Inc., control 
Oregon Express; and MC F-1412, Oregon-Nevada-California Fast Freight, 
Inc., merger, Oregon Express. Time within which petitions for recon- 
sideration, rehearing, or reargument may be filed, extended to No- 
vember 20. 

MC F-1936, Refiners Transport & Terminal Corp., purchase, Mar- 
shall Transport Co., Inc., and Warren C. Marshall. Time within which 
replies to petition of protesants, Coastal Tank Lines et al., for recon- 
sideration may be filed, extended to November 23. 

MC 103830, Coy T. Law, common carrier application. Reopened for 
further hearing. 

W-353, Barrett Line, Inc., contract carrier application. 
date of order of June 18 further postponed to December 27. 

W-446, James McWilliams Blue Line, Inc., common carrier ap- 
plication. Effective date of certificate and order of June 24 further 
postponed to December 18. 

W-514, Baltimore Insular Line, Inc., contract carrier application. 
Effective date of amended certificate and order of July 14 further post- 
poned to January 15, 1944. 

W-726, John J. Boland & John J. Boland, Jr., contract carrier 
application; W-765, Steel Products Steamship Corp., contract carrier 
application; and W-772, Bison Steamship Corp., contract carrier ap- 
plication. Effective date of certificates and orders of March 31 further 
postponed to January 15, 1944. 

MC C-348, The Creasey Co. vs. Arkansas Motor Freight Lines, Inc. 


Effective 


et al. Complaint dismissed. 
No. 28553, National Cottonseed Products Assoc., Ine. vs. A. B. 
& Co. et al. Petition of defendants for reconsideration denied. 


No. 28629, Commonwealth of Kentucky and Railroad Commission 
of Kentucky vs. Ill. Cent. et al. and No. 28689, Illinois Coal Traffic 
Bureau vs. Ahnapee & Western et al. Motion of Commonwealth of 
Kentucky and Railroad Commission of Kentucky, complainants in No. 
28629, and Kentucky Coal Agency, Inc., interveners, for modification 
of order of June 14, reopening proceedings, so as to eliminate ‘‘re- 
hearing’’ and to substitute ‘‘reargument’’ in lieu thereof overruled. 

No. 28844, Arkansas City Flour Mills Co. et al. vs. Alton & 
Southern et al. Petition of complainants, Arkansas City Flour Mills 
Co. and Kansas Milling Co., for reconsideration denied. 

Nos. 28869, 28870, 28877 and 38878, Thomas L. Little vs. N. Y. C. 
& St. L. et al. Petition of complainant for reconsideration and further 
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hearing, etc., in Nos. 28869, 28870, 28877, and petition of com), -— 
for reconsideration and further hearing, etc., in No. 28878 denied a 

Ex Parte 104 Part 2, Practices of carriers affecting Operating >; 
nues and expenses, terminal services, Kingan & Co. terminal al 
ance. Petition of Kingan & Co. for rehearing and reconside 
denied. ‘se 
No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. Abilene @ South 
et al. Order of December 22, 1942, further modified to become eff - 
June 20, 1944. eth 


W-14, Atwacoal Transportation Co., contract carrier applica neal 
and W-19, Fall River Navigation Co., contract carrier application 
ings in proceedings deferred until immediately after January 5 en ] 
Finance 11681, New York, Susquehanna & Western reorganizatic Poo 
Petition of Erie for leave to file a “‘statement of facts’ as part of Th 
ord in proceeding and a brief in support thereof, or for a hea, ‘ tee 
denied. "® for 
MC C-132, Commodities between Winchester, Va., and D, ¢ mr tective 
and Va. Proceeding discontinued. "tthe inte 
MC 16947, Arthur K. Enzmann, Jr. (formerly Lincoln restrair 


Freight Lines, Inc.), common carrier application. Reopened fOr furthe report 
hearing. Order of January 23, as subsequently modified to rder s 
effective December 31, insofar as it denied application, vacated, orde 


MC 72444, Akron-Chicago Transportation Co., Inc., common » as of J 
application. Reopened for reconsideration. Order of July 21, effect, _Th 
September 27, vacated. ‘§ sidiary 

en Co., ex 
the ref 
PETITIONS FOR REHEARINGS, ETC. had off 

No. 28918, J. R. Kelley Cooperage Co. vs. Ill. Cent. et al, » accom} 

fendants ask for reconsideration by entire Commission, of decision of Nat 


division 3, and postponement of effective date of order. TI 
No. 28835, Lloyd Brothers Co. et al. vs. G. T. W. et al. 


plainants’, in second petition, ask for reconsideration. accrull 
Finance 14257, Southern Railway abandonment. Alabama Pye rePar 
Service Commission, protestant, asks Commission to strike from ree line tr 
certain evidence. ‘Bon the 
anticir 
MOTOR FINANCE CASES ea 
No. MC F-2243, Paul F. Cullum—Control—Triple ‘‘M” Transporj vid 
tion Co., Inc. Acquisition by Paul F. Cullum, doing business as Cull pro 
Trucking Company, of Jersey City, N. J., of control of Triple ‘ tion Ss 
Transportation Co., Inc., of Secaucus, N. J., through ownership, possib 
capital stock, approved and authorized, subject to condition. so lon 
MC F-2337, Baltimore and Pittsburgh Motor Express Co.—Purchsm added 
—A. Russell Kultau. Application for authority under section 210a(% be mc 
of Baltimore and Pittsburgh Motor Express Co. of Pittsburgh, Pa., any sl 
temporary operation of motor carrier rights and properties of A, Russ of its 
Kultau, doing business as Kultau Motor Express, also of Pittsburg * 
denied. of thi 
MC F-2352, Fred E. Tucker et al—Control—East Texas Moi of wh 


Freight Lines—Lease—Potashnick Local Truck System, Inc. Applicatis I 


for authority under section 210a(b) of East Texas Motor Freight Linge woult 
of Dallas, Tex., for temporary operation of a portion of the motor c# frige 
rier rights and properties of Potashnick Local Truck System, Ine, { expec 
Sikeston, Mo., denied. can | 
carri 
UNCONTESTED FINANCE CASES mear 
Report and order in F. D. No. 14376, Wabash Railroad Co. Note od 
granting authority to issue not exceeding $230,303.66 face amount una 
promissory notes, to be delivered to the Boatmen’s National Bank de ©XPI* 
St. Louis in evidence of, but not in payment for, the unpaid princip 
amount on certain conditional-sale and lease contracts. Approved. 
Report and order in F. D. No. 14326, Louisiana & Arkansas Ra Fr; 
way Co. Trackage Rights, authorizing acquisition by the Louis 
& Arkansas Railway Co, of trackage rights over the second of i 
parallel main tracks of the Vicksburg, Shreveport & Pacific Railwii% tion 
Co., the Yazoo & Mississippi Valley Railroad Co., lessee, in the city} port 
Shreveport, Caddo Parish, La. Approved. clea 


Report and order in F. D. No. 14337, Atlantic & St. Lawrence Ri the 
road Co. Purchase and Modification of Lease, authorizing—1. Purd 


by the Atlantic & St. Lawrence Railroad Co. from the Canadian ProF 
tional Railway Co. of a line of railroad from Island Pond, Vt., tot Fort 
Canadian boundry and modification of the existing lease of the Canad omn 
National Railway Co. of the properties of the Atlantic & St. Lawrenim as f 
Railroad Co. 2. Issuance by the Atlantic & St. Lawrence Railroad Gi Con 
of $6,286,000 of capital stock, consisting of 62,860 shares of the M&% Han 
value of $100 each, and one 4 per cent 30-year first mortgage bond aqq; 


the principal amount of $3,438,000; the stock to be issued to repay y7q 
sterling shares, to acquire elevator property, and to reimburse ® 


Canadian National Railway Co. for advances made for improvements! ee 
Dec. 31, 1942; and the bond to be issued to purchase the line of @ dat 
road, above described, from the Canadian National Railway Co. and! ale 


refund $3,000,000, principal amount, of past due 6 per cent mortgip in f 
bonds. 3. Dismissing, for want of jurisdiction, that part of the app cho} 
cation in F. D. No. 14337 which seeks authority to purchase an eleva app 
from the Canadian National Railway Co., or its nominee. Approvell dat, 
Report also embraces F. D. No. 14336, Atlantic & St. Lawrence M4 aqq 
road Co. Securities. the 

Report and order in F. D. No. 14373, New York, Chicago &5 ord 
Louis Railroad Co. Equipment Trust Certificates, granting authority !! of : 
the New York, Chicago & St. Louis Railroad Co. to assume obligat 
and liability in respect of not exceeding $2,025,000 of New York, ¥ a 
cago & St. Louis Railroad second equipment trust of 1943 2% per @™B izir 
serial equipment-trust certificates, to be issued by the Continen con 
Illinois National Bank & Trust Co. of Chicago, as trustee, and sold # Lor 
99.39 per cent of par and accrued dividends in connection with ¥ Tov 
procurement of certain equipment. Approved. 
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Proposed Reports 







4 Pooling of Refrigeration Earnings 






The Commission should find that the proposed arrangement 
or the distribution of the net gain or loss resulting from pro- 
tective services furnished by the petitioners’ lines would be in 
the interest of better service to the public and would not unduly 
restrain competition, said Examiner F. L. Sharp, in a proposed 
report in No. 29008, Pooling of Refrigeration Earnings. An 
order should be entered authorizing the arrangement, effective 
as of Jan. 1, 1942, the examiner recommended. 

The petition was filed by all the carriers, and their sub- 











# sidiary lines, which were proprietors of Fruit Growers Express 





Co., except the Louisville & Nashville and its subsidiaries, said 
the report. That line, it said, while not joining in the petition, 
had offered no opposition. The arrangement, it said, was to be 
accomplished by publication as an exception to item No. 20 
of National Perishable Freight Committee division sheet No. 1. 

The intent of the petitioners was to apportion the revenue 
accruing to them for furnishing ice and supervision, and for 
repair of bunkers and bodies of cars in connection with inter- 
line traffic initially placed under section 2 refrigeration service 
on their lines in a manner that would equitably distribute an 
anticipated deficiency in the charges for those services, the 
report said. 

The report said that the proposed arrangement undoubtedly 
provided for a more equitable division of the section 2 refrigera- 
tion service charges among the carriers concerned than was 
possible under the present provisions of the division sheet alone, 
s0 long as the charges were less than the cost of the service. It 
added that the provisions of the division sheet could probably 
be modified so as to accomplish the desired purpose, but that 
any such modification would have to be considered in the light 
of its possible effect on other carriers and that an investigation 
of this character would substantially delay the immediate relief 
of which petitioners were in need. 


It said the facts of record indicated that the arrangement 
would promote the maintenance of the present excellent re- 
frigeration service, and added that it might reasonably be 
expected that, “without some arrangement whereby the losses 
can be distributed in proportion to the service rendered, the 
carriers experiencing the disproportionate losses would seek 
means for curtailing the service to be rendered by them. The 
fear that at least one of the principal initiating carriers would be 
unable to continue to furnish service under such conditions is 
expressed of record.” 







































Franklin Forwarding Application 


_ Taking note of the fact that the War Shipping Administra- 
tion routes all vessels arriving at or leaving United States 
a and reserves the right to require vessels to load and 
clear at the port of exit within the shortest sailing distance of 
the port of destination, Examiner Andrew C. Wilkins, in a 
eed report in FF-89, Franklin Forwarding Co. Freight 
orwarder Application, in addition to permanent authority rec- 
ee by him, also said the permit should include authority 
a ollows: To serve as additional points of origin, all points in 
Hemecticut, Delaware, Maine, Maryland, Massachusetts, New 
ame New Jersey, Rhode Island, and Vermont, and the 
a — ports of Boston, Mass., Philadelphia, Pa., Baltimore, 
Port —— Va., Jacksonville, Port Everglades, Miami, and 
teal ampa, Fla., Mobile, Ala., Houston and Galveston, Tex., 
se and, Ore., and Seattle, Wash., until six months after the 
i : on which the W. S. A. ceased to require vessels engaged 
he piygs trade to call at ports other than those of their own 
- o- It ‘should also be provided, said the examiner, that if 
aggre filed an application within three months after said 
adit requesting permanent authority to serve any of such 
“ve 10nal points and ports, and set forth facts in support 

reof, the authority should continue in effect, until otherwise 


ordered by the Commission aft i i " a 
of such application. of CORES Sn Capea 


_. The examiner recommended a i 

: I permit permanently author- 

om! the applicant to forward ccusanndialen prommenen Gy ei 

aan for export, from Sioux Falls, S. D., Omaha, Neb., 

gg 7“ Ky., and .all points in Illinois, Missouri, Indiana, 
» Michigan, Minnesota, Wisconsin, Ohio, Pennsylvania, 









































in I. C. C. Cases 


Railroad, Water, and Motor Transport 


a 


New York, and West Virginia, to the ports of New York, N. Y., 
Pensacola, Fla., New Orleans, La., Los Angeles and San Fran- 
cisco, Calif., and Vancouver, B. C., Canada, in so far as such 
transportation took place in the United States. 

The report pointed out that authority had been asked to 
serve only one point in each of three origin states, namely, 
Louisville, Ky., Omaha, Neb., and Sioux Falls, S. D. It added 
that if an applicant had served, or desired to extend its serv- 
ices to a sufficient number of points in a state to be representa- 
tive of state-wide service, and submitted sufficient proof in sup- 
port thereof, it was generally granted authority to serve all 
points in that state. If applicant in the instant case had served 
or desired to extend its services to a sufficient number of points 
in Kentucky, Nebraska, and South Dakota to warrant the 
granting of authority to-serve all points in those states, it 
should amend its application accordingly, and submit proof in 
support thereof, the report said. 


Great Lakes & Texas Motor Lease 


Examiner Vernon V. Baker, by a proposed report in MC 
F-2244, Great Lakes & Texas Motor Transport—Lease—R. C. 
Crawford; Fred E. Tucker and O. P. Thornhill—Control— 
Great Lakes & Texas Motor Transport, has recommended 
denial of the application of Great Lakes for authority to lease 
the operating rights of R. C. Crawford, formerly doing busi- 
ness as Crawford Truck Lines, of San Antonio, Tex., and of 
Fred E. Tucker and O. P. Thornhill for authority to acquire 
joint control of Great Lakes through ownership of capital. 

The application involved a proposal to lease for five years 
the common carrier rights of R. C. Crawford as to certain 
commodities, from San Antonio to Pittsburgh, Pa. and 
Rochester, N. Y., via Waco and Dallas, Tex., or Stephenville 
and Fort Worth, Tex., Tulsa, Okla., and St. Louis, then via 
Chicago, Ill., Fort Wayne, Ind., and Mansfield, Ohio, to Pitts- 
burgh; and via Cleveland, Ohio, and Buffalo, N. Y., to Roches- 
ter. Also from St. Louis via Indianapolis, Ind., and Columbus, 
Ohio, to Pittsburgh. The rights also included transportation 
of general commodities, in the reverse direction, to San 
Antonio. 

The report said that O. P. Thornhill was president and 
general manager of East Texas Motor Freight Lines, of Dallas, 
owning one-third of its capital stock; and that Fred E. Tucker 
owned 118 shares, 9.8 per cent of its stock, while 47.2 per cent 
of such stock had been issued to him as trustee for others. It 
said that there were duplications of routes operated by Craw- 
ford and Motor Freight, and pointed out that these opera- 
tions, except for the fact of common control under the pro- 
posed transaction, would at least be potentially competitive. 
Another objection to the transaction, said the report, was the 
manner in which it was proposed to finance Great Lakes. 

The report also pointed out that Joseph E. Brown, presi- 
dent of Great Lakes, would have a total investment of $35,250 
in the company, while Fred E. Tucker and O. P. Thornhill 
would have invested only $250 each. Yet, it said, at a stock- 
holders meeting, Joseph E. Brown could cast no more votes 
than either Mr. Thornhill or Mr. Tucker. It had been found, 
said the report, that concentration of control of a carrier in 
the hands of persons having a relatively small investment 
therein was not always compatible with the public interest. 

Referring to an agreement by which G. H. Cook, of San 
Antonio, had leased the Crawford rights, and an agreement 
by Great Lakes to pay him $15,000 for his option to purchase 
the rights, the report said this payment had not been justified 
on the record, adding that “it would clearly be adverse to the 
public interest to permit trafficking in certificates of conven- 
ience and necessity as if they were speculative securities.” 


PAUL & CO. WATER APPLICATION 

Because he said he viewed the prior decision as erroneous 
in that, by denying the applicant the right to carry commodi- 
ties generally by power boat, it had penalized the carrier for 
disposing of a 61-year old vessel and unsuccessfully attempting 
to replace it with better equipment, Examiner Charles B. Gray, 
in a proposed report in W-15, C. C. Paul & Co. Application, 
has recommended vacation of the certificate and order of May 
8, 1942, and issuance of a revised certificate. He recommended 
that the applicant be found entitled to continue operation as a 
common carrier by self-propelled and by sailing vessels, in the 
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transportation of commodities generally, between ports and 
points on the Chesapeake and Delaware bays and tributary 
waters, and on the inland waterways of Virginia, North Caro- 
lina, and South Carolina. . 

Operations of the power boat, which applicant had dis- 
posed of, had established beyond question that it was in bona 
fide operation as a common carrier with a self-propelled car- 
rying vessel, as well as with sailing vessels, prior to and on 
Jan. 1, 1940, said the examiner. Interruption in its operations 
of self-propelled vessels had resulted from wartime conditions, 
he said, and pointed out that these conditions had been recog- 
nized in other proceedings as constituting circumstances over 
which applicants had no control. 

He also pointed out that, in 1942, applicant had an oppor- 
tunity to obtain two second-hand diesel motors which could 
have been placed in one of its schooners, but that these were 
not purchased because of the lack of authority granted in the 
order of May 8, 1942, to operate power vessels. 


Proposed Reports 
Asphalt, Etc. 


No. 28892, C. E. Mitcham vs. Atchison, Topeka & Santa Fe 
Railway Co. By Examiner Burton Fuller. Rates on asphalt 
and road oil, in carloads, from Wichita, Augusta, and Shallow 
Water, Kans., to destinations on the Santa Fe in New Mexico, 
unduly prejudicial and unduly preferential to destinations in 
northern New Mexico, but not to destinations in eastern New 
Mexico. Nonprejudicial and nonpreferential relations proposed 
to destinations in northern New Mexico. The report said the 
complaint was primarily direct to 16 destination groups in 
northern New Mexico between Albuquerque and the New 
Mexico-Colorado boundary, and secondarily to 36 destination 
groups in eastern New Mexico on the Santa Fe between Clovis 
and Belen, N. M., Clovis and Pecox, Tex., and Belen and El 
Paso, Tex., including the Rincon-Fierro, N. M., branch. The 
short-line distances from the Kansas group to northern New 
Mexico was via Trinidad, Colo., said the report, and on the 
other traffic, via the Clovis gateway. The rates to the northern 
New Mexico group, it said, were on a considerably higher level 
than from the other groups. In the absence of fourth-section 
relief, it said, the Santa Fe could not maintain a lower rate 
than 42 cents from the Kansas group to northern New Mexico 
without making reductions in the rates to Colorado and Wyom- 
ing which, it said, were substantially on bases approved by the 
Commission. To the entire destination territory, it said, the 
rates from the Wichita group averaged only about 4 per cent 
higher than those from the other groups. But, it added, these 
considerations afforded no justification for the present substan- 
tial disparity to northern New Mexico. It said the Commission 
should find the rates assailed from producing points in the 
Wichita group to destinations in northern New Mexico were 
and for the future would be unduly prejudicial to complainant’s 
producers and unduly preferential of producers in the Cyril, 
Beckett and Wynnewood, Okla., and Colorado, Tex., groups, 
to the extent that such rates from the Wichita group reflected, 
or might reflect, any differential whatever over Cyril and 
Beckett, less than 1.5 cents under Wynnewood, and more than 
4 cents to Raton-Las Vegas and 5 cents to Ribera-Bernalillo 
over Colorado, Tex. 


Divisions 


MC C-365, Dixie Freight Lines, Inc. vs. George Strange 
Freight Lines, Inc. By Examiner J. L. Bradford. Agreed basis 
for dividing joint rates determined and record found inadequate 
to prescribe an adjustment of divisions to the date of filing the 
complaint. Recommends dismissal of complaint. The report 
said the record was far from clear, but that the conclusion was 
warranted that at the time complainant and defendant had 
established joint rates they had agreed to divide the revenues 
on the basis of a first-class rate prorate. So long as joint rates 
voluntarily established remained in force, it said, each carrier 
was entitled as of right to the divisions originally agreed on 
unless a readjustment of divisions had been made by the parties 
or by the Commission. Defendant should re-examine its division 
settlements with complainant and bring them into conformity 
with the views expressed, the report said. The complaint should 
be dismissed, it said, but that if, after 60 days from the effec- 
tive date of the recommended order defendant had not brought 
its divisions into conformity, the Commission should entertain 
a petition by complainant to reopen the proceeding. 


Duck, Etc. Feathers 


No. 28981, Buchman Manufacturing Co., Inc., vs. Chicago, 
Burlington & Quincy Railroad Co. et al. By Examiner Leland 
F. James. Ratings and minimum applied on duck, chicken, 
and turkey feathers, in carloads, shipped between Dec. 23, 1941. 
and Jan. 3, 1942, inclusive, from points in Illinois, Iowa, and 
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Missouri, to Carnegie, Pa., found not shown to have 


reasonable. Dismissal of complaint recommended. The ee between 
said the claim for reparation, based on lower rates pregerii. man an 
by the Commission, publication of which was postponed by th og 
Commission’s order, to Jan. 4, 1942, could not be sustained, tava 
acme considere 

Moior P dR ak 
otor Proposed Reports | swt 
(Recommended orders in proposed motor revorts, at expiration i ers i 

of 20 days from date of service of reports (unless otherwise stated) - Penr 
become effective unless exceptions have been filed within the 20-day sn De: 
period or exceptions have been seasonably filed by other parties : SS 
the order has been stayed or postponed by the Commission, gj Williams 


in which applicant has home office is shown in “black face” re Mich., I! 
with name of town or city following.) 


California (Oakland)—-MC 12275, Lyon Storage & Moy 
Company, Broker application. License proposed. Hoy ed 
goods and office equipment, between Oakland, Berkeley, Emery. poe 
ville, Piedmont, Albany, El Cerrito, Richmond, Alameda, gi e wp 


Leandro, San Francisco, and points in San Mateo county, Caj Mar 
on the one hand, and all points in the United States, exoan § extens! 
points in Alameda, Contra Casta, and Solano counties, Calif in Md., | 
on the other hand. "9 Pa, Ohi 

Canada (Tracy, N. B.)—MC 104733, Andrew G. . Mas 


common carrier. Certificate proposed. Pulpwood and logs, fron ple, com 
the international boundary line between Canada and the Unite goods, b 
States, at or near Vanceboro and Calais, Me., to those points N. H., 0 
over irregular routes. Cali 

Virginia (Pulaski)—-MC 104537, King & Son, common caf Stasand 
rier. Certificate proposed. Coal in truckloads of 12,000 poundi tween F 
or more from Pocahontas, Va., and points in Va., and W. Val Arcadia. 
within 15 miles of Pocahontas, to points in Bland and Pulaski dondo, | 
counties, Va., over irregular routes. Monte, | 

Michigan (Detroit)—-MC 54435, Michigan Motor Freigh# heim, C 
Lines, Inc., common carrier, embracing MC 54435, Sub. 1, Sam Cal 
Certificate granted on further hearing and findings in prit§ commor 
report, 41 M. C. C. 855, modified. Continuance in operation § accesso: 
general commodities, with exceptions, over certain routes, ani the Los 
to and from certain points in Mich., Ohio, Ky., Ind., and Il, harbor 
in addition to those granted in the original report and in th h 
report and order on reconsideration decided Oct. 15. = | 

Kansas (Winfield)—-MC 104606, Ira Wilson, contract car U2 
rier. Denial of permit proposed. General commodities, from and the 
Winfield, Kans., to Ponca City, Okla., and return, over U. § with pé 
highway 77, serving intermediate points of Arkansas City, Pa. hig 
Kans., and Newkirk, Okla. Ne 

Idaho (Wallace)—-MC 104485, John R. Thornton, common portatic 
carrier. Certificate proposed. Ore and ore concentrates, from ers, an 
mines in Okanogan county, Wash., to Omak, Wash., over irrez or pulp 
ular routes. board — 

Colorado (Kirk)—MC 104478, Sub. 1, Herbert A. Preus§ Mass., 
common carrier. Certificate proposed. Livestock, between King D. C.; 
Colo., and points within 15 miles thereof, on the one hand, ani boro, 1 
on the other, railheads in Kit Carson and Yuma counties, Colo; rejecte 
agricultural commodities (unprocessed), from points on U. S§ moditi 
highway 36 between Cope, Colo., and the Colorado-Kanss§ boro. 
state line, and points within 10 miles thereof, to St. Francs Ne 
Kans., over irregular routes. _ BBL. & 

_ Itlinois (Mattoon)—MC 42329, Sub. 23, Hayes Freight ties, v 
Lines, Inc., extension. Certificate proposed. General commot: tween 
ties, with exceptions, between Versailles and Madison, Int @ yor, 
over Indiana highway 29, with no service at intermediate point Kingst 
nor at Madison. N 

Montana (Bridger)—-MC 26396, Sub. 1, Star Transfer O, press 
extension. Certificate proposed. Building brick, paving brik@ 
hollow block, wall coping, flue lining, and clay pipe, in truém 4 , 
loads, between points in Mont., and Wyo., within 100 miles ¢ auxili: 
Bridger. . B expre 

California (Oakland)—-MC 13090, Sub. 2, M. L. Mots lading 
extension. Denial of certificate proposed. General commoditi¢® vopicj 
with exceptions, from San Francisco and Oakland, Calif, imme 
Sacramento, Calif., and from Stockton and Lodi, Calif, # 
Sacramento, over irregular routes. exten 

South Carolina (Pageland)—-MC 89579, Sub. 1, Coyt A expre 
drew Robertson, extension. Certificate proposed. General com gers 
modities, with exceptions, from Pageland, S. C., to Monroe and : 
Charlotte, N. C., over a specified route. 

North Carolina (Salisbury)—MC 104616, Adam Cowag 
common carrier. Denial of certificate proposed. Househol Wa} 
goods, between Salisbury, N. C., and points within 10 omm, 
thereof on the one hand, and, on the other, points in S. C., VaR of te 
Md., and D. C., over irregular routes. ge sorie 

Massachusetts (Fall River)—MC 104627, Edith M. Fitton glide 
extension. Certificate proposed. New furniture, from Fall Rive ment 
Mass., to points in Bristol and Newport counties, R. I, ove repli 
irregular routes. thur 

Tennessee (Bristol)—MC 104202, R. L. Peoples, comm mov 
carrier. Certificate proposed. Passengers and their baggad™ Unit 









petween Bristol, Va.-Tenn., and the site of the Tennessee East- 

Corp., near Kingsport, Tenn.; and between Bristol, Va.- 
sa and Benhams, Va., over specified routes. Recommended 
that the application, in part, covering operation between Bris- 
tol, Va.-Tenn., and Holston Ordnance Plant near Kingsport, be 
considered as one for temporary authority. 

South Dakota (Carthage)—MC 103846, Sub. 1, Roy D. 
shoemaker, extension. Certificate proposed. Eggs, from Carth- 
age, S. D., to Marshall and Sleepy Eye, Minn., with empty con- 
tainer's, in the reverse direction, over irregular routes. 

pennsylvania (Williamsport)—MC 89114, Sub. 10, exten- 
sion.’ Denial of certificate proposed. Uncrated furniture, from 
Williamsport, Pa., to points in N. Y., N. J., Del., Md., Ohio, 
Mich. Ill., Va., and D. C., over irregular routes. 

California (San Francisco)—-MC 78786, Sub. 134, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities, between Truckee, and Tahoe City, Calif., over a 

ified route, service restricted to that which is auxiliary to 
or supplementary of railroad express service. 

Maryland (Glenelg)—MC 66140, Sub. 1, John J. Fyock, 
extension. Certificate proposed. Canned foodstuffs, from points 
in Md., to points in a described territory in the states of Md., 
Pa., Ohio, W. Va., Va., and D. C., over irregular routes. 

Massachusetts (Haverhill)—-MC 104533, Charles L. Tem- 
ple, common carrier. Denial of certificate proposed. Household 
goods, between points in Mass., on the one hand, and points in 
N. H., on the other. 


California (Pasadena)—-MC 56059, Sub. 1, George William 
Stasand, extension. Certificate proposed. Household goods, be- 
tween Pasadena, Calif., on the one hand, and, on the other, 
Arcadia, Burbank, Glendale, Monrovia, Hermosa Beach, Re- 
dondo, Palos Verdes, Long Beach, Santa Monica, Pomona, E] 
Monte, Covina, Alhambra, San Fernando, Whittier, and Anna- 
heim, Calif. 

California (South Gate)—-MC 3080, Charles Louis Adley, 
common carrier. Certificate granted. Automobile parts and 
accessories, tire valves, and tire valve parts, between points in 
the Los Angeles commercial zone and points in the Los Angeles 
harbor commercial zone. 

Ohio (Cleveland)—-MC 1502, Sub. 52, Pennsylvania Grey- 
hound Lines, Inc., extension. Certificate granted. Passengers 
and their baggage, express and newspapers, in the same vehicle 
with passengers, between Dupont and Wilkes-Barre, Pa., over 
Pa. highway 315, serving all intermediate points. 


New Jersey (Bridgeton)—-MC 40428, Sub. 3, Cross Trans- 
portation, Inc., extension. Certificate proposed. Glass contain- 
ers, and boxes (with or without partitions), paper, fibreboard 
or pulpboard, in sheets or rolls and paper, fibreboard or pulp- 
board liners and fillers, from Bridgeton, N. J., to all points in 
Mass., R. I., Conn., N. Y., N. J., Pa., Del., Md., and Va., and 
D. C.; caps, closures, and accessories for same, from Glass- 
boro, N. J., to all points in aforementioned states and D. C.; 
rejected and returned shipments of the aforementioned com- 
— from described destinations to Bridgeton and Glass- 

ro. 


New York (Cottekill)—-MC 92562, Sub. 2, J. C. Styles and 
B, L. Styles, extension. Certificate proposed. General commodi- 
tits, with exceptions, between Troy and Rosendale, N. Y.; be- 
tween Albany and Catskill, N. Y.; and from junction of New 
York highway 32 and U. S. highway 9W near Saugerties to 
Kingston, returning over the same route, over described routes. 

New York (New York)—MC 66562, Sub. 172, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Farmington 
and Alton, N. H., over N. H. highway 11, limited to service 
auxiliary to or supplemental of air express, railway and railway 
express service, and to shipments moving on a through bill of 
lading or express receipts covering, in addition to a motor 
Vehicle movement by the applicant, an immediately prior or 
Immediately subsequent movement by air or rail. 

Texas (Jasper)—-MC 102526, Sub. 1, Forest S. Whittlesey, 
extension. Certificate proposed. Passengers and their baggage, 
express, newspapers and mail, in the same vehicle with passen- 
gers, from Wiergate, Tex., to Orange, Tex., and return over a 
specified route, with no service at intermediate points. 


Indiana (Elkhart)—MC 103993, Sub. 5, Morgan Drive- 
Way, Inc., extension. Denial of certificate proposed, with rec- 
ommendation that the Commission give consideration to a grant 
ot temporary authority. Airplanes, airplane parts and acces- 
— airplane replicas, gliders, glider parts and accessories, 
- der trailers, and any and all other appurtenances and equip- 
ao affixed to or used in connection with airplanes, airplane 
the Icas, gliders, glider trailers, and bus trailers, between Ar- 
mrdale, W. Va., and all points in the United States in initial 
U ae between all points in Ind. and all points in the 
nited States in initial movements; and between all points in 
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the United States in secondary movements by drive-away, tow- 
away, or truck-away methods. 


COMMISSION WATER ACTION 


In W-291, Central Railroad Co. of New Jersey Common 
Carrier Application, the Commission, division 4, by a certificate 
and order, has authorized continuance in operation by the 
Central of New Jersey, Shelton Pitney and Walter P. Gardner, 
trustees, as a common carrier by self-propelled vessels, during 
the season from May to October, inclusive, in the transporta- 
tion of passengers between the ports of Atlantic Highlands, 
N. J., and New York, N. Y. The certificate was made effective 
Feb. 2, 1944. 

In W-361, Puget Sound Navigation Co. Temporary Author- 
ity Application, the Commission, division 4, has authorized 
Puget Sound Navigation Co., doing business as Black Ball Line, 
to operate as a common carrier until Dec. 31, 1944, by non- 
self-propelled vessels with the use of separate towing vessels 
in the performance of freight-car ferry service between Rich- 
mond Beach, Bremerton (including the Puget Sound Navy 
Yard), Ostrich Bay, and Keyport, Wash. The order said the 
applicant had shown there was an immediate and urgent need 
for the service, and that there was no other carrier capable 
of meeting that need. 


FREIGHT RATE INCREASE REMOVAL 


By an order in No. 28846, the Commission has further sus- 
pended the increases in Texas intrastate freight rates and 
charges (including those on milk and cream), prescribed in its 
order of Dec. 18, 1942, to and including June 30, 1944. 

Railroads respondents in No. 28846, Increases in Texas 
Rates, Fares and Charges, by a motion in that proceeding, had 
asked the Commission for a further temporary suspension, 
from Dec. 31, 1943, to July 1, 1944, of the increases directed 
in Ex Parte No. 148 in Texas intrastate freight rates and 
charges, including those on milk and cream, as previously sus- 
pended until Jan. 1, 1944, in conformity with the Commission’s 
further suspension order of Nov. 8 in Ex Parte 148. The rail- 
roads asked that, likewise in conformity with the further sus- 
pension order in Ex Parte 148, Commission except from the pro- 
posed suspension order in No. 28846, besides the intrastate 
first-class passenger fares in Texas, all the present intrastate 
freight rates and charges in Texas that had been made lower 
than those in effect March 17, 1942, at the instance of the fed- 
eral government pursuant to voluntary action of the petitioning 
railroads after that date or established at the instance of the 
federal government before that date. 

The motion contained a request that the Commission act 
on it “at the earliest practicable date,” to facilitate appropriate 
tariff publication on statutory notice. 


FINANCE APPLICATIONS 

MC F-2359, Cincinnati & Lake Erie Transportation Co., of Dayton, 
Ohio, asks permission to issue 7,335 shares of common stock, and 
Homer C. Corry et al., as voting trustees, ask authority to issue vot- 
ing trust certificates representing such stock, for the purpose of de- 
claring and distributing a stock dividend on common stock of the 
applicant. 

MC F-2360, Pacific Motor Trucking Co., of San Francisco, Calif., 
and Southern Pacific Co., as owner of all the capital stock of Pacific 
Motor Trucking Co., ask authority to purchase certain operating rights 
and equipment of Nevada County Trucking Co., also of San Francisco. 

Finance No. 14399, Baltimore & Ohio Railroad Co. asks for au- 
thority to modify operating agreements with 26 specified subsidiary 
companies, and to enter into an operating agreement with another 
specified subsidiary. The application said it was the purpose to modify 
the operating agreements, effective Jan. 1, in order to adjust the 
terms and conditions as of that date to the change on that date from 
the retirement method of accounting for roadway property to the 
depreciation method of accounting for such property established under 
the Commission’s order of June 8, 1942. 

Finance No. 14402, Stockyards Service Co., South St. Joseph, Mo., 
asks authority to issue and sell 50 shares of its common capital stock, 
par value $100 a share, said stock being the first and only securities 
of applicant authorized to date, to be sold to St. Joseph Stock Yards 
Co. The application said the company had been organized in May, 
1942, for the purpose of performing the loading, unloading, feeding, 
watering and resting-in-transit of live stock and that the sale and issue 
of the securities was for the purpose of supplying initial working 
capital. 

MC F-2361, Watson Brothers Transportation Co., Inc., of Omaha, 
Neb., asks authority to purchase certain operating rights of Jens 
Christensen and Jack Christensen, dba Christensen Transfer, of Grand 
Island, Neb. 

MC F-2362, Watson Brothers Transportation Co., Inc., of Omaha, 
Neb., asks authority to purchase and merge the operating rights and 
property of Dwight Weinland, dba Weinland Truck Line, of Colby, 
Kans. 

No 14406, Staten Island Rapid Transit Railway Co. asks authority 
to issue and deliver not to exceed $502,400 aggregate principal amount 
of promissory notes, representing 80 per cent of the purchase price of 
eight diesel switching locomotives, 20 per cent of the purchase price 
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of each locomotive to be paid in cash on delivery and acceptance. The 
balance of the cost is to be paid in 59 consecutive equal monthly 
installments beginning May 1, 1944, with interest from date of accept- 
ance of each locomotive at the rate of 1.74 per cent per annum. The ap- 
plication said that in response to an invitation to bid for the proposed 
issue of promissory notes, 12 bids had been received, and that the 
highest and most advantageous bid was that of Irving Trust Co. 

No. 14407, Baltimore & Ohio Railroad Co., asks authority to assume 
obligation and liability, as guarantor, in respect of the principal and 
interest of $502,400 of the Staten Island Rapid Transit Railway Com- 
pany’s promissory notes, as described in aforementioned Finance No. 
14406. 

Finance No. 9923, Supplemental, Milo W. Wilder, Jr., Huntington 
P. Faxon, and A. R. Horr, reorganization manager of the Akron, Can- 
ton & Youngstown Railway Co., and the Northern Ohio Railway Co., 
ask authority for the issuance and exchange by the Akron, Canton & 
Youngstown Railroad Co (referred to as the ‘‘new company’’), a 
corporation to be formed by the consolidation of the Akron, Canton 
& Youngstown and the Northern Ohio, of $1,500,000 aggregate principal 
amount of consolidated mortgage 4 per cent series A bonds, $2,173,000 
aggregate principal amount of consolidated mortgage 4% per cent, 
series B bonds, 22,038 shares of 5 per cent preferred stock, 22,987 shares 
of common stock, 6,393.58 class A conditional participation warrants, 
and 15,000 class B conditional participation warrants, pursuant to the 
plan of reorganization of the two debtor railroads, approved by the 
Commision Aug. 12, 1938, 228 I. C. C. 645. 

Finance No. 9923, Second Supplemental. Akron, Canton & Youngs- 
town Railway Co., and the Northern Ohio Railway Co., debtors, ask 
authority to amend their application for authority to consolidate their 
properties, as amended, to substitute for exhibits 5 and 7a exhibits 
5-2 and 7a-2, respectively. Exhibit 5-2 is an opinion of counsel that the 
consolidation described in the application meets the requirements of 
the plan of reorganization and of the law and would be valid if 
approved by the Commission. Exhibit 7a-2 is an agreement of consoli- 
dation of the Akron, Canton & Youngstown and the Northern Ohio 
covering formation of the new corporation, the Akron, Canton & 
Youngstown Railroad Co. 

Finance No. 14400, Joseph B. Fleming and Aaron Colnon, trustees 
of the estates of the Chicago, Rock Island & Gulf Railway Co., and of 
the Chicago, Rock Island & Pacific Railway Co., and Fort Worth & 
Denver City Railway Co., ask authority to lease, as joint lessees, that 
portion of the line of railroad and appurtenances (including operating 
rights under contracts) of Burlington-Rock Island Railroad Co., from a 
point at or near Teague, to its terminus in the city of Galveston, ap- 
proximately 150 miles, all in Texas, this being the remaining portion of 
the Burlington-Rock Island line. The application said the trustees were 
in possession of and operated the line of the Burlington-Rock Island 
between Waxahachie and Teague, Tex., approximately 67 miles, under 
a lease dated June 1, 1931, which lease they desired to amend. 

Finance No. 14408, Chesapeake Western Railway asks authority to 
acquire by purchase all of the properties, rights and franchises of 
Chesapeake & Western Railroad Co., consisting of a line of railroad 
extending from Elkton, Va., to Bridgewater, Va., 27.73 miles, together 
with 4.15 miles of way switching tracks. 

MC F-2363, Leamon Resler, dba Resler Truck Line, of Denver, 
Colo., asks authority to purchase certain operating rights of Lucille 
Tolbert, dba Tolbert Truck Line, of Yuma, Colo. 

MC F-2364, Herman O. Sites, Ben F. Billeter, and Paul W. Graf, 
dba Portland-Pendleton Motor Transport Co., of Portland, Ore., ask 
authority to purchase certain operating rights of Frank J. Holub, of 
Ione, Ore. 

Finance No. 14409, Pacific Electric Railway Co. asks authority to 
purchase from Southern Pacific Railroad Co. to railroad line between 
San Bernardino and Colton, Calif., approximately 3 miles. 

MC F-2365, Atlantic Freight Lines, of Uniontown, Pa., asks au- 
thority to purchase certain operating rights of John Girard, dba Michael 
& Girard, also of Uniontown, and temporarily to operate. 

MC F-2366, A. B. and Kenneth C. Clark, dba Clark Brothers Motor 
Transport System, of Watsonville, Calif., asks authority to purchase 
certain operating rights of John W. Silva and Rose Davis Silva, dba 
Jack Silva Truck Line, of Salinas, Calif. 

Finance No. 14360, Supplemental. Atlanta & Charlotte Air Line 
Railway Co. and Southern Railway Co., application for authority for the 
Atlanta & Charlotte Air Line Railway Co. to issue and sell to the public 
$15,000,000 principal amount of 20-year first mortgage bonds; to issue 
and deliver to Southern Railway Co. $5,000,000 principal amount of 
20-year second mortgage bonds, and certain additional second mortgage 
bonds; and for Southern Railway Co. to assume obligation and liability 
with respect thereto. Supplement filed to show information not avail- 
able when the original application was filed as to details of invitation 
to bid. The application said that four bids were received, the best bid 
having been that of Halsey Stuart & Co., Inc., in the amount of 99,039 
per cent of par and accrued interest from Nov. 1, 1943, with a coupon 
rate of 3% per cent per annum, an interest cost basis to Air Line of 
3.8189 per cent. 


FLORIDA EAST COAST REORGANIZATION 


The Commission has reopened and assigned for further 
public hearing before Director Sweet, of the Bureau of Finance, 
Dec. 15, at Washington, D. C., the proceedings in Finance No. 
13170, Florida East Coast Railway Co. Reorganization, for 
the purpose of receiving evidence relating to modification of 
the plan heretofore approved by the Commission and certified 
to the court, and for the proposal of other plans, if any. 

The order said the action was taken pursuant to the opinion 
and order of the federal court for the southern Florida district, 
Jacksonville division, referring the proceeding back to the Com- 
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mission. Among other things, the court pointed out that the 
cash position of the debtor railroad had so greatly improve 
that the plan approved by the Commission did not adequate} 
recognize the rights of security holders, particularly minorit. 
holders (see Traffic World, Nov. 13). ty 


Forwarder Bills of Lading 


Rules governing the receipt and acceptance of Shipments 
and issuance of bills of lading by freight forwarders, Proposed 
by Acme Fast Freight, Inc., and generally acceptable to those 
present, were offered at a hearing before Examiner D. T, Copen. 
hafer in No. 28990, Bills of Lading of Freight Forwarders, The 
proceeding was instituted by the Commission, on its own mp. 
tion, as an investigation into the reasonableness and lawf 
otherwise of the practices of forwarders affecting the igs 
of bills of lading or shipping receipts for forwarder traffic, by 
forwarders or their agents. 

Pertinent portions of the rules submitted were as follows. 








2. Receipt and Acceptance. Acme will receive and accept for trans. 
portation under its applicable tariffs at point of delivery, all freight 
delivered, with appropriate shipping instructions, to an Acme agency, 
to a participating carrier, or to an ‘‘other’’ carrier, or to an authorize 
pick-up drayman of any thereof. 

3. Issuance of Bill of Lading. Bills of lading for the transportatig, 
of shipments so accepted, will be issued by or for Acme, as follows. 
(a) By the Acme agency at the point of delivery in the case of ship 
ments delivered to such agency thereat, or, in the case of consolidate 
consignments, at the point of receipt of such consignments from the 
terminating carrier thereof; or, (b) by the participating carrier g 
point of delivery in the case of shipments delivered to such carrier, 
which bills of lading will be adopted by Acme as issued for its account; 
or, (c) by an ‘‘other’’ carrier at point of delivery in its own name, 
the case of shipments delivered to such carrier, which bills of ladin 
will be adopted by Acme as its bills of lading for the through move 
ment from origin to destination, provided that: (1) Acme, at an Acm 
agency which is in direct route of movement, is named as the consigne 
of such shipment, and that (2) there be endorsed upon such bill o 
lading, the name and address of the receiver to whom such shipment 
is to be transported by Acme, or (3) that the original bill of ladin 
shows the ultimate receiver as consignee routed via or in care of Acme, 








A question was raised by the Common Carrier Conference 
of the American Trucking Associations, Inc., as to the situation 
which would arise when an unrouted shipment was offered by 
a motor carrier to the forwarder, when the motor carrier did 
not have joint rates or a concurrence with the forwarder, point: 
ing out that under the proposed rules, such a shipment wouli 
not be accepted by the forwarder. 


Appearances were entered for Acme Fast Freight, Ine; 
American Trucking Associations, Inc.; National Carloading Cor 
poration; Universal Carloading Corporation; Freight Forwarde 
Institute; Carl E. Anderson; Lone Star Packing Co.; Republic 
Carloading & Distributing Co.; Swift & Co.; National Industria 
Traffic League; New York-Philadelphia Dispatch; and Pacific 
and Atlantic Shippers Association. 

In accordance with the desires of the parties to the pro 
ceeding, briefs are to be filed by Jan. 3, and there will bei 
proposed report. 






FORWARDER TARIFF RULES 


The Commission, by Commissioner Aitchison, has issuei 
amendment No. 1 to special permission No. 11105, M. No. 3321l 
dated Aug. 11, 1942, which relieved freight forwarders fro 
tariff publishing rules of tariff circulars FF No. 1, MF No! 
and No. 20, requiring that forwarder rates and joint forwarder 
motor rates be published in separate tariffs. The instal 
amendment extends the relief beyond Nov. 16, to and includiig 
May 16, 1944, to permit continuation of all forwarder 
joint forwarder-motor rates in the same tariff. ; 

The amendment said the relief applied only to tarifs 
presently authorized by the original permission, and req 
that supplements to current tariffs, reissues thereof and sl} 
plements thereto, published under authority of the permissi0l, 
as amended, and filed subsequent to Nov. 16, bear the notatiot: 

“The form of this publication is authorized by permissi0 
of the Interstate Commerce Commission No. 11105, M ™ 
33201, of August 11, 1942, as amended.” 










UNION VAN LINE FORWARDER APPLICATION 


Because the applicant, it said, was engaged only in @ 
transportation of used household goods, and that in SU 
operations it was not a freight forwarder subject to part: 
of the interstate commerce act by reason of the exempt 
provisions of section 402(b)(2), the Commission, division 
by an order in FF-109, Union Van Line, Inc. Freight Forwardet 
Application, has dismissed the application. 
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practices of Freight Forwarders 


Mproved Acting on the advice of Examiners Koch and Haden, ac- 
equately cording to his petition, Arthur J. Brown, doing business as 
minority B. C. Freight Forwarding, has asked the Commission to 
‘ant a rehearing and reargument in No. 28894, Consolidation 
of Shipments by Freight Forwarders, and to postpone the effec- 
tive date of its order for 60 days in order to permit the petitioner 
to offer new testimony. In that proceeding, the Commission, 


that the 



















































































































































































ipments § in a report written by Commissioner Aitchison, found the rules 
ropose| # covering consolidation or purported consolidation of packages 
to thos & of “small lots,” shipped by one or more consignors to one 
’. Copen. & consignee, into larger shipments, unreasonable, unjustly dis- 
ers, The & criminatory, unduly prejudicial, and indefinite to the extent 
wn mo. | that the tariffs in question failed to make provisions prescribed 
Wfulnes in the report with respect to (a) minimum lot shipments, and 
issuane | (b) volume, truckload or carload shipments (see Traffic World, 
‘affic, ly Sept. 18, p. 636). 

The petition said that the Commission could not have ren- 
follows: # gered a “more fair decision” on the testimony offered at the 
for tran, | heating, but that through the inexperience of Arthur J. Brown, 
Il freigh, @ appearing on his own behalf, in procedure before the Commis- 
e agency @ sion, certain vital figures, testimony and arguments ‘were 
authorize| H ynknowingly not brought up at the hearing.” He said that 

he had attempted, from the day be had received the Commis- 
ae sion’s order, to write a rule complying with the prescribed 
cal shy, provisions, but that in each case “it was found that the minimum 
nsolidat@ lot shipment rule provisions could not be published without dis- 
from th criminating against consignors and consignees who received 
carrier af shipments over 100 pounds together with shipments under 100 
h carrie, pounds, and in the case of volume truckload or carload con- 
S account; ® solidation provisions, the saving for volume consignors or con- 
, of Indi signees who received shipments over your petitioner’s service 
igh move would only be one cent per 100 pounds, which would not war- 
an Acm rant consignors or consignees taking advantage of this type 
consigne § of consolidation rule.” 
ye at As to the provisions prescribed in the Commission’s order 
of Tang for a maximum of two calendar days and 20 cents a 100 pounds 
of Acm consolidation and storage charge, the petition said that, in 
'B the case of A. B. C., “such a provision is unnecessary as it would 
mferene™ bring up the volume charges to a prohibitive amount for any 
situation § consignors or consignees to take advantage of. Whereas your 
ffered by petitioner does not require more than 24 hours for consolida- 
rrier di tion and therefore does not see any necessity for a storage 
er, point: charge leaving 20 cents a 100 pounds too exorbitant for merely 
nt woul 2 paper consolidation, notwithstanding the fact that the 20 
cents a 100 pounds prescribed by the Commission might be 
“ht, Ine; fair and reasonable for other volume, truckload or carload 
ling Cor consolidations, where storage is necessary.” 
orwarder Acme Fast Freight, Inc., protestant in No. 28894, has asked 
Republic that the rules prescribed by the Commission for application to 
ndustrid ® Minimum lot shipments, as contained in the Commission’s re- 
d Pacife® Port, be modified to read as follows: 
(7) A minimum consolidation charge of 10 cents per lot as de- 
= ay livered to the forwarder, with a unahnane charge sie naan ya 
consolidated shipment of 75 cents, to be added to the amount of freight 
charges which would have been applicable to the consolidated consign- 
ment had it been tendered as a single lot, provided that the total charge 
under the rule shall not exceed the aggregate charge which would 
result if the respective lots included in the consignment were made as 
as issued separate shipments. 
Yo. 33201 
ers from The modification , requested, said the petition, was in the 
{F Noi Words “. . . to be added to the amount of freight charges which 
yrwarde: WOuld have been applicable to the consolidated consignment 
> instal 08d it been tendered as a single lot. . .” 








_ As ground for the request, Acme said that on single-lot 
shipments weighing less than 100 pounds, its rule 55 under 
investigation provided a “minimum charge on any shipment 
shall be set out in the Scale of Packing Charges, page 9 of the 
a as amended.” The exception to that rule, said Acme, 
ealt with the consolidation of minimum-lot shipments, para- 
aren (3) thereof providing that “the carrier shall charge 
S > pave at the actual weight and at the applicable rate per 


pounds as provided in this tariff, plus an added charge of 
10 cents per shipment. . .” 


ri Acme said the rule prescribed by the Commission did not 
neem or affect this rule. The result, it said, was that, in 
. ia, cases, the charge under the Commission’s rule for a con- 
0 5 nage consignment, including the consolidation charge, would 
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ly in the €ss than would be charged on a single-lot of the same 
in such eet. This would come about because, under the terms of 
, part WV € carriers’ tariff, no minimum freight charge was applicable 














ine eysnipment, it said. The order would result in charges 
which ing consolidation charges) for seven or less shipments 
6 th would be smaller than the charges for a single shipment 

€ same weight, despite the fact that much more service 
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was involved, said Acme, referring to a table illustrative of the , 
situation. 

The charge resulting from the Commission’s rule were 
so obviously discriminatory and unfair, it said, that the Com- 
mission was asked to clarify its order to make applicable to 
the consolidated consignment exactly the same minimum charge 
= as were applicable on a single-lot of the same size, and 
added: 


In this connection, we deem it proper to state that, although the 
protestant is not at this time filing a petition for reconsideration of 
the order herein as a whole, the protestant herein is acquiescing in the 
order of the Commission herein, despite the fact that it believes that 
the rule prescribed by the Commission which permits a theoretical 
consolidation is unjust, discriminatory and unlawful under the provi- 
sions of the act and that it will result in serious consequences to the 
forwarding industry. If, later on after a fair trial of operations under 
the order, its present fears should be realized, it will then seek to file 
a petition for reconsideration of the entire order herein. 





ATLANTIC SHIPPING FORWARDER APPLICATION 


By an order in FF-73, Atlantic Shipping Agency, Inc. 
Freight Forwarder Application, the Commission, division 4, 
has dismissed the application. The order said the applicant 
was engaged in arranging for transportation by rail throughout 
the United States in connection with the movement of wines 
and liquors between points in foreign countries. In such oper- 
ations, it said, applicant was not engaged in providing for 
the transportation of property, in interstate commerce, as 
defined in section 402(a)(6) of the interstate commerce act. 


JOINT FORWARDER-MOTOR RATES 


The White House announced, Nov. 13, that the President 
on Nov. 12 had signed H. R. 3366, amending section 409 of the 
interstate commerce act so as to extend for a period of 18 
months from Nov. 15 the time within which freight forwarders 
and motor common carriers might continue their existing joint 
rate arrangements, pending establishment of assembling and 
distribution rates. Under the joint rate system, motor com- 
mon carriers performing transportation services for forwarders 
receive divisions of the joint rates accorded them by the for- 
warders. The assembling and distribution rates would be 
published by the motor carriers themselves. Under another 
provision of H. R. 3366, any freight forwarding company may 
establish joint rates with a motor common carrier for service 
from any origin to any point of destination as to which such a 
joint rate is already in effect. 


Iron and Steel Rate Protests 


A number of protests have been filed with the Commission 
involving proposed increases in rates’ on iron and steel articles, 
contained in supplement No. 39 to Western Trunk Line Freight 
Tariff No. 130-G, L. E. Kipp, Agent, I. C. C. No. A-3266, and 
supplement No. 3 to Western Trunk Line Freight Tariff No. 
277-W, L. E. Kipp Agent, IL C. C. No. A-3508, published to 
become effective Nov. 26. Requests for suspension of the sup- 
plements were filed by Duluth Chamber of Commerce; St. Paul 
Association of Commerce, and Minneapolis Traffic Association; 
Crane Co.; and American Bridge Co., American Steel & Wire 
Co., Carnegie-Illinois Steel Corporation, and National Tube 
Co. (See Traffic World, Nov. 13). 

Typical of the protests was that of the American Bridge 
Co. and the other companies joining with it. Present rates, they 
said, were commodity rates of 33 cents a 100 pounds to St. 
Paul and Minneapolis, and 36 cents to Duluth, in Kipp’s A-3266. 
The protested supplement, said they, proposed to cancel the 
commodity rates and to make the class rates applicable. The 
class rates were 45 cents to St. Paul and Minneapolis, and 
49 cents to Duluth, they said, and that they were on the basis 
of 32% per cent of the first class rates. 

There was also at present a rate of 39 cents from Chicago 
to Minneapolis and St. Paul on freight of all kinds, said the 
protest, and that the supplement to Kipp’s A-3508 provided 
that this rate should not apply on iron and steel articles. Such 
a proposal, it said, that the rate on iron and steel articles should 
be 45 cents and that the rate on all other freight 39 cents, was 
incomprehensible. Iron and steel articles were heavy loading 
commodities, it said, producing high car-mile averages, moving 
in substantial volume, of comparatively low value, and not 
readily susceptible to damage. 

The Duluth protest said the rate from Chicago to Duluth 
was of primary importance to it, because, it said, that rate 
fixed the price of most of the steel bought at Duluth. Since 
the discontinuance of the “Pittsburgh plus” basis of making 
the delivered price of steel, it said, the prices “in this area 
generally are fixed at the Chicago price plus freight rate to des- 
tination,” The proposed increase of $2.60 a ton must, in the 
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long run, necessarily be destructive of the manufacturing now 
located at Duluth, it said, adding that there were ‘some seven 
ship yards’ and numerous other manufacturers engaged in 
war production in the area, all of whom would be affected by 
the increase. 


The Duluth protest cited Iron and Steel from Illinois Ter- 
ritory, 188 I. C. C. 359, in which, it said, the Commission had 
stated that the rates from Chicago to Duluth and the Twin 
Cities were not in any way unlawful and had also found that 
such rates had been voluntarily reduced from the class 32% 
basis by the carriers because of water and truck competition. 
To permit the increase from the present basis without a hear- 
ing and a finding that such increases were based on changed 
conditions other than the elimination of water competition would 
be contrary to the provisions of section 4(2) of part I of the 
interstate commerce act, it said. 


The protests said the proposed increases had been filed 
in purported conformity with the decision of the Commission, 
division 2, in No. 28786, Continental Steel Corporation vs. New 
York, Chicago & St. Louis Railroad Co., decided Aug. 14, in 
which the assailed rates were found not unreasonable, but 
unduly prejudicial to the complainant’s plants at Indianapolis 
and Kokomo and unduly preferential of the complainant’s 
competitors at Chicago, Peoria, and St. Louis, and origins in 
Illinois and Indiana taking the same rates as one or another 
of the latter three points (see Traffic World, Aug. 28, p. 465). 


The Chicago Association of commerce mailed to the Com- 
mission November 16 a petition for suspension of Western 
Trunk Line tariff A-3266, cancelling westbound commodity 
rates on iron and steel from Chicago and Indiana. The peti- 
tion says the resulting application of carload class rates would 
be unjust and unreasonable because they would be “relatively 
much higher than the rates on many other commodities from 
Chicago to the same destinations, many of which are finished 
manufactured goods made from iron and steel.” It points 
out that they would also be unreasonable when compared to 
the lower all-commodity rate, even though the tariff proposes 
to cancel the application of that rate on iron and steel. That, 
it says, would result in a rate on iron and steel from Chicago 
to the Twin Cities, on cars loading an average of 100,000 pounds, 
six cents higher than the all-commodity rate applicable on a 
minimum of 30,000 pounds. There is no proposal to cancel 
the iron and steel commodity rate from Duluth to the Twin 
Cities, it points out, adding that the cancellation of the rate 
from Chicago to the same destinations would result in prefer- 
ence to Duluth and prejudice against Chicago. 

The Office of Price Administration; Sheffield Steel Corpo- 
ration, of Sterling, Ill.; Chamber of Commerce of Kansas City, 
Mo.; eight steel fabricators located in Wisconsin and Minnesota; 
and Northwestern Steel & Wire Co., have asked the Commis- 
sion to suspend the proposed increase in rates on iron and steel 
articles. 

Each of the protestants pointed out that the proposed in- 
creases were published in purported compliance with the order 
of the Commission in No. 28786. The O. P. A. said it was 
obvious that compliance with that order could as well have 
been accomplished by a reduction in rates from Kokomo and 
Indianapolis as by an increase in rates from Chicago and other 
origins involved, and that such a course would unquestionably 
have been more in accord with the best interests of the ship- 
ping public in the present war emergency. 

The Kansas City interests said that the rates from that 
city were not in issue in No. 28786, but that in making the 
adjustment Agent Kipp and the railroads he represented had 
radically increased the rates from Kansas City, and that no 
material increase or adjustment in the rates from Chicago 
or St. Louis had been made. This statement, they said, applied 
to the territory west of the Mississippi River in Iowa to which 
the rates from Chicago, St. Louis, etc., were constructed by 
using the commodity rate to the Mississippi River points, plus 
the bridge arbitraries. They said they could not understand 
the adjustment in face of the Commission’s decision and order 
that the carriers should not maintain rates on iron and steel, 
carloads, from Kokomo and Indianapolis to the destination ter- 
ritory which were a higher percentage of class 1 rates than were 
the commodity rates from Chicago and St. Louis of the class 1 
rates therefrom to the same destinations. 

Sheffield Steel Co. made substantially the same allegations 
as to the situation at Kansas City, resulting from the fact 
that no material increase or adjustment had been proposed 
in the rates from Chicago or St. Louis, as were contained in 
the protest of the Kansas City Chamber of Commerce. In addi- 
tion, the company said that in No. 28300, the class rate in- 
vestigation, the Commission had prepared from its own records 
“elaborate cost studies showing that there is no justification 
for a higher level of rates within Western Trunk Lines terri- 
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tory than is applicable between points in C. F. A, terri,» 
Under such circumstances, it said, it would be unreasonable and 
unjust to permit the rates which it set forth as illustrative in 











an exhibit to become effective “when it is definitely shown th, me 
a level of rates based upon traffic and transportation cone os not 
tions generally obtaining in all of the territory, Cp A The Dail 
—< oe Trunk Lines territories, should be on a unifom 

evel.” 








The protest of the steel fabricating companies saig that 
those companies located at Bark River, Mich., Marshfield 
Stevens Point, Wausau, and Wisconsin Rapids, Wis, While 
not immediately affected by the cancellation of their 
commodity rates within western trunkline territory hag 
reason to believe that “if the cancellation of the stee] Com. 
modity rates to the Twin Cities, and points related ther 
is accomplished on Nov. 26 that their commodity rates oy 
steel will shortly thereafter be increased to a correspongj 
level, viz.: column 32%.” These protestants must realistically 
face the fact that if the rates to points such as Eau (Cis: 
Faribault and the Twin Cities were held to be too low, ay 
that the much higher column 32% basis was proper to thoy 
communities, it would almost automatically follow that th 
rates of the Wausau, Marshfield, Stevens Point and Wisconsi; 
Rapids protestants were next in line to be so treated, 
preferred to face the issue now, said the protest, and cited, 
further situation which would result, as between competitoy 
at Milwaukee and at Wausau, in advantage to the Milwauke 
fabricator under the adjustment. 


As to the restriction by which the Kipp “all freight” tarif 
would not apply to iron and steel articles, the protest of th 
steel fabricators said it was self-evident that “the only reaso 
respondents are doing this is so as not to nullify their acti, 
in cancelling the steel commodity rates by having shippen 
and receivers utilize the all freight rates (where they are pub 
lished), as in the above cited instance. This very action is 
indictment of the excessively high level of the column 324 
basis when applied to steel. Fancy steel being excluded from 
an all freight item, with its high loading, heavy volum 
steady movement, and other desirable transportation character. 
istics... .” 


Northwestern Steel & Wire Co., with a plant at Sterling 
Ill., said that the defendant rail carriers were in error i 
cancelling the commodity rates from Sterling because rate: 
from that point were not specifically mentioned nor provide 
for in the Commission’s order in No. 28786, and added to its 
petition to suspend the Kipp tariffs, a petition for rehearing 
and reconsideration in No. 28786. That docket, it said, wa 
incomplete because full information had not been presente 
to the Commission when the complaint was heard, and that 
the order was defective in that it did not require treatment 
of rates from Duluth and Steelton, Minn. The present com 
modity rate of 33 cents a 100 pounds from Sterling to Minne 
apolis, Minn., applying on carloads of iron and steel article, 
was unreasonably high and should be reduced instead of being 
cancelled, it said. 
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LIVE STOCK TO AND FROM SOUTH 


At a hearing in I. and S. 4779, Live Stock to and from th 
South, and cases joined therewith, Nov. 18, before Examine 
D. T. Copenhafer, the parties to the proceeding asked that i 
be made the subject of a proposed report. The case involved: 
petition of the Norfolk Southern Railway for a four-cent arbi 
trary on live stock, originating at or destined to points on it 
line, over the rates prescribed by the Commission in the omg 
inal report, 255 I. C. C. 767. 


C. H. Ware, traffic manager for the Norfolk Southem 
offered exhibits to show the need of the road for the arbitraly. 
R. L. Knott, traffic manager, Kingan & Co., Richmond, Va. 
said that, under O. P. A. price ceilings, his company 
either have to absorb the arbitrary, or pass it back to the pit 
ducer. When asked if his company was making money, tl 
witness said that, a month or two ago, the government “call 
out with a statement that, due to the low margin in the pack 
ing house industry during the war period,” Congress ought to 
“donate something to the packers.” He added that if his com 
pany “broke even” it would be lucky, and pointed out that 
per cent of its products was being taken by the governmett 
That, he said, held the packers’ profits down because the g0* 
ernment might be said to regulate the prices of those Pp ucts 
He said that, if the arbitrary was granted, more live stock 
would be trucked into Richmond. 


Appearances were also entered for the Eastern Meat Pack- 
ers Association; Southeastern State Commissioners; Unilel 
States Department of Agriculture; War Food Administrato, 
North Carolina Public Service Commission; and the Office 


Price Administration. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2325, the Commission has suspended from 

il June 15 the operation of certain schedules as 

plement No. 11 to tariff MF-I. C. C. No. 21 of 

the Middlewest Motor Freight Bureau, Agent, Kansas City, 

Mo. The suspended schedules propose ‘to restrict a less-than- 

truckload exceptions rating on flavoring syrup, other than 

chocolate or cocoa syrup, between points in a large part of 

western trunk-line territory, so as not to apply over the line 
of Campbell Sixty-Six Express, Inc. 

In I. and S. No. 5267, the Commission has suspended from 
Nov, 15 until June 15 the operation of certain schedules as pub- 
lished in supplements Nos. 62 and 64 to Agent W. S. Curlett’s 
tariff I. C. C. No. A-748, supplements Nos. 43 and 44 to Agent 
LN. Doe’s tariff I. C. C. No. 475 and supplements Nos. 56 and 
57 to Agent B. T. Jones’ tariff I. C. C. No. 3684. The suspended 
schedules propose to increase the rating on cotton clothing, 
other than staple work clothing, in bales, any quantity, from 
10 per cent of first class to first class, between points in official 
territory. 

In I. and S. M-2324, the Commission has suspended from 
Nov. 18 until June 18 the operation in part of schedule MF- 
LC. C. No. 8 of Millis Transportation Co., Inc., Millis, Mass. 
The suspended schedules propose to establish an any-quantity 
contract carrier minimum rate or charge of 10 cents a 100 
pounds, on rejected, refused or returned shipments of roofing 
and building materials, from all points in Connecticut, Massa- 
chusetts, New Hampshire and Rhode Island, to Millis, Mass. 


Crain Companies Switching Service 


Strong protest at the “arbitrary” method in which the hear- 
ing was being conducted was voiced by counsel for railroad 
and shipper respondents at the further hearing before Com- 
missioner Patterson and Examiner E. J. Hoy at Chicago, No- 
vember 10 to 13, in Ex Parte 104, part II, practices of carriers 
affecting operating revenues, terminal services, involving an 
investigation of switching operations at the Decatur, Ill., plants 
of the Archer-Daniel Midland Company, Decatur Soy Products 
Company, and Spencer Kellogg & Sons, Inc.,.and the Argo, 
Ill, plant of the Corn Products Refining Company (see Traffic 
World, Nov. 13, p. 1192). 

At an earlier hearing in Chicago in September, several 
members of the Commission’s bureau of service testified about 
the switching operations at the plants. At the present hearing, 
tailroad witnesses and officials of the grain processors testified 
in the matter, attempting to show that the services performed 
by the railroads to, from, and within the plants were equivalent 
only to regular team-track service for which no spotting charges 
should be made. The investigation is for the purpose of deter- 
mining whether or not the railroad line-haul rates include 
switching services at the four plants. Railroad attorneys sought 
to introduce testimony and exhibits, through witnesses, con- 
cerning comparable switching operations performed for other 
Decatur industrial plants, for other grain processors in the 
middle-west, and for various industries in the Chicago switch- 
ing district, in which Argo lies. Commissioner Patterson re- 
fused to permit the introduction of the comparisons on the 
ground that the scope of the investigation could and should not 
be broadened by testimony concerning operations at other than 
the plants named in the order calling for the investigation. 

Counsel for the respondents said the Commission’s investi- 
gation was being made only “to cover up its tracks in the 
Staley case,” referring to the injunction proceedings now in the 
federal courts concerning switching operations and terminal 

Owances of the A. E. Staley Manufacturing Company of 
atur. In 1938, the Commission ordered the railroads to dis- 
‘ontinue paying a terminal allowance to Staley as compensa- 
tion for Switching operations conducted by the company. The 
ies €y company obtained an injunction order in federal court 
foees uly enjoining the Commission and United States from en- 
‘orcing the 1938 order, and the Commission served notice of 
Intention to appeal to the Supreme Court. The court that 
granted the petition for injunctive relief, in its findings of fact 
and conclusions of law, held that the Commission’s order would 
Criminatory against Staley because the railroads per- 
ormed switching services at the plants of other processors. 
th . court specifically named the four companies involved in 
Mahe investigation, though 15 such companies in the 
fe €-west were intervenors supporting Staley, or were re- 
Tred to, in the hearing before the court. 
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Parker McCollester, counsel for Corn Products, said at the 
hearing last week that, if the Commission entered an order re- 
quiring the railroads to make charges for the operations at the 
company’s plant, he would seek an injunction against the order 
in federal court. Such an order would be arbitrary and unduly 
prejudicial against*the company he represented, because, he 
said, no other grain processor or any other industrial company 
within the Chicago ‘switching district was presently required to 
pay spotting charges. R. R. Adams, vice-president, Corn Prod- 
ucts Sales Company, an agency for the processing company, 
said that if the spotting charge were instituted, Corn Products 
Refining Company could not in normal times afford to compete 
with the American’ Maize Products Company of Chicago and 
other companies in the mid-west. Commissioner Patterson re- 
fused to allow the witness to testify concerning rates, market 
competition, and the like. 

Railroad attorneys said they believed the Commission was 
seeking, in the investigation, to strengthen its position for the 
Supreme Court test in the Staley case. 


Port Terminal Charges 


Examiner M. J. Walsh held a hearing Nov. 12 in Washing- 
ton in No. 29003, Jacksonville Port Terminal Operators Asso- 
ciation vs. Alabama, Tennessee & Northern Railroad Corpora- 
tion et al., involving a complaint of the Jacksonville operators 
against 22 common carrier railroads, parties to Agent Hoke’s 
port charges tariff I. C. C. 834. The. operators sought a 20 
per cent increase in the charges for wharfage, handling and 
storage at Virginia, south Atlantic and Gulf ports (other than 
Gulfport, Miss., and New Orleans, La.). A previous hearing 
was held in Jacksonville in September (see Traffic World, 
Sept. 18, p. 651). 

The hearing in Washington was largely taken up with a 
discussion, by the railroads, of the evidence placed in the record 
at Jacksonville. Charles Clark, for Southern Railway system, 
moved for a dismissal of the proceeding. He said the com- 
plainants had failed to prove their case. He added that the 
charges at which the complaint was directed were matters 
over which the Commission had no jurisdiction, because they 
were between the line-haul carriers and the terminal operators. 
They were the subject of private arrangement and contract, 
said he, in which the shipping public had no interest, citing 
Handling Charges on Cement, Fertilizers, and Salt at South 
Atlantic and Gulf Ports, 93 I. C. C. 640. The examiner said 
he could not act on the motion, but that it would be taken 
under advisement. 

The Office of Price Administration took the position that 
the Commission’s jurisdiction in the matter was limited; that 
it did not want any of the increased charges passed on to the 
public; and that if the increases were justified, the rail carriers 
would be able to absorb them, on the basis of an exhibit show- 
ing the revenues of the respondent companies, which the O. P. A. 
offered in evidence. 

After discussion it was decided that briefs should be filed 
by Jan. 10, and that there would be a proposed report. 

The following were represented at the hearing: Jacksonville 
Port Terminal Operators Association; South Carolina State 
Ports Authority; Office of Price Administration; Public Service 
Commission of South Carolina; Southern Cypress Manufacturers 
Association; Norfolk Port Traffic Authority; Savannah Port 
Authority; Atlantic Coast Line; Seaboard Air Line Railway; 
Southern Railway System, and Chilean Nitrate Sales Corpora- 
tion. 


Shark Liver Oil Rates 


Before the war, this country imported approximately 
72,000,000 pounds of cod liver oil from Norway and Iceland 
for use as a base for production of vitamin A, which prevents 
nosebleeding of pilots of airplanes when the planes dive and 
is gooc for other people as well. War activities virtually ended 
such imports. In 1939, T. J. Guaragella, a San Francisco fish 
broker, learned that the liver of soupfin sharks was from 100 
to 150 times as potent a source of vitamin A as cod, and 
began paying $40 a ton for the liver to west coast fishermen. 
By August, 1941, he had to pay $750 a ton, and by October, 
1941, $1,500. Recently, the value of shark liver has been 
around $9,000 a ton, and the oil processed from the liver has 
a value of approximately $24,000 a ton. 

So testified witnesses for the railroads and processors of 
the liver at a hearing before Examiner C. A. Rice at Chicago, 
November 15, in I. and S. 5241, fish liver oils, transcontinental, 
and, at a joint hearing, November 16, in I. and S. Nos. 5243 
and 5248, fish livers, Pacific coast to east and east to Pacific 
coast. Suspended in the three cases are proposals by the rail- 
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roads to increase the rates on shipments of the liver and 
liver oil. 

F. D. Burroughs, chairman, standing rate committee, Trans- 
Continental Freight Bureau, Chicago, and Harold L. Smith, 
assistant to freight traffic manager, Southern Pacific, San 
Francisco, testifying in I. and S. 5241, said that the shark 
oil has been moving at rates originally established for other 
fish oils with a value of only 9 cents a pound, compared with 
the $12 or $15 value of shark liver oil. The rate was too low 
to cover the responsibility of the railroads in transporting the 
shark liver oil, they said, explaining that under the proposals, 
classification descriptions would be changed so that higher 
rates could be charged on such oil. The present rate on car- 
load shipments from west coast to New York, for example, 
was 77 cents a hundred pounds, they said, adding that several 
hundred carloads were shipped annually. As proposed, car- 
loads of inedible non-liver fish oils would continue to move at 
that rate; oils, animal or poultry feeding, inedible, would take 
a rate of $1.16 when released by the shipper to a value not 
exceeding 15 cents a pound, and fish liver oil would take a 
rate of $1.79 when released to a value of not to exceed 40 
cents a pound, they said. 

Representatives of the Eastman Kodak Company, the Bor- 
den Company, and other companies manufacturing vitamin A, 
and of the O. P. A., testified in opposition to the proposals, 
which they said would prove unworkable because aioesa em- 
ployes would be unable to distinguish between oils of low value 
and of high value. They said there was no difference in the 
transportation characteristics of the low and high value oils. 
The proposed rates were as high as present rates on drugs, 
which did not require further processing before being mar- 
keted, they said. To establish carload rates based on released 
valuation on crude, unfinished oils would be “exceptional and 
would introduce a new and startling theory of rate-making on 
commodities of this character,” one witness said. 

In the two cases on fish livers, witnesses for the railroads 
testified that shark livers, having a current value of approxi- 
mately $4.50 a pound, moved as “fish, fresh or frozen,” and 
moved from the west coast to New York, for example, at $2.07 
a hundred pounds, in carload shipments. They proposed estab- 
lishment of rates on “fish livers,” under which a rate of $3.72, 
in minimum carloads of 24,000 pounds, would be applicable 
for that movement. They said only 12 carloads of shark livers 
had moved in 1942. 

The protestants, Borden, Eastman, and the O. P. A., testi- 
fied that up to 95 per cent of current movements of fish livers 
consisted of Mexican shark and other-than-shark livers with 
values not exceeding 40 cents a pound. If the proposed rates 
became effective, prices on such liver would increase 10 per 
cent, which was more than the margin of profit of the shippers, 
they said. 


Oo. P. A. AND KENTUCKY TRUCK RATES 


Motor carriers other than common carriers, in Kentucky, 
have obtained authority from the Office of Price Administration 
to charge for their services either the prescribed O. P. A. ceil- 
ing prices or the state minimum rates, whichever are higher, 
according to an O. P. A. announcement. 

The O. P. A. said its action was designed to remove a con- 
flict in cases where truck operators had observed O. P. A. ceil- 
ings—the highest prices charged for their services in March, 
1942—that were lower than the state minimum rates. 

Any increases in state minimum rates in the future must 
receive approval by the O. P. A. before they could become effec- 
tive, the O. P. A. said. It added that the Kentucky Division of 
Motor Transportation had assured it that the division would 
cooperate with the O. P. A. in consideration of future requests 
for rate increases. 

The O. P. A. said that the policy underlying its action with 
respect to the Kentucky motor rate situation had received ap- 
proval of Stabilization Director Vinson. 


SOUTHERN MOTOR RATES CANCELLATIONS 


Replying to protests of the Office of Price Administration, 
Lynchburg (Va.) Chamber of Commerce, and American News- 
paper Publishers Association, directed against the cancellation 
of certain rates in tariffs of Southern Motor Carriers Rate 
Conference, the conference said that, generally speaking, all 
of the rates which it was attempting to cancel were obsolete, 
and that no traffic had moved on those rates for several years. 
The commodities involved were fruits and vegetables, news- 
print paper, and furniture. The motor carrier conference said 
that, as there was no movement under the rates, their can- 
cellation could have no effect on the cost of distribution of 
the commodities involved. 

The protests involved indices in supplement 29 to South- 
ern Motor Carriers Rate Conference Tariff 6-E, MF-I, C. C. 
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No. 293, effective Nov. 23. The conference said that, when j 
vestigation had revealed that there was a possibility of mu MP. 0. 
ment to certain of the involved points, the cancellation 

been carried out only to the points where information ghoy 
that there was no prospect of movement, even when steams, 


service was reestablished. 
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0. P. A. AND “IRON ORE FLEET” RATES 


Vessels transporting iron ore on the Great Lakes may p; 
a post-season premium charge of 31.25 per cent of their gta! 
lished maximum rates for such transportation, for one vem force 
beginning Dec. 1, under terms of amendment No. 53 to Tevige4 on me. 
supplementary regulation 14 of the general maximum In you 
regulation, issued by the Office of Price Administration, Noy yg {secretly 2° 
In its announcement of this action, the O. P. A. said: Loeb age 
however, 
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This temporary increase in charges is identical to the ONe esta 
lished last year for the month of December and is granted to take 
care of increased costs to vessel operators resulting from Deg 
operating conditions and in order to insure during the coming Den. 
ber continued lake movements of iron ore vital to the war progay 

Ordinarily the lake shipping season ends in November. The 
ore movement on the Great Lakes is behind the 1943 schedule 
because of the great importance this year of full scale December oper. 
ations by the vessels as weather permits, the War Production Boari 
and the Office of Defense Transportation have requested 0, p, 
again to grant a post-season premium charge to the carriers, 





TENNESSEE CENTRAL LOAN 


The Commission, division 4, by an order in Finance \q 
14284, Tennessee Central Railway Co. Reconstruction Loan, hy 
dismissed the application of the Tennessee Central for a log 
of $414,000 from the Reconstruction Finance Corporation, f 
the purpose of financing additions and betterments. 

The action was taken following receipt by the Commissiq 
of a letter, written by H. W. Stanley, president of Tennesgs 
Central, in which Mr. Stanley said that if the company shou 
subscribe to the terms laid down by the director of the Com 
mission’s Bureau of Finance, many improvements would hay 
to be abandoned for the term of the loan. He said the con 
pany had made an investment in roadway for the past five 


years of approximately $650,000, which, he said, did not includ 1 res 
several hundred thousand dollars paid in cash for the purchas#Mot the C 
of locomotives and cars, against which no bonds had beg the he 










issued. 

He said the business on the line had increased to the extent 
that heavier power had been and still was being purchased t 
handle the traffic, and that this called for an increase in yan 


Clas: 


and side track capacity, as well as the strengthening of strug. a. 
tures to carry the heavier load, and continued: ceaveti 


It has been the policy of our directors since the organization d 
the company twenty-one years ago to put back into the property eat 
year as much or more than the net income. You will see at a glane 
that if we should have to repay the proposed loan in five years Wi 
could not continue to make the improvements on the property suth 
as laying new rail, ballasting track, rebuilding bridges, etc. I under 
took to explain this very thoroughly on the occasion of our last cm 
ference in your Office. 

Under the severe conditians which you would impose on the mk 
way, indicated in the report as drafted, the executive committe, 
after carefully considering the matter, has directed me to withdra 
the application. 
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HIGHWAY TRANSPORTATION CO. OPERATIONS 

The Commission, division 5, has instituted an investigation, 
on its own motion, into the operations of Highway Transport 
tion Co., of Fort Worth, Tex., in MC C-384, Highway Transp 
tation Co. Motor Carrier Operations Within Texas. The invest: 
gation, the order said, was to determine whether the operatios 
of Highway fell within the provisions of the second proviso ¢ 
section 206(a) of the interstate commerce act, with a view 
taking such further action and to entering such orders as tl 
facts and circumstances should appear to warrant. 

At the same time, the Commission, division 5, entered @ 
order in MC 53515 and MC 53515, Sub. 1, Highway Transpd 
tation Co., A Corporation, Forth Worth, Texas, saying that 
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consideration of the record in the proceedings, and of a pel: 7 
tion by the Southwestern Greyhound Lines, Inc., the petitluy carrie 
was assigned for formal hearing before Examiner A. F. Burg trans) 
roughs, Dec. 17, at Hotel Texas, Fort Worth, Tex. The PIt® effect 
ceeding in MC C-384 was assigned for hearing at the Sati differ 
time and place. the gs 
ee their 

DANFORD LEASE AMENDMENT first. 

On petition of the parties in MC F-1598, Clarence H. Dar by t 
ford—Lease—The Santa Fe Trail Transportation Co., the Com® sity. 


mission, division 4, has amended its order of Jan. 27, 1 ‘he | 
exclude from the lease the rights of Santa Fe Trail over # Grea 
route between Dodge City and Hutchinson, Kans., over U. > pack 
highway 50S, latte 





WORI) November 20, 1943 


Replying to Commissioner Porter’s letter of Oct. 30 (see 
c World, Nov. 6, p. 1126) relative to the Pennsylvania, 
Detroit Railroad bond issue of $28,483,000, Senator 

f Minnesota, in a letter to the commissioner dated 


Having read your letter of October 30 concerning the recent 


ake pennsylvania, Ohio & Detroit financing, and considered it together 


with Chairman Alldredge’s letter of October 11 on the same subject, 
yam forced to the conclusion that the Commission is not being frank 
et coer letter, you recall that your report and order on the 
secretly negotiated sale of the $28,483,000 P. O. & D. issue to Kuhn 
Loeb & Co. by the Pennsylvania Railroad stated. ‘‘We are not convinced, 

that the applicants received the best price obtainable for the 
ponds.” You then go on to defend your failure to make the applicants 
get the best price obtainable for the bonds—which they could easily and 
quickly have done through competitive bidding—with the excuse that, 
had you disapproved the issue, the financing might have had to be 
postponed for a period of six months, ‘‘at which time the market 


in might not be so favorable.’’ You know, and I know, that there need 


have been no delay, for there was available to the railroad, from 


independent bankers, a minimum guarantee substantially better than 


Loan, hae & D. deal. 


the price proposed by Kuhn Loeb & Co. for the bonds. 

This aspect of the P. O. & D. case is one of the best reasons why 
the Commission should adopt a straightforward competitive bidding 
requirement for all railroad securities. Under such a requirement, the 
bankers who now monopolize railroad financing could no longer get 
the carriers to come rushing to the Commission at the eleventh hour 
and demanding approval of improvident transactions like the P. O. 
Nor would it be ‘‘unusual’’ for carriers to obtain such 


advantageous terms as those arranged by the Pennsylvania Railroad in 


the more recent $12,929,000 Philadelphia, Baltimore & Washington 
financing, since they would have the benefit of all available bids, from 
insurance companies or other institutions buying securities for invest- 
ment and from investment bankers buying securities for resale at a 
profit, alike. 

As long as the Commission continues to countenance the present 
system of financing by secret negotiation, the two New York banking 
firms that hawe long selected the management and directors of most 
of the railroads will go on writing their own ticket for railroad 
financing. 

I am sending a copy of this letter to Chairman Alldredge. 

I respectfully request that my correspondence with the Chairman 


vot the Commission and my correspondence with you be filed as a part 


of the hearings recently held by the Commission covering this subject. 


BClassifieation of Water Carriers 


nization of 
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Jot the interstate commerce act. 


In order that common and contract carriers by water 
might have preserved the “substantial parity between their 
operations prior to, on and subsequent to” the statutory date, 
three Great Lakes water carriers have petitioned the Commis- 
sion to institute a general investigation under section 304(c) 
The carriers asked that the 
investigation cover the nature, character and type of trans- 
portation services by water presently existing, and in connec- 
tion therewith, after hearing, that the Commission establish 
just and reasonable classifications of groups of carriers included 
in the terms “common carriers by water” and “contract car- 
riers by water.” 

They had not intervened or participated in the initial 
water carrier applications before the Commission involving lines 
not considered nor treated as competitors, said the petitioners, 
each of whom, they pointed out, had been issued certificates 
under the “grandfather” clause of the act. The ground for 
the present petition they stated as follows: 


In such initial water carrier applications, including that of the 
Columbia Transportation Co., Dock No. W-773, and others, division 4 
found that all water carriers who engaged in the transportation of par- 
ticular or restricted traffic as common carriers should ipso facto be 
entitled to the transportation of commodities generally. It was not 
until the further oral argument in Docket No. W-773, Application of 
the Columbia Transportation Co., that there was presented to the 
Commission, for its initial consideration, facts concerning the exist- 
ence of highly specialized and individual forms of water transportation. 


The action of division 4, said the petitioners, in permitting 
carriers transporting restricted commodities to engage in the 
transportation of general commodities without exceptions, in 
effect “permitted an extension of service to embrace operations 
different from and in addition to those performed on and since 
the Statutory date. Such action permits carriers to enlarge 
ag Services and enter into new fields of competition without 
rst establishing . . . that such extension of service is required 
sty the present and future public convenience and neces- 
Gre oe were generally three types of water carriers on the 
pire Lakes, said the petitioners: the so-called bulker, the 
lat age freight line, and the specialized transporter, which 

er term, they said, embraced the specialized transportation 
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of automobiles. Under the procedure followed by division 4, 
they added, any carrier who had engaged in the transportation 
of only bulk freight in the statutory period and who had 
neither the desire nor the facilities to engage in the transporta- 
tion of automobiles, nevertheless was authorized to extend 
its activities to embrace new and different transportation under 
the “‘grandfather” clause. 

In the Columbia case, they said, the Commission was in- 
formed, for the first time, of the wide divergence of transporta- 
tion services and facilities offered by the various categories of 
carriers operating on the Great Lakes, and that there had been 
first presented to the Commission the necessity for the estab- 
lishment of just and reasonable classifications of groups of 
carriers. Division 4, said they, had already taken cognizance 
of the need for classification, as indicated by its reports and 
orders in W-654, Isthmian Steamship Co. Common Carrier 
Application, and in W-751. Commercial Barge Lines, Inc. 
Common Carrier Applications. In those proceedings, said the 
petitioners, certificates had been granted which were modified 
or limited by specifying the type of vessels to be used in the 
exercise of the authority granted. What they sought was a fur- 
ther and complete classification of water carriers, they said. 

The joint petition was filed by Detroit & Cleveland Naviga- 
tion Co.; Great Lakes Transit Corporation; and Nicholson Uni- 
versal Steamship Co. (Overlakes Freight Corporation). 


PACIFIC COAST EXPORT RATES 


Indications this week were that there probably would be a 
hearing held by the Commission in No. 29006, Export Rates to 
Pacific Coast Ports, as the result of rejection by the War De- 
partment and Navy Department of a proposal by the railroads 
for a settlement of the controversy involved in the proceeding 
by the carriers and the interested government departments. A 
hearing was to have been held in Washington Nov. 2 before 
Commissioner Johnson and Examiner C. W. Berry but it was 
postponed to a date to be thereafter fixed when the Commission 
was notified by G. H. Muckley, of counsel for the interested 
carriers, that an effort was being made to reach an agreement 
(see Traffic World, Oct. 30, p. 1060). The proceeding was insti- 
tuted by the Commission on request of Director Eastman, of the 
O. D. T., as a result of the proposal of the railroads for estab- 
lishment of a charge of 5 cents a hundred pounds in addition 
to the line-haul freight rates applicable to Pacific Coast ports 
for terminal service at those ports in connection with transcon- 
tinental export and import traffic, and to revise the carriers’ 
rules governing the absorption of those terminal and port 
charges (see Traffic World, Aug. 14, p. 374). 

The Commission’s investigation concerns the rates, rules, 
and regulations maintained by common carriers in connection 
with government freight moving to Pacific Coast ports for 
export. 


SANTA FE ACCIDENT REPORT 

The Commission, by Commissioner Patterson, has issued 
a report on an accident on the line of the Santa Fe, at Gallup, 
N. M., involving a rear-end collision between two passenger 
trains which resulted in the injury of 203 persons, 11 of them 
employes, Investigation No. 2724. The report said the auto- 
matic block signal system was not complete at this point. It 
cited the cause of the accident as failure to provide an adequate 
block-signal system between signals 1561 and 1581, and rec- 
ommended that the Santa Fe install continuous track circuits 
and that it establish definite maximum authorized speeds for 
its trains. 


FLAVORING SYRUPS RATES 


Southern Motor Carriers Rate Conference has filed with 
the Commission a petition for suspension of the rates on flavor- 
ing syrups as contained in supplement 33 to S. M. C. R. C. 
Tariff 6-E, MF-I. C. C. 293, effective Dec. 11, and in supple- 
ment 3 to Agent J. P. Phillips’ tariff 7, MF-I. C. C. 12, items 
1340 through 1420, effective Nov. 27. 

The conference said the rates had been published on the 
independent announcement of certain carriers, and only for 
the account of 25 carriers, and that they “cause a decrease in 
present rates published on flavoring syrup from Atlanta to the 
points involved.” 

It said that B. C. Transportation Co., and Roadway Ex- 
press, Inc., along with the other carriers, had filed a proposal 
with the conference and had independently announced the 
rates protested. These two carriers, said the conference, ‘“con- 
trary to their agreement with the other carriers, did not wait 
for a bulletin to be issued informing all other carriers of their 
desire for independent action in order that their competitors 
might meet the rates being independently announced.” The 
two carriers, it said, had requested the rates to be published 
by the Independent Tariff Bureau, and that they were pub- 
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lished to become effective Nov. 27, whereas the other car- 
riers involved had followed the agreed procedure and had 
had their rates published by the conference, effective Dec. 11. 

The purpose of the protested rates, said the conference, 
was to put them on a comparable basis with the rates on flavor- 
ing syrups from Birmingham, Ala., and pointed out that there 
was no competition in the movement of flavoring syrup. All 
soft drinks, it said, were sold by advertising. One company 
making a soft drink was located at Birmingham, and one at 
Atlanta, it said, and that “the difference in freight rates on 
the two would not in any way affect the consumer in purchas- 
ing one or the other drink.’ Therefore, it said, there could be 
no competition which would require the rates from Atlanta 
to be on a comparable basis with those from Birmingham. 


B. & M. ACCIDENT 


In a report of the Commission, written by Commissioner 
Patterson, on the explosion of the boiler of a Boston & Main 
Railroad locomotive, hauling a freight train near West Boyls- 
ton, Mass., Oct. 10, it is recommended that the B. & M. imme- 
diately locate and maintain all injector annunciator pipes so 
that the engine crews will have adequate warning in case of 
the failure of an injector. The report said the accident, in 
which four employes were seriously injured, had been caused 
by overheating of the crown sheet due to low water. 

In its discussion of the accident, the Commission said it 
was apparent that the assemblage and location of the discharge 
end of the indicating or annunciator pipe was such as to pre- 
clude the ability of the engineer to observe the discharge from 
the pipe, the purpose of which, it said, was to give audible and 
visible warning that the injector had broken or had ceased to 
function as intended. 


Associated Transport Merger 


Argument was heard by the Supreme Court of the United 
States, Nov. 12 and 15, in No. 31, McLean Trucking Co., Inc., 
et al., appellants, vs. United States, Interstate Commerce Com- 
mission, et al., in which the order of the Commission of March 
16, 1942, authorizing the merger of certain Atlantic seaboard 
common carriers by motor vehicle into Associated Transport, 
Inc., is in issue. The case is before the highest tribunal on ap- 
peal from the federal district court for the southern district 
of New York which held that the Commission’s order was based 
on substantial evidence, was.made in accordance with appli- 
cable law, and was valid. 

The McLean Trucking Co., Inc., an independent motor 
carrier operating in competition with some of the principal 
merger parties, joined by the Secretary of Agriculture of the 
United States and the American Farm Bureau Federation, at- 
tacked the Commission’s order. They contended that the Com- 
mission misconstrued applicable provisions of law and did not 
apply the appropriate statutory standards. They said the Com- 
mission applied the standards and criteria prescribed by the 
transportation act of 1920 with respect to the merger of rail 
carriers instead of applying the standards and criteria pre- 
scribed by the transportation act of 1940 with respect to motor 
carriers. They contended that the Commission did not make 
the necessary findings—that it made no finding that existing 
motor-carrier services were inadequate, no finding as to the 
effect of the merger on adequate transportation service to the 
public, as required by section 5 (2) (c) (1) of the act, and no 
finding that the merger would be consistent with the national 
transportation policy of preserving the inherent advantages of 
motor transportation. 

Charging that findings made by the Commission lacked 
support in the evidence, the appellants said the Commission 
found that the proposed unification was predominantly an end- 
to-end consolidation of complementary operations and that As- 
sociated Transport, Inc., was not, and would not be affiliated 
with any railroad. These findings, they said, were not supported 
by the evidence. They charged that it was reasonable to believe 
that the affairs of Associated Transport, Inc., would be man- 
aged in the interest of the Pennsylvania and Baltimore and 
Ohio railroads because Kuhn, Loeb & Co., banker for those 
railroads, was a substantial minority stockholder of Associated 
Transport, Inc., through its wholly owned subsidiary, Transport 
Company. 

The Commission pointed out that interveners opposing the 
merger before it had contended that the Commission, in au- 
proving proposed transactions under section 5 of the act, was 
limited to such in respect whereof it could make certain speci- 
fied findings which it was considered were required in order 
to conform the Commission’s authorization to the antitrust 
laws. The Commission said it did not consider that contention 
to be sound, particularly in view of the provisions of paragraph 











(11) of section 5 according relief from the antitrust lay, 
any carriers and persons participating in a tr i 
proved by it under section 5. It pointed out that the lower 
upheld the Commission’s construction of the statute in this an 
other particulars, and sustained its orders as in al] Tespecty 
valid. 

As to the activities of the antitrust division of the 
ment of Justice in the proceedings before the Commission, 4: 
sociated Transport, Inc., and other appellees, in their brief said 
it should be recognized that the antitrust division, having de. 
cided, for whatever reasons of its own, to usurp the regulation 
of transportation facilities, and having elected this cage aS a 
beach-head for its infiltration into the regulatory p 

applica. 












“then regardless of the evidence or the merits of the 
tion, it was bound, for reasons of tactics and expediency, to a, 
sume and contend by every means in its command that the 
plication was monopolistic and inimical to the public intepes» 
“We here state that our comment and criticism of the afi. 
tude of the division is not intended as a personal reflection » 
any of its personnel, for whom individually we have the hi 
regard, but is directed rather at their group attitude Or phil. 
osophy, which has been well characterized by Max Lerner x 
the ‘corrosive detachment’ school of economics,” continued th 
appellees. “Whatever the justification for such philosophy ay 
tactics on the part of governmental agencies in attempting ty 
police and restrain unfettered and rampant free enterprise, w 
submit it has no place for its application in an industry noy 
well regulated and properly dominated by the extensive anj 
adequate provisions of the interstate commerce acts and a 
experienced, competent and honorable commission. ... 


“It is respectfully submitted to the attention of the cour 
that considered in the light of the plain facts of this case an 
the total lack of connection between the opponent’s argument 
and the law which the Commission is charged with admin 
tering, there seems to be no escape from the conclusion thi 
the antitrust division, pursuing the concept peculiar to its em 
nomic and political philosophy, seeks, through the interventin 
herein, by extra-legislative process to nullify the motor carrie 
regulatory acts and to negative the powers of the motor ca. 
rier regulatory body for the dual purpose of imposing ther 
concept of a ‘free market’ in transportation and transferring 
the policing of the industry to the division’s group of economie 
and legal technicians who, to paraphrase Mr. Thurman Arnolds 
book, would then become the bottleneck of the trucking indw 
try ” 
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Argument was made by Daniel W. Knowlton, general cou 
sel of the Commission; Mortimer Allen Sullivan for the ap 
pellees, and Arne C. Wiprud, special assistant to the Attorney 
General, appearing for the Department of Agriculture by r 
quest of the Secretary of Agriculture. 

In questions justices indicated interest in the contention d 
appellants, as presented by Mr. Wiprud, that Kuhn, Loeb & 
Co., as banker for the Pennsylvania and Baltimore and Oh 
railroads, would be in position to have the affairs of Associated 
Transport, Inc., managed in the interest of the railroads. M. 
Wiprud also argued in support of an interpretation of the wort 






















































“public interest” in section-5 of the act that would require th Scotti 
Commission to apply, in motor merger cases, rules compatible F. Bre’ 





with the regulatory scheme established in 1935 by Congress I 
the motor carrier act with respect to motor carriers and f 
enacted in the act of 1940. He contended that the “public it 
terest” as applied to motor carriers included more than th 
mere “transportation criteria” of improved service, efficienq 
in operation, and economies—that it included in addition tk 
antiturst laws and provisions of section 5 (2) (c) of the a 
requiring the Commission to consider the effect of the merg# 
on adequate transportation service to the public. 



























































Land Grant Divisions Suit 


A restraining order and final injunction enjoining certall 
eastern railroads from establishing a new freight land 
equalization agreement, covering divisions of revenue betweél 
eastern and southwestern roads derived from government mi 
tary and naval freight moving under joint land grant rates, 5 
sought in a suit filed in United States district court at St. Lowy. 
by the Missouri Pacific, Frisco and St. Louis Southwestert 
railroads. Defendants named in the petition are the Baltimot 
and Ohio, New York Central and Pennsylvania. we 

In 1939, the Commission prescribed a formula for the div+#§bo: 
sion of revenue from all traffic moving under joint rates 
tween Southwestern and Official Classification territories. a 
April 1, 1940, pursuant to this order, the southwestern @ 
eastern carriers entered into a written contract fixing divisi® 
percentages. ; s 

When railroads execute land grant equalization agreemel 
with the War and Navy departments, the petition says, they 
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os everally assume the responsibility which attaches 
jointly ot sing dividing of reduced rates on an equitable 
oa jawful basis. These equalization rates were in full force 
= effect at the time of the Commission’s decision, the peti- 
ion says, and, therefore, the land-grant rates over the equaliz- 
ing Toutes constitute joint rates within the meaning of the con- 


tact, controversy exists between the southwestern and eastern 
lines regarding division of revenue from this government 
freight, and the three petitioning railroads are — the 
revenue from such traffic according to percentages published 
in the joint division sheet, “while the defendants are not doing 
0.” The petition alleges they “are dividing the revenue under 
the method used by them prior to April 1, 1940.” 

Both the southwestern and eastern lines transport a vast 
amount of military and naval property under land-grant deduc- 
tions, it says. It alleges that the eastern lines, by depositing with 
the War Department, effective January 1, 1944, the new equali- 
mation agreement, in which they have incorporated a new sec- 
tion covering divisions, are “attempting thereby to change the 
divisions of said land-grant rates agreed to with plaintiffs with- 
out the mutual consent of all the parties thereto. se 

The petition requests the court to nullify the new provision 
filed by the eastern lines for division of revenue of government 
freight; to order that such divisions of revenue shall be deter- 
mined according to the existing contract between the eastern 
and southwestern lines, and that the three southwestern lines 
bringing the action “be accorded such further and other relief 
as they may be entitled to under the law.” 

It is estimated that the suit involves upwards of $2,000,000 
annually. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder. appear below.) 


Western district of North Carolina, at Asheville. W. R. 
Candler, doing business as W. R. Candler Transfer Co., of 
Asheville, was fined $2,500 following his plea of guilty to an 
information containing 25 counts charging him with engaging 
in operations as a common carrier by motor vehicle, for com- 
pensation, without a certificate having been issued by the Com- 
mission. The court required defendant to pay $300 of the fine 
imposed on the first three counts, and suspended execution of 
sentence on the remaining counts and placed defendant on 
probation for two years. ; 

District of New Jersey, at Newark. Universal Trading 
Co. of Allenhurst, N. J., was fined $1,250, Nov. 12, following 
entry at its plea of guilty to an information charging it with 
aiding and abetting Jack F. Breiner, Frank Scotti, Calvin T. 
Shellhamer, and Newton Shuster in operating as common 
carriers of coal for compensation without a certificate having 
Breen issued to any of them by the Commission. The fine was 

required to be paid. 

Newton Shuster was fined $50, on the same day; Frank 
Scotti was fined $50, Oct. 13; Calvin T. Shellhamer and Jack 
F, Breiner were fined $100 and $50, respectively, Oct. 29, on 
entry of separate pleas of guilty to informations charging them 
with violations of part II of the interstate commerce act, 


arising from such operations. These fines were also required 
to be paid. 


RAIL INDICTMENT 


The Commission has been advised that on Nov. 10, a 
five-count indictment was returned by the federal grand jury 
at New Orleans, against the Texas & Pacific Railway, in which 
it was charged that the railroad permitted the Jumonville 
Pipe & Machinery Co., of Plaquemine, La., to obtain the trans- 
portation of carload shipments of second-hand boiler tubes 
at less than the established rates. 


MILWAUKEE ROAD TO BUILD CARS 


_ . The federal district court at Chicago, November 15, author- 
wed the Milwaukee Road to purchase materials to build 200 
40-foot 6-inch all-steel automobile box cars and 500 50-ton 
self-clearing hopper cars at its Milwaukee, Wis., shops. The 

X Cars are estimated to cost $2,880 each, and the hopper cars, 
$2,250 each, for a total cost of approximately $1,685,000. The 
tees informed the court they would spend cash for the 
necessary materials and could complete the construction be- 
tween January and April, 1944. They said necessary author- 


ation from governmental agencies for the required materials 
d been obtained. 


* e a 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Wisconsin.) A trucking company was 
not exempted from liability for damage to printing press 
caused by negligence of truck driver in unloading press, on 
ground that driver exceeded his authority in proceeding to 
unload press because his superior had directed him to return 
press to company’s terminal where instructions to return press 
was made when driver reported by telephone that consignee did 
not have adequate help for unloading it, and thereafter help 
arrived which driver considered adequate. 

That consignee’s own agents participated in unloading print- 
ing press from truck from truck did not preclude recovery by 
consignee from trucking company for damages to the press as 
result of negligence in unloading under maxim “volenti. non fit 
injuria,” where it appeared that truck driver was in charge of 
the unloading and that those helping with unloading were 
truck company’s agents, although they were loaned employees. 

The maxim “volenti non fit injuria” meaning that to the 
consenting no injury is done, a person consenting to a thing 
cannot complain of it as an injury. 

The provision in tariff schedule filed with interstate com- 
merce commission requiring consignee to furnish extra help 
to unload article requiring more than truck driver to unload 
them did not exonerate carrier from duty of unloading, espe- 
cially where schedule further provided that if carrier were 
required to furnish extra help the consignee should pay for 
extra help at a specified rate per hour. 

The assumption by trucking company of unloading of print- 
ing press, which was an article requiring more than truck driver 
to unload it, was not a violation of provision of tariff schedule 
filed with interstate commerce commission requiring consignee 
to furnish extra help to unload articles requiring more than 
truck driver to unload them, so as to relieve trucking company 
from liability for damage to printing press caused by negli- 
gence in unloading it. 

The provision in tariff schedule filed by truck company 
with interstate commerce commission requiring consignee to 
furnish extra help to unload articles requiring more than truck 
driver to unload them did not exempt trucking company from 


tort liability. (Hanaman vs. Liberty Trucking Co., 11 N. W. 
Rep. 2d 130.) 


e e D ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 


(District Court, D. Maryland.) A tug engaged to tow 
barge from one designated port to another was liable under 
the general rules of bailment for damage to barge and its 
cargo caused by faulty navigation or faulty equipment of tug. 

Tug operating as a private carrier was not relieved of lia- 
bility to tow’s cargo for damage resulting from negligent navi- 
gation of tug by Harter Act or Carriage of Goods by Sea 
Act in absence of contract to that effect. Harter Act, 46 U. S. 
C. A. Sec. 190 et seq.; Carriage of Goods by Sea Act, 46 
U. S. C. A. Sec. 1300 et seq. 

Evidence warranted an award of $3,186.24 for water dam- 
age to cargo of superphosphate of which 434 tons were damaged 
to an extent that reduced their market value about 60% and 
22 tons were a total loss. 

Movements of barge after being taken in tow by tug 
were under full control of tug’s master, so that barge was not 
jointly liable with tug for adUtitional water damage to cargo 
resulting from decision of tug’s master to proceed with voyage 
after barge was damaged in collision due to negligent navigation 
or equipment of tug. 

Where such additional damage to cargo as resulted from 
continuance of voyage after collision between two barges in 
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tow for which tug alone was responsible could not be segregated, 
tug was liable for all such damage in absence of fault of barge 
master or crew during voyage or unpredictable intervening 
conditions that aggravated the situation. (The Raleigh, 50 Fed. 
Supp. 961.) 

(District Court, S. D. New York.) Where negotiations to 
charter vessels from owner were conducted on basis of one 
round voyage and shipowner did not understand, and was not 
informed by broker acting as agent for both parties, that addi- 
tion of words “from two to about five months in the trading 
limits” reflected charterer’s desire to use vessels for more than 
one voyage, quoted words did not change agreement to a fixed 
period charter so as to permit charterer to recover damages for 
refusal of owner to allow vessels to be used for a second voyage. 
(United States Nav. Co. vs. Black Diamond Lines, 51 Fed. 
Supp. 717.) 


Aetna Motor Rights Suit 


Alleging that, by reason of stipulation of counsel of Aetna 
Freight Lines, Inc., that Aetna sought authority to transport 
only iron and steel articles which customarily moved in flat- 
bottom equipment with sides not exceeding 36 inches in height, 
they had not continued active in opposing the application of 
Aetna, Motor Carriers Central Freight Association, and Inter- 
state Motor Freight System, Inc., have filed suit in the federal 
court for the northern Ohio district, eastern division, asking 
the court to find the Commission’s order null and void in MC 
72243, Aetna Freight Lines, Inc., Common Carrier Application, 
embracing MC 72243, Sub. 1, Same. 

In spite of the stipulation as aforementioned, and state- 
ments of the applicant that it sought only that authority, the 
Commission, said the complainants in the suit, had granted a 
broad authority which would permit the applicant to transport 
many thousands of commodities not mentioned or described at 
any point in the testimony of a single witness. The complaint 
quoted from the Commission’s report to the effect that, in view 
of the varied nature of the articles transported, there appeared 
to be no generic term other than the term “iron or steel ar- 
ticles” which could be used properly to describe all of the 
commodities transported by the applicant and that, accord- 
ingly, they would be so described in the authority granted. The 
restriction proposed could have been written into the order 
precisely as worded, said the complainants. 

In addition, the complaint said that the original applicant 
in the grandfather case had never possessed authority prior to 
the statutory date from the Michigan Public Utilities Commis- 
sion and that the operations claimed under the grandfather 
clause were, therefore, not bona fide. The original applicant, 
they said, had amitted in the course of the proceeding that all 
his operations prior to the grandfather date had been con- 
ducted in the name of other carriers and under their authority. 

The complainants further alleged that the applicant and 
its successor in interest had agreed with certain of the pro- 
testants that it was not entitled to transport certain of the 
commodities the order would include between Fostoria, Ohio, 
and Detroit, Mich. The record in the proceeding would show 
that counsel for the applicant had notified the Commission in 
writing that it not only did not seek that authority, but that it 
had not so transported at any time in the past, they said. The 
Commission, in complete disregard of these facts and admis- 
sions, had nevertheless granted the right to transport “the 
precise commodities between Fostoria and Detroit, which the 
applicant had agreed it should not be authorized to transport.” 


The authority granted in MC 72243 was as to continuance 
in operation in the transportation of iron, steel, and iron or 
steel articles, and burial vaults, dies, die parts, drawing com- 
pound, machinery, and bottles, between points in New York, 
Pennsylvania, West Virginia, and Ohio; and of iron, steel, and 
iron or steel articles, between points in Ohio, on the one hand, 
and points in the commercial zone of Chicago; from points in 
Ohio and West Virginia to points in Indiana; and from points 
in Pennsylvania, West Virginia, and Ohio, to points in Michi- 
gan, over irregular routes. In MC 72243, Sub. 1, authority was 
granted to transport iron, steel, and iron or steel articles from 
Detroit, Mich., to Girard, Pa., and Glendale, W. Va.; from 
Ecorse, Mich., to Weirton, W. Va., Niles, Ohio, and Perry, N. Y.; 
from Pittsburgh and Aliquippa, Pa., to points in Indiana; and 
from Jackson, Mich., to points in New York, Pennsylvania, 
West Virginia and Ohio, over irregular routes. 

The proceeding was docketed in the Ohio federal court as 
civil action No. 22063, Motor Carriers Central Freight Associa- 
tion, and Interstate Motor Freight System, Inc., vs. United 
States of America. 





RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 1,379,175 employes as of the 





middle of August, 1943, and total compensation for that mow ° 
of $286,810,465, according to a compilation of wage statistics ¢ Rail 
those roads, statement M-300, prepared by the Commisso! 
Bureau of Transport Economics and Statistics. “ The 
The employment was an increase of 56,714, or 499 gi 
cent, over the number reported for August, 1942. The ¢, ma 
number of hours paid for was 9.40 per cent greater and at 
total compensation was 11.61 per cent greater in August. jam or Ww 
than in August, 1942. A comparison of the number of e Sag 
ployes who received pay in the month with the total hours re sion, 1 ti 
for, showed 218 hours an employe in August, 1943, and ™ of 24 - 
hours in August, 1942. Employes paid on an hourly basis i id i 
August, 1943, received pay for 30,940,831 hours of overting = ate 
which was 11.38 per cent of the straight time paid for The separ for 
corresponding percentage for August, 1942, was 6.28, _ sag 
Compensation for “time paid for but not worked” for Ay Cot 
gust, 1943, was reported as follows: Executives, officials ead the 
staff assistants, $114,678; professional, clerical, and genera, om “Th 
$2,394,329; maintenance of way and structures, $794,364: man result ir 
tenance of equipment and stores, $2,676,676; transportatiq yo osed 
(other than train, engine, and yard), $757,391; and transports. item 
tion (yardmasters, switch tenders, and hostlers), $179,083, P “Th 
In the train and engine service, compensation for Augut li tion Dir 
1943, was reported as follows: Straight time actually workei to the g 
$58,457,580; straight time paid for, $69,934,352; overtime paid ‘Ts 
for, $8,605,399; constructive allowances, $2,908,959; total, $88 I was n 
448,710. Miles actually run totaled 579,229,389, and miles pai not und 
for but not run totaled 67,213,220. I have - 
‘cenceciaainaticnicieeiaiemmid manage! 
TRUCK WAGE CASES too littl 
The National War Labor Board has announced that th - he 
board’s Trucking Commission has approved increases of j act mar 
cents an hour for road drivers and 7% cents an hour for oth parties 
employes, in a case involving the Association of Common Cx. ut unl 
riers, of Charleston, W. Va., representing ten truck lines, aj Mr (J 
the International Brotherhood of Teamsters, etc., representing that * 
300 employes of those lines. . bys 
The board said the new hourly rates would be 87% cen main ac 
for road drivers, 80 cents for city drivers, and 70 cents fo 7 
dockmen and warehousemen. The increases would bring loc: Di 
drivers up to the rates approved by the commission last by Dire 
for other local drivers in Charleston, but the new rates woul entered 
not become effective until the Office of Price Administratiaj lerenc : 
determined whether a change in price ceiling was requir TI 
or, if one was required, until the rates were approved by tly the inc 
Director of Economic Stabilization, said the board. The comm "#8 4 
mission directed that the new contract should run from Oct Pi 
ber, 1942, to October 1, 1944, “incorporating the new wagy Manag 
provisions and all other terms of the old contract except thoy ference 
which may be changed by agreement between the partie’ ‘™Ploy 
it said. tion of 
Companies represented by the association were: Mountai — 
Truckers, Inc.; Miami Transportation, Inc.; Riss & Co., Ine, th Or 
Merchants Dispatch, Inc.; Germann Brothers Motor Tran ° ’ 
portation Co., Inc.; O. K. Trucking Co., Inc.; Lindy’s Mota” Se 
Freight; Reinhardt Transfer Co., Evans Lines, Inc., and le th ve 
crone Benedict Ways, Inc. me CO 
tion w 
teste ae was no 
MIDWEST TRUCK WAGE DISPUTE was eV 
Representatives of mid-western trucking companies aig matter 
the Central States Drivers Council of the A. F. L. teamstesi§ no dov 
union, which represents approximately 40,000 truck drivers ilj§ for op 
12 mid-western states, held a joint meeting at Chicago, Novett Se 
ber 15, 16 and 17, to attempt settlement of a wage dispute. was cc 
trucking commission of the National War Labor Board 1% of the 
week ordered that the meeting be held (see Traffic Worl Cc} 
Nov. 13, p. 1200). mittee 
Prior to the meeting, the employe representatives bi Vinsor 
sought to have the five trucking associations involved sigl 4% “gross 
master contract covering wages of all drivers in the mid-We haq ¢; 
and the employer representatives refused to sign such & % seeme, 
tract. The commission, in its order, recommended that a mas@® tempt 
contract be signed “with supplemental agreements . . - 9M of Col 
circumstances may require.” Spokesmen for the truckers S#4% stead, 
November 18, that though the joint meeting had ended, “UHR Delay 
negotiations are still going on, and we are going to meet W4% comm 
the trucking commission November 22.” Th 
Five truck associations and one trucking company, MB ty yn, 
vidually, are involved in the negotiations. They are: Ohio O"'™ out fa 
tract Carriers Association; Ohio Over-the-Road Employe§§ raiiroa 
Group; Midwest Operators Association; Central States AM able a 
Employers Association; Michigan State Negotiating Committ qinect 
and Santa Fe Trails Transportation Company. . ae 
The parties have agreed that the new contract or conUlaey of 3,,, 
to be signed shall be made retroactive to November 15, WE Little 
the last two-year contracts were set to expire. sional 
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Rail Wage Adjustments 


The Senate interstate commerce subcommittee, Senator 
Johnson, of Colorado, chairman, to which was referred the Tru- 













4.29 1p resolution “legalizing” the 8-cent wage increase agreement 
The tot ntered into by the railroads and the non-operating employes, 
and th revised the resolution Nov. 18 and ordered it favorably reported 
ust, 194 to the whole committee for adoption by the Senate. The revi- 
Of emi cion, it was stated, was designed to make clear that the purpose 
OUIS pail of the resolution was make the 8-cent agreement valid. 

and 20 ‘Senator Reed, of Kansas, a member of the subcommittee, 
"basis jy said he concurred in the action taken, but that he would make a 
OVertime— separate statement to the full committee as to the reasons 
for. Thelf therefor. 










Senator Reed, discussing the resolution, said the issue be- 
fore Congress was whether the government was going to take 
over the railroads for operation. '. . 

“The procedure Director Vinson has followed will inevitably 
result in the government taking over the railroads and I am 
opposed to that,” said he. “I am striving for a solution of the 

em. 
ronere is a group around Director Vinson, War Mobiliza- 
tion Director Byrnes and the President which does not object 
to the government taking over the railroads. 

“T said on the record in the hearings on the resolution that 
[was not a wage board or any part of a wage board and was 
not undertaking to pass any judgment on the wage settlement. 
I have no information whether the contract between railroad 
management and the non-operating railroad employes calls for 
too little, too much or is just right. That is not a matter for 
me to determine. 
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| that te “Now, in accord with the provisions of the railway labor 
Ses of i act management and labor did reach an agreement and both 
for othe parties signed a contract which both parties are ready to carry 
imon Cav out unless prevented from doing so by executive interference. 
lines, af vr, (Jacob) Aronson (railroad counsel) told our committee 
oresentix that passing of the resolution would be a solution. The real 
37% cor issue is whether the government is going to take over the 
railroads. 
cents ff = “The difference between the wage increases recommended 
eH loci yy Director Vinson and those provided for in the agreement 
tou entered into between management and the employes is the dif- 
nistratie ference between tweedledum and tweedledee. . 
. we “The only reason that the question is before Congress is 
el fe . the incredibly inept and inefficient handling of the railroad 
The com Vage question by the Roosevelt administration. : 
rom Octo “Preliminary to the agreement of Aug. 7 entered into by 
new wag Management and the non-operating employes there was a con- 
cept thoy ence at the White House at which both management and the 
> parties’ employes were represented by J. J. Pelley, president, Associa- 
tion of American Railroads, and George H. Harrison, president, 
Mouilla Brotherhood of Railway Clerks, and possibly others, and they 
Co. Ine Were asked by the President to go out and make a settlement. 
or Transm 22¢ President gave them to understand that if they agreed on 
iy's Moto 8-cent increase it would be approved.” — 
and Le Senator Reed, referring to Director Vinson’s statement to 
r the committee that the matter was settled and that the ques- 
tion was whether Congress would unsettle it, said the matter 
was not settled as a strike vote was being taken and that there 
was every expectation that a strike would be called unless the 
yanies ai matter were settled. If a strike were called, said he, there was 
teamstes§ no doubt but that the President would take over the railroads 
drivers if for operation. 
z0, Novel! Senator Reed emphasized that his interest in the situation 
spute. ~# “as Confined entirely to preventing, if possible, the taking over 
og of the railroads by the government. 
ic Chairman Johnson and four other members of the subcom- 
swsiiiall mittee, in a statement issued late Nov. 18, said that “Judge 
atives y inson’s proposal” would have an “unsettling effect,” that 
ved sign '® ‘gross misinterpretation” of the stabilization act of Oct. 2, 1942, 
> mid-W4E had caused so much confusion that congressional clarification 
uch @ CME seemed necessary, and that that was all that S. J. Res. 91 at- 
at a masRE tempted to do. The statement was signed by Senators Johnson, 
S . » + 4m of Colorado; Truman, of Missouri; Wagner of New York; Ship- 
ickers suN stead, of Minnesota, and Reed, of Kansas. Senator Tunnell, of 
nded, 4m claware, also was a member of the subcommittee. The sub- 
meet WR committee’s statement follows: 
pany, indi ‘ The sub-committee of the Senate interstate commerce committee, 
: Ohio or om was referred S. J. Res. 91, recommends that it be reported 
E Joyer favorably. At public hearings on the resolution, representatives of 
| mp: tallroad management and labor presented their views with consider- 
tates AM able documentary evidence. All of this was submitted to Judge Vinson, 
Committe Director, Economic Stabilization, and his comment thereon was solic- 
ted and received, 
yr contract of we find it necessary to point out that, contrary to the statement 
r 15, 8 of Uitte se Vinson, the passage of this resolution will not disturb the 





Steel formula nor will it express directly or indirectly congres- 


sional disapproval of that formula. The sub-committee favors the sta- 
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bilization of wages as required by the stabilization act of October 2nd, 
1942, and subsequent Presidential orders authorized by that act. 

The gross misinterpretation of this act has caused so much con- 
fusion that congressional clarification seems necessary. That is all 
S. J. Res. 91 attempts to do. 

There sheuld be no unsettled dispute with reference to the wage 
increase here involved since this was the product of a Presidential 
emergency board recommendation which was accepted in an agreement 
between the carriers and their employees on August 7, 1943. Adminis- 
trative approval of the agreement should not have been withheld. 

Out of the stabilization act of October 2, 1942, came the hold-the- 
line order (No. 9326). The Little Steel formula was only one of the 
bases laid down by the President upon which wage increases were to 
be permitted. The railway wage agreement and the board report were 
justified not under the Little Steel formula but under other principles 
specifically written into the stabilization act and maintained by the 
President. Approval of the wage increase agreement of August 7, 1943, 
therefore in no way violates or even modifies the Little Steel formula. 

Director Vinson, apparently realizing that non-operating railway 
employees are underpaid, has suggested a sliding-scale wage increase 
of from four cents to ten cents per hour. If eight cents does violence 
to Little Steel, what does four to ten cents do to it? The payroll under 
Judge Vinson’s proposal would differ by less than 1 per cent from the 
payroll, if the wage agreement which he disapproves were made effec- 
tive. Obviously the railroad industry wage agreement is not inflationary 
since Judge Vinson maintains that his substitute is not inflationary. 

The unsettling effect of Judge Vinson’s proposal is plain to all 
practical railroad men. The arbitrary sliding-scale proposed by Judge 
Vinson would destroy existing wage differentials, and would be con- 
trary to sound industrial practice and in violation of the directive of 
Justice Byrnes on which Judge Vinson claims to rely. The folly of 
creating new inequities, by introducing this sliding-scale, is evident. 

The President’s emergency board in recommending the eight cent 
wage increase followed the principle and requirement written into the 
stabilization act that wage adjustments should be made when necessary 
to correct gross inequities and to aid in the effective prosecution of 
the war. 

The sub-committee finds that this is the fundamental principle in- 
volved in this dispute between Judge Vinson on the one hand and other 
government officials plus the railroad industry on the other. 

Advice from every competent and informed source assures us that 
approval of the wage agreement is necessary to remove gross inequities 
and to aid in the effective prosecution of the war. Such approval will 
not weaken but will fortify the Hold-the-Line policy of the President. 


Vinson Stands Pat 


Economic Stabilization Director Vinson on Nov. 16 sent a 
statement to the subcommittee of the Senate interstate com- 
merce committee by which hearings had been held on S. J. Res. 
91, the Truman resolution to give congressional approval to a 
wage increase of 8 cents an hour for all non-operating railway 


employes (see Traffic World, Nov. 13, p. 1201). The statement 
follows: 


If S. J. Res. 91 is passed, Congress itself will have broken the 
Little Steel formula. By such action, Congress will have told the coun- 
try that a privileged group is outside the stabilization program and is 
not to join in the battle against inflation. 


The cornerstone of the wage stabilization program is the act of 
October 2, 1942, wherein Congress itself directed that all wages and 
prices be stabilized as near as practicable at the levels of September 
15, 1942. Since the passage of that act the general rule is that there 
are to be no wage increases. This needs to be stressed, because some 
appear to believe that wage increases are still a part of the normal 
course of events. The general policy of no wage increases is subject 
to no major objections. No one claims that exactly the same wage is 
paid for the same work in all the plants within an industry, or that 
wages from industry to industry are absolutely comparable or that all 
wages and all prices are in precise balance. We have never had such 
conditions, and probably never will. 

The argument as to whose wages are out of line now is a never- 
ending one. War is no time for each of us to devote his principal 
energies to improving his lot any more than war is the time for the 
government to undertake a program directed toward obtaining a perfect 
relationship between all wages. Instead, the government, by a general 
freeze of wage rates, has assured that the inequities present while we 
are engaged in war are to be no greater than those we had in peace- 
time. 

To the general rule that there shall be no wage increases, a few 
exceptions have been made in the attempt to obtain greater over-all 
fairness. These exceptions have been made under the congressional 
language that adjustments may be made to the extent the President 
finds necessary to aid in the effective prosecution of the war or to 
correct gross inequities. 


Wage Stabilization Order 


The President, as directed by the Congress, issued, on October 3, 
1942, a general order (Executive Order No. 9250) stabilizing wages at 
September 15th levels. This order permitted, as exceptions to the gen- 
eral freeze, wage increases to correct maladjustments, gross inequities 
and inequalities, to eliminate substandards of living, or to aid in the 
effective prosecution of the war. 

In April, 1943, there were more than 12,000 applications for increases 
to correct alleged inequities. The President found the exceptions in the 
existing order too liberal, and so on April 8, 1943, issued his Hold-the- 
Line Order (No. 9328). This order directed that there were to be no 


wage increases excépt those necessary to correct substandards of liv- 
ing, those within Little Steel, or incentive and merit increases which 


At the same time the 


would not increase production costs or prices. 
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President directed the Economic Stabilization Director to carry out the 
purposes of the act of October 2, 1942. 

On May 12, 1943, Justice Byrnes, then Director of Economic Stabili- 
zation, promulgated a directive, under the standards of the act, which 
permits wage adjustments to the minimum sound, and tested going rate 
for comparable work in similar plants in a particular labor market area. 
This directive also permits tapered increases for interrelated job classi- 
fications when there is a substandard or Little Steel adjustment. 

The standards of the Hold-the-Line Order and the May 12 directive 
are the standards of the present stabilization program and they are the 
standards under which the non-operating railway employes’ case has 
been considered. The only standard which allows a general flat in- 
crease over the level of September 15, 1942, is the Little Steel adjust- 
ment. This adjustment permits, in appropriate cases, an increase in 
straight-time hourly earnings to a point 15 per cent above the level of 
January 1, 1941. 


Rail Wage Increases 


The non-operating railway employes have had one general wage 
increase since January, 1941. This was the outgrowth of a claim made 
in June, 1941. Negotiation and mediation proving unsuccessful, an 
emergency board (known as the Morse board) was appointed and made 
its recommendations on November 5, 1941. The Morse board recom- 
mended a temporary increase for the non-operating railway employes 
of 9 cents per hour, an average increase of 13% cents. 


The railway workers protested the fact that the wage increases 
were to be temporary and considered the amount of the recommenda- 


tions inadequate. They threatened a strike, and so the Morse board 
was reconvened. 


The members of the board, acting as mediators, secured the Chi- 
cago agreement of December 15, 1941. This agreement raised the em- 
ployes’ wage 10 cents per hour, an increase of 15.6 per cent, or if con- 
sideration is given to the fact that the minimum wage was, in most 
instances, raised to 46 cents, the percentage increase in straight-time 
hourly earnings was 16.35 per cent. 


No further general wage adjustments for railway employes have 
been made but on September 25, 1942, the employes served notice of a 
wage claim for 20 cents per hour with a minimum rate of pay of 70 
cents per hour. A week later the Congress declared, by the act of 
October 2, that all wages should be stabilized as of September 15. 
Negotiation and mediation again proving unsuccessful, an emergency 
board was appointed on February 20, 1943. The board, reporting on 
May 24, 1943, recommended a general across the board increase of 
8 cents per hour. 

Five days later, the date of the supplemental report, I took over 
the duties of the Office of Economic Stabilization. During the next 
three weeks I devoted much of my time to the study of the recommenda- 
tions and of the standards under which wage increases may be made. 
I determined that a general 8-cent increase was not in conformity with 
the stabilization program. On June 22, I announced that the recom- 
mendation was not to become, effective. 

At the hearing it was suggested that in determining matters of this 
character, I do what the President wants me to do. I simply wish to 
say that in making this defermination the President did not directly 
or indirectly communicate With me. 

An opinion dated June 30 explained my action and indicated what 
might still be done. I stated that I believed the board had not ex- 
hausted the possible applications of the standards of the stabilization 
program. Knowing that the Morse board has been reconvened, I wrote 
my opinion in the form of a letter to the board and suggested that the 
board might reconsider its recommendation and might make a revised 
recommendation. 

This suggestion was not followed because the chairman of the Na- 
tional Railway Labor Panel and the members of the emergency board 
held the view that the board was dissolved. The chairman of the panel 
declined to designate a new board. 

Later the President appointed a special emergency board to recon- 
sider the case. That board recommended a 10-cent increase for the 
lowest paid employes and increases progressively smaller as the rate of 
pay advanced until the highest paid employes would receive an increase 
of 4 cents per hour. I found these recommendations, based upon the 
substandard and interrelated job classification principles, consonant 
with the stabilization program. 


Says Matter Is Settled 


At this point it is well to take note of one or two references in the 
record to the effect that everyone in the executive department would be 
glad to see this matter settled. It is settled. The question is whether 
Congress will unsettle it. 

It has been urged by some that when employers and employes agree 
to a certain wage increase there is little or no reason why the wage 
increase should not be put into effect. Such a position fails to take into 
account the fact that a wartime economy is not a peacetime economy. 
With fewer goods than there is purchasing power and with shortages 
of manpower, wages and prices must be controlled. Therefore a wage 
increase agreed to by employer and employe must still be squared 
against the standards of the wage stabilization program. 

From October 3, 1942, to October 1, 1943, the War Labor Board 
received 109,003 voluntary applications for wage adjustments. About 
25 per cent of these are joint employer-union requests. During the same 
time about 5,100 dispute cases came to the board. Most, but not all, of 
these included a wage claim. Hence, during the year the War Labor 
Board had five times as many joint employer-union wage increase ap- 
plications and fifteen times as many employer wage increase applica- 
tions (where no union was involved) as it had dispute cases. Much 
more often than not, then, the proposed wage increases which come to 
the government for approval present no dispute between the parties. 

The critical question is whether for some strange reason the law 
applicable to others is not applicable to the non-operating railway em- 


-merely mentioned three of the largest cases. 























TRAFFIC Wop, 


ployes and their employers. We would be in an indefensible poo: 
indeed, if privileged groups were exempted from the wage 
which others must adhere. That would be the same as Providing 
one butcher must sell his limited number of steaks at O. P. A. gay, 
prices while another butcher is free to charge whatever he can 9 
It has been stated that if the non-operating railway employes . 
subject to the wage stabilization program made effective under the 
of October 2, 1942, the railway labor act has been suspended or altered 
This is not so. All that has happened is that the wage dispute D ~ 
dure of the railway labor act has been supplemented with the 
zation standards applicable to all. Congress made no exceptions, 


No-Strike Vote Plan 


Neither strikes nor wage rates set at what the traffic wil] 
conducive to winning the war. Hence, back in May, 1942, the Preside, 
by Executive Order (No. 9172) made provision for discouraging * 
votes on the railroads by setting up a permanent panel from whia 
emergency boards could be chosen, by delegating his power of Seley, 
ing such boards to the chairman of the panel, and by Providing thy 
it would be unnecessary to take strike votes. 

After wages were brought under control by the act of October » 
1942, the President, carrying out the mandate of Congress to Stabiliz 
all wages, issued, on February 4, 1943, Executive Order No, 9299, 
order provides, among other things, that a copy of the em 
board’s report and recommendations is to be filed with the Director y 
Economic Stabilization and that the director may report to the Pre. 
dent as to the effect of the recommendations upon the stabilizatis 
program. The order provides further that wage and salary recomms 
dations of the board are to become effective at the expiration ‘of 
days after the report is filed with the President unless and except 
the extent that the Director of Economic Stabilization otherwise dire 

Following regularly established procedure the non-operating rj 
way employes have had their wage claims considered under the wa 
stabilization standards applicable to all. It has been possible to y 
prove a substandard adjustment with tapered increases in the inte 
related job classifications. 

It has been pointed out that these approved wage adjustments 
sult in an additional annual labor payroll of only $18,000,000 less thal 
a general 8-cent increase. From this it is argued that the stabilizatiq 
against inflation issue has disappeared from the case. Such a views 
of course, entirely erroneous. 

A relatively small consideration is that a general increase of 8 cens 
for the non-operating employes would probably necessitate upward 
vision for all of the operating employes. The all important considen. 
tion is that in view of the December, 1941, increase, an across-the-boari 
adjustment in any amount is violative of the Little Steel formula, 


Labor Group Pressure 


The pressure exerted by an organized labor group to break th 
Little Steel formula may be a new experience for Congress—but not fa 
those who have been doing battle with inflation. The War Labor Boar 
was asked to abandon the LittIe Steel formula in the West Coast Ai 
frame cases. The board declined to do so. The War Labor Board waj 
asked to override the Little Steel formula in the packing house casts, 
The board refused. The board was asked to scuttle this stabilizatioy 
policy in the shipbuilding cases. But again the board stood firm. I har 
In a sense every wage 
request that is denied presents an illustration. The Little Steel formu 
will be subject to attack in hundreds of future cases. 

If the Congress exempts one group from the application of the Little 
Steel formula, then the executive department would, in all fairness, 
compelled to abandon it for other groups. All cases pending before thé 
War Labor Board will be involved and all future cases will be affected 
If Congress desires some change in the standards of wage stabilization 
it should, in my view, write a formula applicable to all. 


Discrimination Charged 


In a letter to Director Vinson, reproduced in the Congré- 
sional Record of Nov. 15, Representative Price, of Florida, said 
it was “ridiculous” to enforce the “hold-the-line” order as 
railroad workers and to “allow every other union to recellt 
increases.” : 

“If this country should be paralyzed in the near future by 
a strike involving all employes of the railroad unions, 
Mr. Price, “I am sure we will have no one to blame but ths 
in authority who have refused the just demands of this g10) 
of loyal American citizens.” ; 

Representative Domengeaux, of Louisiana, said the resdll: 
tions introduced by Senator Truman and Representative U® 
ser, to “legalize” the 8-cent wage increase recommended ? 
the Sharfman board, were “designed to guarantee that reas 
and justice shall prevail in the very deserving case of the 
road workers.” 

Representative Pittenger, of Minnesota, in an address My 
the House, Nov. 16, said that “a very serious mistake’ ™ 
been made by the present administration in the handling of 
rail wage problem. 

“The monumental mistake that the administration mi 
when it froze wages,” he said, “was not to freeze the prices 
the products that the people buy.” ; 

He averred that “none of the men now charged with a 
torial control of the labor policy of the federal governmt 
was capable of improving on the railway labor act. He 
tended that the report of the special emergency board in ™ 
“non-op” case was “beautifully designed to cause turmoil alm 
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the railway: labor unions” and that it sought to set the unions 
of less skilled against the unions of higher skilled men. 


Support from A. F. of L. 


Support by the American Federation of Labor for the views 
expressed by spokesmen for the 15 non-operating railway em- 
ploye protherhoods in the hearings held Nov. 8 and 9 on S. J. 
Res. 91, the Truman resolution to “legalize” the 8-cent wage 
increase agreement entered into Aug. 7 by representatives of 
the unions and railroad management, was announced Nov. 14 
in a radio program, “Labor for Victory,” broadcast. over a na- 
tial network. Speakers on the program were George M. 
Harrison, president of the Brotherhood of Railway and Steam- 
ship Clerks, etc., and Donald Richberg, counsel for the 15 
“non-op” brotherhoods. They reiterated, in substance, the con- 
tentions they had made at the hearings on S. J. Res. 91 that 
the award of the Sharfman board was arrived at legally and 
that Stabilization Director Vinson had no authority under exist- 
ing law to fix railway employes’ wages (see Traffic World, 

, 13). 

OP ienator Langer, of North Dakota, in an address in the 
Senate, said that in the light of the findings reported by the 
Sharfman board, it seemed to him that Director Vinson, “in his 
arbitrary concelation of this 8-cent hourly increase,” had failed 
to do the job that he was appointed to do—that of aiding in the 
effective prosecution of the war—and that he had “through his 
rigid determination to freeze wages” actually impaired the war 
effort. 


TRAIN LENGTH ORDER STANDS 


With Commissioners Splawn, Patterson, and Rogers dis- 
senting, the Commission has denied a petition of the railroad 
brotherhoods to set aside its order in Ex Parte 156, in the 
matter of Service Order No. 85. The order, effective Septem- 
ber 15, 1942, authorized railroads to operate trains, for the 
duration of the war, when necessary for prompt movement of 
freight and to avoid congestion, without regard to any rules 
or laws in effect in the various states’ limiting the length of 
freight and passenger trains. 


Retirement Board Figures 


Retirement benefit payments to railroad employes totaled 
$11,226,592 in September, compared with $11,183,140 in August 
and $10,692,625 in September, 1942, the Railroad Retirement 
Board says in its October report. The payments brought to 
$721,163,021 the total paid since the board began operations. 
At the end of September, there were 161,774 monthly retire- 
ment benefits in force, compared with 158,064 a year ago. The 
average monthly benefits paid included: Employe annuities, 
$66.20; pensions, $59.09; survivor annuities, $31.87; death-benefit 
annuities, $25.37. Lump-sum death benefit payments totaling 
1317, averaging $362.55, were paid in the month, compared 
with 1,129 payments averaging $312.78 in September of last 
year. 

Unemployment benefits paid in September amounted to 
$41,951 for 1,576 employes, compared with $40,342 for 1,565 
employes the previous month and $204,345 to 9,265 employes 
in September, 1942. The average payment for first registration 
periods was $20.52, compared with $20.35 for August, and for 
epee registration periods, $29.14, compared with $29.75 
or August. 

Job placements by the board’s employment service totaled 
26,688 in September, a drop from the unusually high number 
of 36,090 in August. July placements had totaled 29,280, and 
placements in September, 1942, totaled 11,315. The employment 
service attributed the decrease to a further tightening of the 
labor supply. It said that personnel needs for September, as 
Teported by the railroads, were more acute than in the preced- 
ing month, rising from 92,000 to 107,000. 

The board reported that its administrative expenses had 
declined each fiscal year since 1940, the first full year of its 
operations. For 1943, it said, the cost was $5,040,000, of which 
$2,856,000 was for retirement operations and $2,184,000 for un- 
employment insurance and employment service operations. Ex- 


per for the previous fiscal year totaled more than $5,450,000, 
said. 


AIR SERVICE TO AKRON, OHIO 

By an order in No. 573, Application of American Airlines, 
Inc., for Amendment of Certificate, the Civil Aeronautics Board 
has granted authority to the applicant to include Akron, O., 
a an intermediate point on its route between Cleveland, O., and 
Nashville, Tenn., at such time as the board notifies the appli- 
cant that “the national defense no longer requires that inaugu- 
Tation of such service be delayed.” The board noted that Akron 
Was presently served by United Air Lines and Pennsylvania- 
ntral, but that it was without direct air service to the south. 


Air Transportation 


International Air Transport 


In an address in the House, Representative Sheppard, 
of California, advocated a policy or regulated competition for 
American air carriers in foreign transport service after the war 
and opposed the establishment of a government-sponsored mo- 
nopolistic air line in this country to conduct international air 
operations. 


He referred to the declaration of policy announced July 15 
by 16 domestic air lines recommending, as its first objective, 
“free and open competition—world-wide—subject to reasonable 
regulation by the appropriate governmental agencies,” and 
noted that American Export Airlines, Inc., “one of the two cer- 
tificated trans-ocean carriers,” had stated publicly its agree- 
ment with that policy. Those 17 air carriers, he said, believed 
that aviation was too great a gift, too young a business, and 
had too brilliant a future to be monopolistically handcuffed 
“just when it is about to stretch its world-wide wings,” and that 
there should be no artificially created cartel of the skies. He 
said he shared those views, and added that “free air indeed 
would be a mockery if we permitted this to happen.” 


“Yet,” he continued, “that is precisely what the two re- 
maining United States lines—the United Air lines and Pan- 
American—apparently would like to see brought into being. 
They propose that strange creation already christened the chosen 
instrument. They would have one big company, the bait being 
an offer of a merger for trans-ocean purposes to a number of 
the domestic lines. ... 


“If it takes 17 domestic air lines to service one-seventeenth 
of the world’s land surface, and one-sixteenth of the world’s 
population, is it the part of wisdom for the United States to 
have a chosen instrument, or one air line, to attempt to service 
sixteen-seventeenths of the world’s land area and a world popu- 
lation of more than 2,000,000,000 persons ? 


“The war alone should answer that question. It brought us 
the grim fruits of a quasi monopoly, for when the attack on 
Pearl Harbor occurred we had but one big air company in the 
overseas field. And we also had only six commercial airplanes 
designed for trans-ocean flying. That is why the domestic lines 
were called into the picture. The situation was desperate. . . 

“Today, as a result of the war effort, many of the domestic 
lines are flying routes to all five continents, over every ocean, 
and to the most remote points on the globe. As a consequence, 
we have more and better airmen qualified for international 
flight than any other nation on earth. The 16 air lines of the 
United States ask only the right to utilize the ‘know how’ of 
those airmen to greater advantage in international flight of the 
postal service, the commerce of the United States, and the 
national defense. Incidentally, I am told the mystery is all gone 
from ocean flying. The pilots say it is an easier job than taking 
a plane over the Rocky Mountains... .” 

He referred to statements made by Juan T. Trippe, presi- 
dent of the Pan American Airways System, favoring establish- 
ment of a single government-sponsored airline for overseas 
service after the war (see Traffic World, Nov. 6, p. 1133), as 
an attempt to “foster an air transportation cartel.” 

“Mr. Trippe’s monopolistic approach,” said Mr. Sheppard, 
“means less jobs, fewer opportunities, and a continuation of the 
same sort of ‘under-cover diplomacy’ which has characterized 
his company’s activities in the past. . . . The air is our last 
frontier, and the word ‘monopoly’ never had a place in our 
frontiers of the past, and must not now.” 

He inserted in the Congressional Record a statement by 
W. H. Coverdale, president of American Export Airlines, Inc., 
expressing opposition to the “school of thought” of which Mr. 
Trippe’s views were representative and favoring development 
of international air transport by U. S. carriers under a policy 
of “regulated competition consistent with the policies and stand- 
ards established by the civil aeronautics act.” 

“By competition,” said Mr. Coverdale, “we mean that any 
American-flag air line interested in providing air service be- 
yond our borders and into foreign countries should have the 
right to make application to a properly constituted government 
body, such as the Civil Aeronautics Board. We believe that open 
hearings should be held by such a body, in accordance with the 
principles of free enterprise. The number of companies that 
would emerge with certificates from such hearings would de- 
pend upon the ability of the applicants to qualify, and in addi- 
tion, upon the judgment of the Civil Aeronautics Board and the 
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President of the United States, as to the number of routes and 
services required in the public interest. .. .” 

J. E. Slater, of New York City, executive vice president 
of American Export Airlines, Inc., said in a press conference 
Nov. 15, in Washington, in which the corporation announced 
the filing by it of an application for additional international 
air routes, that he believed it was “almost certain” that three 
foreign air transport companies would extend their routes to 
U. S. ports of entry “promptly” after the war. Those airlines, 
he said, would be the British, Dutch and Scandinavian lines. 

Mr. Slater said that, as far as his company was concerned, 
there was no move afoot to oppose ownership of air carriers 
by surface carriers, and he added that he regarded coordinated 
service of a steamship company and an air line as “a natural.” 
He said that it was intended to establish American Export 
Airlines as a separate corporate entity, and that the reason 
that divestment of control of that carrier by American Export 
Lines, Inc., a steamship company, in accordance with a Civil 
Aeronautics Board order (see Traffic World, Sept. 18, p. 669) 
had not yet materialized was that wartime conditions prevented 
effectuation of a divestment plan, which would involve issuance 
of securities. 

The foreign air transport rights sought by American Ex- 
port Airlines, it was announced, would link Chicago, Washing- 
ton, New York City and Boston, as “co-terminal points” in the 
United States, with Bombay, India, over a route including stops 
at Paris, Rome, Athens, Cairo and Karachi (an extension of the 
applicant’s present route between New York and Foynes, Eire. 
Another proposed route would connect the U. S. cities named 
with Capetown, Africa, via Port of Spain (Trinidad), Natal 
(Brazil) and Windhoek (southwest Africa). Other proposed 
routes would include a “branch” route from Natal to Rome 
via Dakar, Casablanca and Algiers, Africa; a route between 
New York and Lisbon, Portugal, and an alternate route between 
New York and Foynes via Bermuda. 

Authority to transport passengers, cargo and mail is 
sought in the new application, according to the announcement. 
It was stated that the company planned to operate in the 
period immediately following the war, with several types of 
converted long-range, multi-engined military aircraft, until such 
time as new equipment “‘now on the drawing board,” including 
planes capable of transporting 108 passengers, could be con- 
structed. 


World Air Highways 


“All signs points to a great future in world air trade and 
travel, even if the volume cannot be accurately predicted to- 
day,” said L. Welch Pogue, chairman of the Civil Aeronautics 
Board, in an address delivered Nov. 16 in the annual New York 
Herald Tribune forum in New York City. 


The world highways of the air of the future, said he, always 
as flexible as the airplane itself, would reach and quickly ad- 
just themselves to every developed and developing world mar- 
ket of importance. The airplane, said he, would go where trade 
and travel called it, regardless of surface geography. 

“We must chart our air future in the light of this new 
flexibility,” he continued. . 


Chairman Pogue said international air transportation must 
not be shackled by unwarranted restraints. 

“Artificial barriers to the normal development of air trans- 
portation, once erected, would usher in a period of obstructed 
progress,” he said, “and another era of international conflict. 
Statesmen must see international air transportation not merely 
as a means of transporting passengers and merchandise, of 
deriving profit from trade and commerce, or of furthering their 
political objectives, but as the greatest potential force for world 
political, business, and social advancement that science has so 
far been able to achieve. We should not try too hard to main- 
tain the old, and harness the airplane to it. Existing interests, 
practices, and theories must shape themselves to fit the new 
air world. We may never achieve one great world nation, but 
international air transportation has brought with it the com- 
pelling need for a well-ordered family of nations.” 

Chairman Pogue, discussing briefly, as he said, a few of 
the problems that an intelligent air program for the future 
presented, said the nations of the world would’ be acting in 
their individual and collective self-interest if they would sub- 
stantially outlaw “exclusive air use” arrangements between 
nations. The obtaining of such exclusive air rights from one 
nation or from a group of nations, said he, thus giving rise to 
“zones of air influence,” was “a game at which many nations 
can play.” Such exclusive air use arrangements would seem 
to be more apt to retard the normal development of world-wide 
air transportation than to promote and develop it in accordance 
with the best interests of the world as a whole, said he. 
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“It will be in accordance with the enlightened Self-inte 
of all nations to agree among themselves, as a part of ol 
national working arrangements, that rights of commercial] ai 
transit shall be generally available to commercial aj 
all nations,” said he. “Only in this way will the skyy, 


opened for commercial planes to get to their commerciaj Out. 
lets. ‘ 











is, the right of any foreign air line to discharge and take 
passengers and traffic, each nation, except the Axis nati 
which present special problems, must decide where its best in. 
terests lie. It would be quite unrealistic at this stage of the 
world’s development to assume that such commercial outlet, 
should be more or less automatically granted to all comers. All 
countries, small or large, except the Axis nations, should COn- 
tinue to have the right to admit or exclude foreign commertig| 
aircraft in accordance with their own best interests. The q. 
istence and continued recognition of this right should not im 
pede proper development of the future air commerce pattem, 
Commercial outlets granted in the best interests of each Nation 
will be many and world-wide, because the benefits to be derived 
by any country from commercial air relations with other coun. 
tries are great.” 





“With respect to the granting of ‘commercial outlets,’ thy 
On 




















Pointing out that, under compulsion of war, excellent ai. 
ports had been built at many points in the world, Chairma 
Pogue said it would be a big step in the interest of all nations, 
including those in which the airports were located, if those ajp. 
ports, useful for international commercial operations, could tp 
opened for refueling, repair and storm refuge for the air com. 


merce of the world on a basis of equality and without discrimi. 
nation. 


Asking what should be the nature of our own international 
air lines, Chairman Pogue said he believed that private owner. 
ship should be continued in our international air operation 
subject to appropriate governmental regulation. He. askej 
whether it should be our national policy to authorize a singk 
American flag air carrier, or, in the alternative, several such 
carriers to operate in international air transportation, and, if 
several, should each operate in an area where it did not com. 
pete with any other American air carrier, or should reasonable 
competition between them in such traffic areas be permitted 

“There are several objectives to be sought,” said he. “We 
want the vehicle of the greatest strength, the vehicle best de 
signed to serve the interests and harmonize with the intern 
tional relations of the United States, although we must bewar 
of ‘over-bigness’ and not confuse that concept with strength 
. . . I assure you that the solution of this problem is not easy. 
Analysis of the problem in detail would justify extended dis. 
cussion. 

“In summary, I am generally in favor of a minimum 
artificial barriers to international commercial air operations; 
universal recognition of the right of commercial air transit; 



























avoidance of a world checkerboard of zones of air influence § 





and suitable airports throughout the world available on a fair 
and equal basis to commercial aircraft of all nations participat- 
ing in international air transportation. This country in the past 
has occupied an important position in the international ar trans 
‘portation field. It must continue to do so. As in the past, we 


should continue to benefit from private ownership and initia 
tive.” 


In conclusion, Chairman Pogue emphasized the importance 
of the public being well informed on the subject of intern: 
tional air transportation, to the end that right and proper pd 
icies be adopted and adhered to by this country. 

















Cc. A. B. ANALYSIS OF APPLICATIONS 


The Civil Aeronautics Board has issued a statement pit 
pared by its economic bureau and described as an analyss 
of applications for new service within continental United States 
pending before the board as of Aug. 31. The statement, cor 
sisting of eleven sections, each of which presents a certall 
grouping of the applications, has been filed as an exhibit 2 
No. 857, Local Feeder-Pickup Air Services, and identified # 
appendix 17. 


A summary of the applications, by types, in the statement 
showed that out of a total of 233 applications for new servic, 
36 had been filed by common carriers other than air carrie! 
These applicants and the operating authority they sought welt 
identified in one section of the statement. It was shown 2 
the summary, also, that 17 of the applications contempla 
property service only; that 70 proposed use of convention 
type planes while 26 indicated intentions to use helicoptels, 
that 19 proposed feeder service and 25 proposed pickup servi; 
that 43 sought authority for non-scheduled service, and 
36 asked for addition of new stops to existing routes. 
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Local Feeder-Pick-Up Air Service 


Responding to an invitation of Chairman Pogue, of the 
civil Aeronautics Board, to express the views of the Post Office 
ent with respect to general extension of air mail facili- 
ties throughout the country, in the proceeding in which the 
poard is investigating local, feeder and pick-up air services, 
Postmaster General Walker has written Chairman Pogue that 
the Post Office Department will support all forms of transporta- 
tion and utilize the peculiar advantages of each, impartially, in 
the interest of the postal service and stability of the entire 
transportation system. Mr. Walker’s letter, made a part of the 
record in the investigation, follows: 


Reference is made to your communication of October 13, 1943, in- 
yiting attention to the investigation opened by the Civil Aeronautics 
Board on September 28, 1943, to determine the need for air service to 
the smaller communities, and the opportunity thus afforded to this de- 
partment of expressing any views it may have regarding general ex- 
tension of air mail facilities throughout the country. 

With a view to being helpful in your present study of this im- 
portant matter, this letter may be regarded as a statement for the 
record representing the views of the Post Office Deparmtent concerning 
future expansion of the domestic air mail service. 

The Post Office Department charted and sponsored the majority of 
the present air routes. This sponsorship has been one of the most im- 
portant factors, if not the most important, in the development of the 
present air transport system. Throughout the development period, the 
financial aid of the Post Office Department was a most essential factor. 
Such aid was given wisely and in keeping with a sound program of 
development and progress. 

The domestic air transport system has now been brought to a state 
of financial self-sufficiency. Sound development and expansion should 
continue until the advantages of air transportation have been made 
available wherever the public convenience and necessity require. How- 
ever, the best interests of aviation will be served by healthy growth, 
induced by independent stability and unnurtured by subsidy financing 
except when the national interest clearly requires such assistance. 

The flow of mail follows closely the normal trade channels, long 
since covered by the general pattern of the present air transport sys- 
tem. Future increases in air mail volume will, for the most part, flow 
in these same channels and will be absorbed by additional schedules 
and larger aircraft. Undoubtedly, there are still potential routes, and 
feeder service areas, awaiting wise selection, where traffic potentials 
indicate early self-sufficiency, or where possible public benefit clearly 
transcends the factor of cost. Such wise expansion will have the sup- 
port of the Post Office Department, reflecting its traditional aviation 
policy and in keeping with sound postal financing. 

In contemplating the matter of feeder routes, it should be borne in 
mind that motor transportation will be resumed after the war with in- 
creased emphasis. This medium is well adapted for short haul traffic 
and high in popular favor. Supersedure by aircraft is not in immediate 
prospect. There will be few of the many proposals for local and feeder 
air service that will meet the searching tests of practicability and econ- 
omy in competition with surface transportation having inherent advan- 
tages. 

The Post Office Department will continue to give all proper encour- 
agement and wise assistance to aviation development. At the same 
time it will be mindful of a like obligation to other forms of trans- 
By 
utilizing the peculiar advantages of each, impartially, a completely 
effective and reliable postal service will be maintained, and a material 
contribution made to the stability of the entire transportation system. 


Postwar Air Traffie 


Development of air traffic in exclusive cargo plans after the 
war requires the solution of packing, loading, and unloading 
problems, says C. G. Peterson, chief engineer, Railway Express 
Agency, in a pamphlet, “Packaging and Handling of Air Cargo.” 
In order to hold down costs, it will be necessary “to obtain a 
fast turn-around of the planes and provide for their being in 
flight a maximum number of hours per day,” he says, and 
the time for loading and unloading at terminals must be held 
to a minimum.” To accomplish this, he continues, special 
Containers must be designed and conveyor loading and unload- 
ing equipment provided. 

He suggests immediate experiment and research to design 
the container, adding that it must be of light weight, inex- 
pensive and reusable; that it must resist rough handling and 
have a cover to retard pilferage; that it must be shaped to 
permit maximum loading, be of uniform size—preferably to 
hold about 500 pounds of cargo—and must have self-attached 
means for quick anchoring to the plane. 

Such containers could be unloaded and loaded containers 
Placed, by means of efficient conveyors at way stations in the 
ten-odd minutes required to refuel the plane, he says: 

. He contends, however, that most of the post-war cargo 
alr traffic will be carried on passenger planes. It was a con- 
Servative forecast, he said, that domestic airlines would fly 
6,000,000,000 revenue passenger miles in 1946. They would do 
this, he said, with planes having a total of 25,000 seats and a 
60 per cent load factor. This would leave 40 per cent of the 
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load factor available for cargo, he said, adding that it was 
axiomatic “that there is practically no difference between the 
—— flying cost of a plane partly loaded and a plane fully 
oaded.” 

Even on the assumption that all first-class mail would 
move by air after the war, he said, there would still be room 
on the passenger planes, there would still be space for more 
than 300,000,000 ton-miles of cargo transportation, he said. 
On the basis of the 5,250,000 ton-miles of 1941 air express, 
he said, the figures indicated an increase of 6000 per cent. 

This added traffic, he said, would be much of the same 
type as that now moving by air express. He discounted the 
possibility of the airplane invading the railroad carload traffic 
field, where the ton-mile revenue was less than one cent, nor 
would it take over any of the traffic moving on the Great 
Lakes. Ton-mile revenues on present railroad express traffic, 
he said, were 10% cents on less-carload shipments, and on 
air express, 80 cents a ton mile with certain arbitrary addi- 
tions and with discounts of as much as 60 per cent in some 
commodity rates. Even with those discounts, however, he said, 
it had been difficult to create air traffic in some lines. The 
lowest commodity air rate so far established, he said, was on 
seafood from north Pacific points. That rate was 26% cents 
a ton mile, but, he said, “after several months of intensive 
development and advertising, this produced about 625 pounds 
a month of new business for an average monthly revenue of 
about $130.” 

Speed was the principal reason for movement by air, he 
said, and in almost all cases the specifications for that type 
of movement was made by the consignee. Contrary to popular 
opinion, the chief field for air traffic lay in articles or goods 
in the process of manufacture, not in finished consumer goods, 
he said, because time was no great factor in the movement 
of the latter, which had to be displayed and sold before it got 
into the consumers’ hands anyway. Commodities which moved 
heaviest at present and which would probably furnish the 
major part of the post-war air traffic, he said, included ma- 
chinery and hardware, printed matter, electrotype matrices and 
plates, store merchandise, motion picture films, cut flowers, 
valuables and jewelry, news photographs, drugs, transcription 
records and personal baggage. 

The speed of air transportation might develop some new 
industries after the war, he said, but “there have been no 
such industries developed in the past and none are apparent 
in the immediate future.” 

He advocated cooperation among those interested in the 
development of a type of passenger air carrier to handle the 
greatest volume of cargo in connection with passengers and 
with the least disarrangement of passenger schedules. 

“The aviation industry as a whole has the opportunity 
now to work out the most efficient methods for cargo handling,” 
said he. “But these can only be arrived at by a closely coordi- 
nated and combined effort of the airplane designers, the airline 
operating officials, the traffic men who are to obtain the lading, 
and the engineers experienced in the physical handling of the 
type of traffic that is foreseen for the postwar period.” 


Air Certificate Applications 


Within a week after Nov. 11, the Civil Aeronautics Board 
received applications of four air carriers now engaged in trans- 
portation service to foreign countries (one of them under a tem- 
porary certificate) for additional foreign air rights, in addition 
to applications of two domestic air carriers and two steamship 
lines for authority to institute air service to foreign destinations 
after the war. Several new applications for domestic air trans- 
port certificates also were filed. 

The carriers now operating between the United States and 
points in foreign countries by which extensions of existing 
routes or establishment of new routes were sought and the 
docket numbers assigned to their applications were: No. 1157, 
Pan American Airways, Inc., New York City; Nos. 1170, 1171 
and 1172, American Export Airlines, Inc., New York City (see 
‘International Air Transport,’ elsewhere); No. 1173, American 
Airlines, Inc., New York City, holder of a temporary certificate 
for air transportation between Mexico City, Mexico, and (a) 
El Paso, Tex., and (b) Fort Worth-Dallas, Tex., via Monterrey, 
Mexico, and No. 1174, Pan American-Grace Airways, Inc., New 
York City. 

Pan American Airways, Inc., asked amendment of its cer- 
tificates so as to permit service on a “cut-off” route between 
Port of Spain, Trinidad, and Asuncion, Paraguay, via Manaos 
and Corumba, Brazil; service between Balboa, Canal Zone, and 
Rio de Janeiro, Brazil, with service to Bogota (Colombia), 
Manaos and Goyania (Brazil), and Havana (Cuba) as inter- 
mediate points; service between Mexico City and New Orleans, 
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TIDEWATER 


bined storage space in their strategically-located Teamimacs |g) ing problems. 


WAREHOUSES 





The Chain of Tidewater Termina 
and Inland Warehouses 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia 3, Pa. 


NEW YORK, Zone 4, 17 State Street CHICAGO, Zone 5, 1610 Transportation Bldg. SEATTLE, Zone 4, Spokane Street ¥ 
MERCHANTS WAREHOUSE COMPANY BAYWAY TERMINAL CORPORATION NORFOLK TIDEWATER TERMINALS, INC. LINCOLN TIDEWATER TE! 1 
10 Chestnut St., Philadelphia 6 (operated by Lincoln Tidewater Terminals) Norfolk 10, Virginia 5 17 State Street, New York 4, NJ 
George M. Richardson, Vice-President Bayway (Elizabeth) 2, New Jersey James A. Moore, Vice-Presidei:t Arthur Link, Vice-President 
R. S. McElroy, V.-P. & Gen. Mgr. and General Manager 
KEYSTONE WAREHOUSE COMPANY NEWARK TIDEWATER TERMINAL, INC. MERCHANTS WAREHOUSE COMPANY BOSTON TIDEWATER TERMINAL, 
515-541 Seneca St., Buffalo 4, N. Y. Port Street, Newark 5, New Jersey (Managed by Boston Tidewater Terminal, Inc.) 131 Beverly St., Boston 14, Massed 
W. J. Bishop, Vice-President J. A. Lehman, Vice-President 453 Commercial St., Boston 13, Massachusetts T. W. Haskell, Vice-President 
and General Manager T. W. Haskell, Manager a Manager 


Warehousing Service Built To Today’s Needs 





For many manufacturers, distributors, and receipts which become collateral at the 
processers who must meet today’s brand of local bank. This holds for inventories of 
storage-problems and financing, the Tide- either raw material or finished goods. Saves 
water Method of Field Warehousing is a you outside shipping, storing, handling, 
workable, likeable plan. Tidewater goes to and, of course, the accompanying costs. Let 


you, wherever you are, gives you warehouse- us tell you all about it. 










TIDEWATER FIELD WAREHOUSES, INC. 
17 STATE STREET, NEW YORK 4, N. Y. « JOSEPH E. LOWE, Vice-President 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 
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between Brownsville and Houston, Tex., between New Orleans 
and Havana, and between Merida and Houston, Tex.; certain 
changes as to intermediate points on Central and South Amer- 
ican routes, and removal of time limitation in New Orleans- 
Guatemala certificate. 

American Airlines, Inc., said it began operations to and 
from Mexico City on Sept. 8, 1942, through its wholly owned 
subsidiary, American Airlines de Mexico, S. A., and now had 
invested a total of $938,436.75 in land, operating property and 
equipment, excluding planes, on that route. It asked removal 
of the time limitation on its temporary certificate or the issu- 
ance, in lieu thereof, of a permanent certificate. 

Pan American-Grace Airways, Inc., pointed out that it now 
held certificates authorizing air service between Balboa, Canal 
Zone, and Buenos Aires, Argentina, over designated routes, and 
that operated between Arequipa, Peru, and Buenos Aires, be- 
tween Guayaquil and Loja, Ecuador, between Orora, Bolivia 
and Corumba, Brazil, and between Quito, Ecuador, and Ipiales, 
Colombia. It asked amendment of its certificates for transporta- 
tion of persons, property and mail in scheduled operations so as 
to permit operations between Chiclayo, Peru, and Ramon Cas- 
tilla, Peru; between Balboa and Buenos Aires via Lima, Peru, 
and Antofagasti, Chile; between Cali, Colombia, and Buenos 
Aires; between Buenos Aires and Montevideo, Uruguay, and 
between Mendoza and Tucuman, Argentina. 

Delta Air Corporation, of Atlanta, Ga., in No. 1159, sought 
authority to transport persons, property and mail over a route 
between New Orleans and Havana. 

In No. 1167, National Airlines, Inc., Jacksonville, Fla., 
asked for a certificate authorizing scheduled air transportation 
between Tampa or Miami, Fla., and Mexico City. In No. 1168, 
it proposed air service between Miami, Tampa and New Orleans, 
and Rio de Janiero, Buenos Aires, Montevideo, and Santiago. 

In No. 1160, Moore-McCormack Lines, Inc., of New York 
City, long engaged in the steamship transportation business, 
sought authority for scheduled air transportation of persons, 
property and mail over: three different routes between New 
York City and Buenos Aires, Argentina. 

In No. 1166, Grace Line, Inc., of New York City, likewise a 
company of long experience in steamship transportation, asked 
the C. A. B. for authority to institute scheduled air transporta- 
tion of persons, property and mail between New York City and 
Caracas, Venezuela, and between New York City and Balboa. 
As to the New York-Balboa route proposal, it specified that “the 
application for this route shall be deemed to be withdrawn if 
the route of Pan American-Grace Airways, Inc., is extended 
from the Canal Zone to Florida.” 


Other new applications filed with the C. A. B. are the 
following: 


No. 1156, Racine Flying Service, Racine, Wis.; scheduled transpor- 
tation of persons, property and mail over a “‘circle’’ route beginning 
and ending in Racine and embracing service to Kenosha, Beloit, Janes- 
ville, Madison, Waukesha and Milwaukee, Wis., and Waukegan and 
Rockford, Ill. 

No. 1158, Kansas Aviation Co., Manhattan, Kan.; scheduled trans- 
portation of persons, property and mail between Omaha, Neb., and 
Wichita, Kan., with service to Lincoln and Beatrice, Neb., and Topeka, 
Manhattan, Salina and Hutchinson, Kan., as intermediate points. 

No. 1161, United Air Lines Transport Corporation, Chicago, II1.; 
amendment of certificate for route between Los Angeles, Calif., and 
Portland, Ore., so as to include Klamath Falls, Ore., as intermediate 
points. 

No. 1162, William Edward Hann, Detroit, Mich.; scheduled, non- 
scheduled and charter operations in feeder and pick-up service, . for 
transportation of persons, property and mail on 21 routes within 
Arizona. 

No. 1163, National Airlines, Inc.; amendment of certificate for 
route between Jacksonville, Fla., and New Orleans, La., so as to extend 
route beyond New Orleans to El Paso, Tex., via New Iberia, La., and 
Port Arthur, Galveston, Houston, San Antonio, Uvalde and Del 
Rio, Tex. 

No. 1165, Landon Lawson Clevinger, Centralia, Wash.; scheduled 
transportation of persons, property and mail, by helicopter, between 
Astoria, Ore., and Crescent City, Calif. 

No. 1169, Southwestern Air Lines, Inc., Houston, Tex.; scheduled 
and non-scheduled transportation of express and air freight between 
St. Louis, Mo., and Mexico City, Mexico, via Little Rock, Ark., Shreve- 
port, La., and Houston, Tex. 

No. 1175, Interstate Airlines, Inc., Twin Falls, Ida.; scheduled 
transportation of persons, property and mail on feeder routes from 
Pocatello, Ida., to Pendleton, Ore. 

No. 1176, Thalhimer Brothers, Inc., Richmond, Va.; transportation 
of persons and property between points in Virginia and North Carolina, 
by helicopter, on 12 proposed routes radiating from Richmond. 


By an amendment to the application in No. 780, the appli- 
cant was designated as the Chicago, Black Hills & Western Air 
Lines, of Rapid City, S. D., in lieu of The Black Hills Transpor- 
tation Co. The applicants in No. 1149 were designated as New 
York-Los Angeles Airways, of Los Angeles, Calif. 

The Associated Truck Lines of Grand Rapids, Mich., a 
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motor common carrier of both intra-state and interstate gy, 
ments, has filed an application with the Michigan Public Service 
Commission requesting authority to establish aircraft Servic: 
for the transportation of freight and United States mai] Within 
the state of Michigan. The company operates daily bety 
approximately 350 Michigan points. The application—copje,_ 
of which were filed with the Michigan Board of Aeronautiq, 
and with Governor Harry F. Kelly—said that the compan 
intended to use both helicopter and conventional-type rs 
planes in the proposed air service. Company spokesmen, gp. 
nouncing the filing of the application, said they believed it 
was the first such request for authority to operate intrastate 
by air. They said they believed that the experienced personne 
of the company would enable it to operate successfully aS a 
mail and cargo carrier by air. 























WESTERN AIR LINES MAIL RATE 


In No. 695, Western Air Lines, Inc., Mail Rate for Route 
Nos. 13, 19 and 52, the Civil Aeronautics Board has establishes 
a rate of 0.3 mill a pound mile as the “fair and reasonable’ 
rate of compensation for transportation of mail by Westem 
Air Lines from Jan. 1, 1943, computed on a direct airport-to. 
airport mileage basis. 

It was shown in the board’s opinion in the proceeding that 
the three routes over which the carrier operated were between 
San Diego, Calif., and Salt Lake City, Utah; between Salt Lake 
City and Great Falls, Mont., and between Great Falls ani 
Lethbridge, Alberta, Canada. The board said that mail servic 
on the Great Falls-Lethridge route was begun June 12, 194) 
and that no rate had been fixed for mail transportation on that' 
route. 

On the basis of esimated results of Western’s scheduled 
air transport operations, said the board, the carrier might be 
expected to operate with its present passenger and expres 
rates at a profit of $51,915 per annum, or 2.11 cents a revenve 
mile, before mail pay and federal income taxes on the 2,463,8% 
estimated revenue miles to be flown. Such a profit, it said 
amounted to a return of 2.72 per cent before federal taxes m 
its reported total investment at April 30, 1943. 

“Thus it is apparent,” it continued, “that the fixing by 
us of a fair and reasonable rate of compensation for the trans. 
portation of mail by aircraft, the facilities used and useful 
therefor, and the services connected therewith does not requir 
the allowance in the mail rate of amounts heretofore frequently 
necessary in mail rate cases to permit the carrier to cover 
deficiencies in revenues in the carrier’s commercial operations” 











































COLONIAL AIRLINES MAIL RATE 


Concluding that the petitioner would realize, in “the forth 
coming year,” a profit of 8.5 per cent after provision for in 
come taxes at 40 per cent, on the basis of its present base rate 
of 21.61 cents an airplane mile for transportation of mail from 
New York City to Montreal, Canada, and from Burlington, Vt, 
to New York City, the Civil Aeronautics Board, by a “show 
cause” order in No. 842, Mail Rate for Colonial Air Lines, Inc, 
has denied tentatively a petition of Colonial Air Lines for a 
increase of the base rate for its transportation of air mail 
The board said the air carrier had alleged that that rate, fixed 
by the board in its order of Dec. 29, 1942, was too low. 

“On the basis of the estimates for the forthcoming yeat,’ 
said the board in a statement of its tentative findings and cor 
clusions, “petitioner will realize a loss before mail pay @ 
$72,219. At the present rate of mail compensation, mail revenle 
will amount to $136,150 and the operating profit for the forth 
coming year will amount to $63,931. This profit equals 14 
per cent of the recognized investment of $451,580.81 befor 
provision for federal income taxes and 8.5 per cent after prov 
sion for income taxes at 40 per cent. This return represen 
approximately the rate of net earnings which we have (ol 
cluded should be realized during the war in previous domesti 
rate cases. We therefore conclude that the present rates i 
compensation being paid petitioner represent fair and reas0l 
able compensation. . . .” 

The board ordered the petitioner to show cause, unde 
procedure outlined in its order, on or before Dec. 12, why tl 
board should not make final its findings and conclusions s 
forth in the tentative statement. 


AIR TRANSPORT REGULATION 


A statement entitled, “Who Changed Monro on Monopoly’ 
containing a contention that C. Bedell Monro, president. 
Pennsylvania-Central Airlines Corporation, had within a period 
of four weeks changed his position on the question of mond} 
olistic control of air transportation by the “Big Four’’ air ling 
has been inserted in the Congressional Record by Represeillt 
tive Reece, of Tennessee, as an extension of his remarks. 
Reece was a signer of the minority report on H. R. 3420, the 
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‘» transport regulation bill, and was the author of H. R. 
Las Miesigned to give effect to the views of the minority (see 
Traffic World, Oct. 25, 2. 1018). : 
Representative Reece cited from the minority report a 
statement that 81 per cent of the domestic air transportation 
in the United States was done by four companies, and observed 
that this information was from a speech by Mr. Monro, de- 
livered Sept. 30 (see Traffic World, Oct. 2, p. 781). Mr. Reece 
then called attention to a letter Mr. Monro had addressed 
on Oct. 25 to Representative Bulwinkle, of North Carolina, 
member of the House interstate and foreign commerce com- 
mittee, supporting H. R. 3420 and criticising the minority report 
pecause it advocated removal of present restrictions against 
surface carriers going into competitive air transportation, while 
pointing to dangers of monopoly (see Traffic World, Nov. 6, 
. a What caused Mr. Monro to turn a flip-flop in four weeks ?” 
asked Mr. Reece. 
Mr. Reece reproduced in the Record a table showing that 
of the total operating revenues of the domestic air lines for 12 
months ended July 31, 1943, American Air Lines had 25.6 
per cent; United Air Lines, 22.6 per cent, Eastern Air Lines, 13.1 
per cent, and Transcontinental & Western Air, Inc., 15.5 per 


t. 

“The overpowering control of the Big Four speaks for 
itself,” said Mr. Reece. 

He said the real fear of the air carriers was “the invasion 
of the entrenched position of existing air lines by others on the 
basis of free, fair, and regulated competition.” Regulated 
competition with no favor to anyone was the basic economic 
policy of this country with respect to transportation, he declared. 

Letters, telegrams and resolutions favoring enactment of 
H. R. 3420, the Lea civil aeronautics bill (see Traffic World, 
Oct. 23, p. 1018) have been inserted in the Congressional Record 
as follows: 


By Representative Harris of Arkansas, a resolution adopted by the 
Ohio State Junior Chamber of Commerce, a letter to Chairman Lea of 
the Houste interstate commerce committee from H. Ainsley Highman, 
executive secretary of the Aeronautic Association of Boston, a letter 
from Mayor Bennett, of Worcester, Mass., addressed to Senator Lodge, 
of Massachusetts; a telegram to Chairman Lea from the New Mexico 
State Aeronautic Commission, and telegrams from the Chambers of 
Commerce of Gardner and Quincy, Mass., from John Berry, of the 
Ohio Aeronautical Advisory Commission, Wilfred O’Leary, of the 
Wyoming State Aeronautical Commission, and C. M. Sharrar, chairman 
of the Nebraska Aeronautics Commission. 

By Representative Magnuson, of Washington, a letter from Howard 
N. Smith, chairman of the Texas Private Fliers Association. 


N. A. A. MANAGER APPOINTED 


Lowell H. Swenson, of Minneapolis, Minn., has been ap- 
pointed manager of the National Aeronautic Association, Wash- 
ington, D. C. Gill Robb Wilson, president of the association, 
said Mr. Swenson, now sales promotion manager for Williams 
Brothers Boiler and Manufacturing Co., Minneapolis, would as- 
sume his new duties Jan. 1. An active member of the associa- 
tion for several years, said Mr. Wilson, Mr. Swenson was now 
president of the Greater Twin Cities chapter and the newly 
organized Minnesota Council that had 2,000 N. A. A. members 
of 18 chapters throughout the state. 


EASTERN AIR LINE STOPS IN N. C., S. C. 


The Civil Aeronautics Board has issued an order in No. 
445 and nine cases joined with that proceeding, notifying 
Eastern Air Lines, Inc., that the national defense no longer 
requires that the inauguration of service to Raleigh, N. C., as 
an intermediate point on its New York-New Orleans route, and 
to Columbia, S. C., as an intermediate point on its New York- 
Miami route, be delayed. 


U. S. GOVERNMENT LAND OWNERSHIP 


After stating, in a report on federal ownership of real 
estate, that a total of 383,600,533 acres of land owned or to be 
acquired by the federal government represented 20 per cent of 
the entire area of the United States, the congressional joint com- 
mittee on reduction of nonessential federal expenditures, headed 
by Senator Byrd, of Virginia, listed various government agencies 
and the acreages they had acquired or planned to acquire, with 
the cost in each instance. The list included the Maritime Com- 
mission, the Civil Aeronautics Board, the Inland Waterways 
Corporation, the Public Roads Administration, and many other 
agencies. 

The Maritime Commission, according to the report, had 
acquired, as of Jan. 30, 1943, a total of 970 acres at an aggregate 
cost of $4,868,703, with 932.41 acres to be acquired as of that 

te, pending condemnation, and 2.67 acres pending direct 
purchase. From Jan. 1, 1942, to June 30, 1944, the cost of land 
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purchases by that commission, for 1,507 acres, would amount 
to $5,665,000, and the cost of 1,189 acres proposed to be pur- 
chased by the commission from Jan. 1, 1943, to June 30, 1943, 
would be $948,000, the committee said. 

The report showed that land acquired by the Civil Aero- 
nautics Board as of June 30, 1940, according to Federal Works 
Agency computations, totaled 31,117 acres costing an aggregate 
of $7,135,613; that land acquired as of that date by the Inland 
Waterways Corporation totaled 535 acres and cost $2,382,365, 
and that land acquired as of that date, also, by the Public Roads 
Administration totaled 111 acres, costing $2,615,796. The com- 
mittee said these figures included the purchase of land and 


consequent improvements, but not the original cost of public 
domain. 


AIR REVENUE STATISTICS 


Net revenues from operations of eighteen domestic air 
carriers for the eight months ended Aug. 31 totaled $31,354,799, 
as against $18,040,576 for the first eight months of 1942, ac- 
cording to a compilation issued by the rates and audits division 
of the Civil Aeronautics Boards economic bureau. The compila- 
tion showed that operating revenues of those carriers in the 
first eight months of 1943 totaled $118,413,474, compared with 
$106,373,928 in the corresponding period of 1942, while operat- 
ing expenses totaled $87,058,675 in 1943 and $88,333,352 in the 
1942 period. 

The operating revenues, according to the tabulation, con- 
sisted of the following: Passenger, $82,038,476 in 1943 and $74,- 
794,737 in 1942; mail, $24,745,210 in 1943 and $23,454,529 in 
1942; express and freight, $8,655,728 in 1943, and $5,309,391 in 
1942; “all other,” $2,974,060 in 1943, and $2,815,271 in 1942. 


DENVER-KANSAS CITY AIR SERVICE 


A prehearing conference report issued by the Civil Aero- 
nautics Board in No. 934, Continental Air Lines, Inc., Mail 
Rates for Routes Nos. 29, 43 and 60, on Nov. 12, contained a 
statement, attributed to counsel for Continental, that opera- 
tions over its route No. 60, between Denver, Colo., and Kansas 
City, Mo., would probably begin “at some time in the near 
future.” Reviewing contentions of counsel for the respondent 
and of public counsel of the board, the prehearing conference 
report, without making any recommendations as to the mail 
rates, cited an assertion by Counsel for Continental that a de- 
termination of a reasonable rate of return was dependent on 
the investment base and that, “while a return of 8 per cent 
might constitute a fair and reasonable return on the $979,081 
investment base set forth in the respondent’s answer,” a figure 
somewhat in excess of 8 per cent would be reasonable on the 
investment of $516,896 used by the board in its statement of 
tentative findings and conclusions in the proceeding. 


AIRPLANE LANDINGS SURVEY 


That air lines finding additional ports necessary for their 
operations ought to provide for such facilities out of their own 
funds is the view expressed by C. T. Stripp, of the National 
Malleable and Steel Castings Co., Cleveland, O., in a letter to 
Representative Crosser, of Ohio. 

Reference was made by Mr. Stripp to H. R. 3411, intro- 
duced by Representative Randolph, of West Virginia (see Traf- 
fic World, Oct. 16, p. 930). The Randolph bill calls for a survey 
of the need for a system of airports, landing fields, and other 
landing facilities throughout the United States. Mr. Stripp said 
Charles L. Stanton, administrator of the Civil Aeronautics Ad- 
ministration, had sought the establishment of airports from 
public funds. Such proposals, said he, called for subsidies that 
would be detrimental to other forms of transportation. 

“If air transportation reaches the scope anticipated,” he 
continued, “and it no doubt will, the industry using such ports 
should build and maintain them the same way railroads build 
and maintain improvements which they find necessary. Rail- 
roads must provide their own terminals, depots, switching and 
classification yards, right-of-way, docks and whatever additional 
facilities they require and must do so without subsidization.” 


MARKING L. C. L. SHIPMENTS 

The Consolidated Classification Committee, meeting at Chi- 
cago, November 17, held a public hearing on a number of 
docketed subjects, including the railroads’ proposal to amend 
section 2 of Rule 6 of the classification to provide that the 
name and address, or an identifying symbol or number, of 
manufacturer or shipper be shown on. each piece of less carload 
freight moved. No support of the proposal was voiced. Oppo- 
sition was given by representatives of several shippers, includ- 
ing Swift and Company, Hocking Glass Corporation, and the 
Sprague Warner division of Sprague-Warner-Kenny Corpora- 
tion. They said the amendment would greatly increase their 
companies’ expense in handling 1. c. 1. shipments and would 
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have little effect in decreasing losses of such shipments. Many 
pieces were so small that there would be difficulty in placing 
even small symbols on them, particularly when such pieces 
were shipped and reshipped by several consignors, they said. 
Weston Barger, of the Hocking company, said the amendment 
would necessitate placing additional markings on more than 
4,000,000 boxes shipped annually by his company. Many of 
those boxes were shipped under jobbers’ names, and the rail- 
roads would be unable to trace the movement of the boxes, 
when they went astray, because the jobbers had no offices at the 
point of origin of the movements, they said. 


Legislative Rate Making 


Senator Stewart, of Tennessee, has inserted in the Con- 
gressional Record a letter addressed to him by John P. Ferris, 
director of the commerce department of the Tennessee Valley 
Authority, on the subject of “regionalized freight rates.” Sen- 
ator Stewart said the letter was in response to a request that 
Mr. Ferris “reduce to writing” a speech he had made in Wash- 
ington “before a group interested in this question.” 

Much of Mr. Ferris’ letter was devoted to a discussion of 
‘industrial deficiency” of the south and west as compared with 
“official territery, the great industrial region” and to a presen- 
tation of the view that the existing freight rate structure oper- 
ated to handicap industrial development in the south and west. 

He disagreed with those who contended that any reduction 
in southern and western class rates—‘‘assuming that equality 
would be reached by reducing them to the existing official ter- 
ritory level”—would require ruinous increases in the commodity 
rates on which raw materials and low-grade processed goods 
now moved within and from these regions. 

“This fear,” he said, “is undoubtedly behind the vigorous 
opposition of a few ‘heavy’ southern industries to any change. 

Since class rates contribute only a comparatively small 
part of the total revenue, it follows that they could be reduced 
to the official level with only very small compensatory increases 
in the large proportion of traffic moved on commodity rates.” 

His letter included the following: 


One of the most often reiterated arguments against change has been 
that the railroads will make any necessary concessions on behalf of 
manufacturers who are suffering from high class rates, without any 
need for disturbing the whole rate structure, But it is basically unfair 
that a new manufacturer, or a prospective. manufacturer, should have 
to depend on convincing the railroads that he actually requires the 
rates. Equal opportunity in the matter of freight rates should be a 
right, not a favor to be conferred in the discretion of the railroads. .. . 

Furthermore, the railroads can by no means always make good on 
their declaration of willingness to adjust. With the best will in the 
world, the originating southern or western railroad can control the 
rates only to the end of its own lines. The records of the I. C. C. class 
rate investigation and of the hearings on Senate 942 (to regulate 
freight-rate associations) contain numerous instances in which official 
territory lines have either vetoed or unduly delayed lower rates the 
southern and western lines have proposed to them. Too often, rate 
changes require years of time and batteries of legal and rate counsel— 
a luxury denied to small manufacturers. 

Perhaps most serious of all, it is hard to get relief without showing 
harm in the legalistic sense to a going concern. Obviously you cannot 
do it for an enterprise not yet established, even though it may be per- 
fectly clear that adverse freight rates are the very thing preyenting the 
birth of a new industry. ... 

The case for a nationally uniform system of class rates rests on 
three propositions. First, no other systerh will mete out even-handed 
justice to individual business enterprises. Second, no other system will 
confer equality of opportunity among the several regions to make full 
use of their resources. Third, a nationally uniform system would pro- 
mote greater production and greater prosperity in every region. 

The big job of our generation is not to squabble among ourselves 
over the past flow of production. It is rather to expand that flow to 
heights which were undreamed of until the war came along and proved 
to us we have the means if we have the will. 


Multiple Carloadings Rule 


Revisions proposed in classification rule No. 33, published 
and filed with the Commission by the Consolidated Freight 
Classification Committee, covering the restowing or rebracing 
of carload freight remaining in or on a car at the destination 
intermediate to the final destination when such carload freight 
is transported subject to the consolidation privileges contained 
in the new O. D. T. Order 18A, were not required by that order, 
said National Industrial Traffic League in a petition filed with 
the Commission, asking that the proposed rule be suspended 
(see Traffic World, Nov. 13, p. 1208). 

The League said a special committee had studied the 
requirements of sections 500.78 and 500.79 of O. D. T. Order 
18A, and the proposals of the railroads and the classification 
committee. This League committee, said the petition, had 
advised the carriers, the O. D. T., and members of the Com- 
mission’s staff of “grounds and reasons why the proposed 
amendment of rule 33 is not proper or necessary, and is un- 
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desirable. The rule is not clear, and certainly is ambjo,,,, 
as applied to cars loaded by two or more different consjona.: 

The revised rule would be unjust and unreasonable «i 
the League, and that it would be in violation of section bar 
of the interstate commerce act in that it would serve to lin 
and restrict the liability of the initial and connecting carpi, 
for the safe and proper transportation of freight, ang “ 
from consignors and owners of the groods the protection af! 
the clear receipt under the uniform bill of lading as conten, | 
plated by that section of the act. 

Enforcement of the proposed amended Rule 33 to jp 
come effective November 22, would “retard rather than pro, 
the maximum use of railroad cars,” says the Chicago i 
tion of Commerce in a petition to suspend mailed to 
Commission November 16. The amended rule would place ¢, 
shippers the responsibility for loading multiple-cars gs 
intermediate shipments could be unloaded without damage 4 
the remaining shipments and the responsibility for Testowing 
and rebracing of the remaining shipments at intermedia: 
points (see Traffic World, November 13, p. 1208). 

“Frequently, cars can not be so loaded at point of opis; 
that one carload unit can be removed at the inte 
point without restowing and rearranging the freight so ag 
provide for safe transportation of the remaining unit to fin) 
destination,” says the petition. “The shipper, as a p 
matter, could not perform this task at the intermediate 
and the consignee unloading the first carload shipment at th 
intermediate point has no interest in nor responsibility for th 
movement of the second carload unit from the intermediap 
stop-off point to the final destination. The practical effeg 
of the rule would, therefore, be in many instances to preven 
the multiple loading of carload shipments in a single car, 

The effect of the amended rule, it says, would be tom 
lieve the railroads of responsibility for the safe transpo 
of carload shipments, in violation of paragraph 11 of Section 4 
of the interstate commerce act. In filing the rule, it add 
the railroads “have attempted to place the entire responsibility 
on the shipper while the increased revenue resulting from 
heavier loading accrues entirely to the benefit of the carrier’ 
The railroads assert the rule was filed to comply with Sectin 
500.79 of O. D. T. general order No. 18-A, it says, but that 
section merely requires the carriers to file supplements neces 
sary to carry out the order and refers only to rules for r. 
stowing and rebracing of multiple-carload shipments. 

Under the proposed rule, “if the shipper or consignor js 
unable to arrange for necessary labor at the intermediate 
point, he can not rebrace, restow or rearrange the shipment 
and, therefore, can not load two carload shipments in a single 
car,” it concludes. 








































HAWTHORNE ON A. A. R. CAR ACTIVITY 

V. R. Hawthorne, executive vice-chairman of the mechar- 
ical division cf the Association of American Railroads, spoke a 
car activities of the A. A. R. at a car department night dinner 
meeting of the Western Railway Club at the Sherman Hote, 
Chicago, November 15. 

He said the railway freight car had “probably had mor 
thought and effort devoted to its design, maintenance and us 
than any other vehicle of transportation.” There were, on th 
first of this year, 2,150,164 freight cars in interchange service 
in the United States, Canada, and Mexico, he said. He d 
scribed the A. A. R. as the medium through which cooperatio 
among shippers, owners of the cars, and the railroads generally 
operated. This cooperation, he said, was needed to 
the loading, transit, and unloading of the cars. He discussel 
at length changes and developments over a long period 
years in codes of rules and tariffs governing such interchange, 
including car service and per diem rules, demurrage rules 
charges, closed car loading rules, activities and rules of shippt 
advisory boards, the A. A. R. military transportation sect 
rules, and rules governing conditioning of and repairs to freight 
cars. The A. A. R., he pointed out, had set up committed 
to prepare standards for achieving uniformity in designs of 
wheel, axles, brake beams, couplers, and the like, which & 
abled railroads to interchange cars. : 

In the war period, he continued, the mechanical division, 
working with technical advisory committees of the W. P. B, 
had modified a number of material specifications in order 
cut down the amounts of critical materials used in construt 
tion and repair of cars. Such activity had been largely 
sponsible for the ability of manufacturers to build many nev 
tank cars and military sleeping and kitchen cars, he said. Th 
division had set up local mechanical committees on the ral 
roads, in the war period, that had been active in improvili 
conditioning of cars for loading, in seeing that cars were pror 
erly loaded, and in reducing delays in loading of cars, said he 
“A large amount of credit for the tremendous job being done by 
the railroads belonged to the local mechanical committees, 
he said. 
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N.I. T.L. Annual Meeting 


League Endorses Bills to Forbid Car Spotting Charges, Condemns Statutory Rate Making, Ad- 
vocates Tax Exemption of Deferred Maintenance Reserves—Acts on Committee Reports 
—Elects Keeler—McCarthy Predicts Hard Pull for Transportation 


By Rosert J. Bayer 


The National Industrial Traffic League, at its thirty-sixth 
bd annual meeting at the Palmer House, Chicago, November 
18, ratified a resolution adopted by its executive committee stat- 
? ing its position in favor 
of freight rates made to 
cover “the entire service 
of transportation from the 
point where the freight is 
loaded on the cars at or- 
igin to the place where 
the freight is removed 
from the car at destina- 
tion,” and adopted an- 
other resolution, submit- 
ted from the floor, ex- 
pressing strong opposition 
to so-called legislative 
rate-making bills in Con- 
gress. 

Action on the first 
mentioned resolution came 
in connection with the 
adoption of the report of 
a special committee on Ex 
Parte 104, Part II, pre- 
sented by its chairman, 
George A. Blair, general 
traffic manager, Wilson 
and Company, Chicago. 
The report said that the 
action of the Commission 
in'the matter of spotting 
charges for the A. E. Sta- 
ley, Staley Manufacturing 
Company, Decatur, IIl., 
and inferences drawn at recent hearings involving car spotting 
for the Corn Products Refining Company, Argo, Ill., and other 
companies, indicated that it was proceeding in the direction of 
establishing spotting charges for placing cars at industries 
served by private sidetracks, with no such charge to be made 
for placements on public team tracks or so-called simple sid- 
ings holding only one or two cars. 


The Commission was “failing to reveal that such a pro- 
gram is under way,” said the report, “whether through design 
of concealment or mere indifference, or what amounts to stolid 
refusal to face the realities of the situation.” There could, 
however, be no question, it continued, “that, step by step, 
spotting charges are to be established at a few and then at 
many and finally at all plants having a system of tracks equiva- 
lent: to more than simple sidetracks.” This was practically 
identical with the car spotting charge attempts of 1915, it said, 
“which the Commission then condemned after exhaustive hear- 
ing and responsive to a great volume of public protest through- 
out the country.” The railroads were not sympathetic with the 
development, said the report, continuing: 


The need for ‘‘educating’’ the Commission on this subject is empha- 
sized also in private statements of railroad officials who are sincerely 
favorable to the league’s long expressed platform (that the freight rate 
covers placement services alike on private and public team tracks, re- 
gardless of the magnitude of the industry and the volume of its traffic). 
One of the ablest railroad attorneys of the country, who is following 
this question closely in the interest of his road, considering the oppor- 
tunity and dilemma confronting the various Chicago lines writes under 
date of September 27, 1943: 

“I am more convinced than ever that we must renew our efforts to 
inform and educate the Interstate Commerce Commission with respect 
to this problem. The present hearing in this proceeding gives us a 
further opportunity of continuing this task. The Commission is now 
squarely confronted with the question whether it will discard the prac- 
tice that the American railroads have pursued for a century—that of 
Making a line-haul rate that includes terminal services—or whether it 
will follow the English method of making rates under which there is 
a separation between the line-haul and the terminal charges. It is diffi- 
cult for me to escape the conclusion that in passing upon the funda- 
mental question, an important if not a controlling element is the cost 
of the switching at a particular plant as compared with the cost of 
Switching at other industries and team tracks in the same territory or 
on the same railroad.”’ 


J. B. Keeler, new president, N. |. T. L. 


The majority of the members of the Commission seem not to realize 
that there is any program for spotting charges. Certainly it is not 
realized by the shippers generally; and such plan has no support what- 
ever from carriers. The league is not authorized to make any definite 
announcement on the Commission’s behalf; and certainly it should be 
recognized that this is no time for diverting energies from production 
and war-effort for the purpose of trying out such proposition through 
the medium of extended public hearings where both sides of the ques- 
tion can be fully developed. 

If such program is to proceed by definite design and purpose or 
through stumbling along on a path which leads to the same result, it 
may be that the provisions of Sections 1 and 6 of the act, under which, 
since 1888, the freight rate actually has covered the placement services 
as well as over-the-road conveyance, will require amendment by which 
Congress expressly will so declare. Such amendment would have the 
league’s vigorous approval, as well as undivided support of the shipping 
public generally, and the railroads as well. 


The pertinent resolution said: 


That the league’s position shall be maintained that under the inter- 
state commerce act and the practice of the carriers, the freight rate 
covers the entire service of transportation from the point where the 
freight is loaded on the cars at origin to the place where the freight 
is removed from the cars at destination. No charge may properly be 
added by the carrier for any so-called spotting service, when performed 
by the carrier. 

That the league appreciates the past cooperation of the Association 
of American Railroads in opposing any proposition for spotting charges 
and the individual action of the Decatur Lines in contesting the so- 
called Staley case; and the league urges that the Association of Amer- 
ican Railroads shall .consider appropriate further action until the 
question is settled. 


The resolution further expressed the league’s endorsement 
of the “substance” of H. 3554 and S. 1492, the general purpose 
of which, according:to John S. Burchmore, league counsel, was 
to express the principle of the “American system” of covering 
the entire transportation service in the line-haul rate. 


A. W. Stebbins, traffic manager, Thatcher Manufacturing 
Company, Elmira, N. Y., spoke against the resolution and 
moved a substitute, that the league oppose the two bills as 
examples of statutory rate making and as legislative over- 
throwing of Commission and Supreme Court action, and that 
the entire matter be sent back to the executive committee for 
further study. There was no second to his motion, and the 
resolution as presented was adopted without other oppoSition. 


Statutory Rate-Making Resolution 


The resolution in opposition to rate-making bills in Caen- 
gress was presented from the floor by Lowe P. Siddons, traffic 
manager, Holley Sugar Corporation, Colorado Springs, Colo., 
following a report on the subject by a special committee, A. H. 
Schwietert, traffic director, Chicago Association of Commerce, 
chairman. The resolution read as follows: 


The National Industrial Traffic League in annual meeting assembled 
records its opposition and objection to the several bills and resolutions 
(some ten or twelve in number) now pending in Congress, having to 
do with the revision of the railroad rate structure and amounting to 
attempts at political rate-making or pressure rate-making. While osten- 
sibly several of these bills purport only to restate or clarify the national 
policy or to define ‘‘uniformity’’ of rates and classifications as a con- 
trolling principle, yet in:the circumstances of their introduction it is 
clear the proponents intend that the Commission shall be influenced to 
prescribe changes in the rate structure for the benefit of particular 
sections or interests; and with all due recognition of the sincerity and 
propriety of efforts of individual members of Congress to have regard 
for the rights and interests of their constitutents, it is manifestly 
against the common interest of everyone to have the function of rate- 
making exercised directly by Congress and changes in rates made the 
subject of debates and decision by the voting of representatives of 
various sections. 

These bills are wholly undesirable because by their mere pendency 
they might operate as pressure influence on the Commission and, if 
there be any prospect of passage, they are dangerous as tending to 
interfere with the orderly process of regulation of transportation 
threugh qualified and independent administrative agencies, and as 
threatening the independence and integrity of Commission procedure 
in applying sound judgment: to the facts and circumstances of trans- 
portation under broad principles enacted by the Congress. 

The making of rates has for years been carried on by the Interstate 
Commerce Commission free from interference from Congress, and, 
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without hereby implying approval or disapproval of the present rate 
structure, the league earnestly insists that any defects or faults therein 
should be left for reformation by the Interstate Commerce Commission, 
whose independence and exclusive jurisdiction should be preserved, 
without legislative interference or attempts at either statutory or 
political rate-making. 


The resolution was overwhelmingly adopted after objec- 
tions voiced by E. M. Angell, general traffic manager, Stokely 
Brothers and Company, Indianapolis, Ind., who said that the 
bills could not be construed as attacks on the independence 
and integrity of the Commission, because the Commission only 
had independence in the carrying out duties delegated to it by 
Congress and that its integrity lay in the faithfulness with 
which it carried out the mandates of Congress. He held the 
league, in adopting the resolution, after having adopted another 
in which it sought to have Congress adopt legislation to prevent 
the assessment of car spotting charges, would be inconsistent. 
The latter was just as much statutory rate-making as the bills 
calling for rate uniformity, he insisted. 

In his report, Mr. Schwietert said his committee, which 
consisted of forty members, was preparing a detailed analysis 
of the bills which would be put in pamphlet form and dis- 
tributed among members of the league. He asked that those 
members approach their Congressmen to point out to them 
the dangers in what might more properly be condemned as 
political rate-making than statutory rate-making. His report, 
submitted as information, was adopted. 


McCarthy Speaks 


The only scheduled speaker of the meeting was H. F. 
McCarthy, director, division of traffic movement, Office of 
Defense Transpertation. He spoke at the opening session. 

“Good war news means heavier war traffic,” said he. Those 
who saw the success of our arms as a Sign that the load on 
the transportation agencies would ease, he said, should realize 
that “the traffic movement job will tend to increase with 
military success,” and that “the end of the war with Germany, 
whenever it comes, will mean in transportation terms that the 
tons of freight will merely be dedicated to fight the Japs even 
more intensively and to help rehabilitate the victims of ag- 
gresion.” 

Other factors indicated that the peak traffic load had not 
yet been reached, he said. The problem of truck transporta- 
tion was becoming so severe, he said, “that we must take into 
account the certainty that tonnage now and normally trucked 
will increasingly gravitate to rail.” The reasons for that were 
partly economic, he said, and partly the “result of deterioration 
of our trucking equipment induced by artificial wartime 
factors.” 

The impression that the traffic peak was past, he said, was 
based on the fact that “in some areas and for a given short 
period” there had been a diminution of traffic. That, he said, 
was a good thing, because “undoubtedly some of the capacity 
and capability peaks have likewise passed.” He said he was 
not predicting a carrier breakdown. Up to the present, he said, 
“most of the weak spots have been discovered and most of 
the controls and correctives applied. There was amazement at 
the quality of the transportation performance up to now, he 
added, and one of the “products of that amazement” was the 
belief that ‘“‘no more can be expected and that no more records 
are in sight or possible of accomplishment. That attitude was 
“misfortune’s cruelest trick,” he said, adding that “we are 
only prepared for the expected; we are not well prepared fo” 
the unexpected—and war is replete with case after case of 
the unexpected happening.” Transportation, he said, must pre- 
pare itself “for tasks that exceed the foreseeable by a safe 
margin.” 

Among these possible contingencies he mentioned the prob- 
ability that the coming winter would be more severe than that 
of 1942-1943, which was milder than the average. Manpower 
stringencies would continue to increase, he said, not only on 
the transportation systems themselves, but among shipping 
firms where it would tend to “curtail their ability to contribute 
fully to transportation efficiency.” 


These problems could only be met with a continuation of 
the shipper and carrier resourcefulness already displayed, “to- 
gether with a further perfection and intensification of the 
controls and correctives already known.” He referred to the 
O. D. T. program to accomplish a further increase of 10 percent 
in car efficiency. Director Eastman was soon to send to the 
presidents of industrial companies a letter “asking them to 
issue instructions which would enable each traffic manager to 
have full authority to accomplish that company’s part in the 
campaign regardless of the work or the cost,” he said. Local 
car efficiency committees and “already existing shipper and 
carrier organizations” were to be asked “to put the program 
before every shipper and receiver of freight.” These, he added, 
would be “fortified with specific and definite suggestions which, 
if followed, “would lead to the needed betterment.” 






The committee presented a resolution of respect to the 
memory of Clare B. Tefft, manager of the transportation de 
partment, Toledo, O., Chamber of Commerce, vice-president 
of the league, recently killed in an automobile accident. The 
resolution was adopted. It also announced that E. B. Boyd, 
former chairman of the Western Trunk Line Committee, wh0 
died recently, had been the first secretary of the league in 19. 

It announced that it had authorized the special committee 
on transportation matters to file a petition for suspension of 4 
proposed change in classification Rule 33, which would have the 
effect of making consignors liable for repacking and restowing 
of multiple-loaded cars. The tariff containing the change, it 
said, was scheduled to go in effect November 22 and the pet 
tion had to be filed on or before November 11. The committee | 
had done as it was instructed, it said. On motion, the action | 
was approved. 

The committee reported that it had empowered the leagues — 
officers, if they considered it necessary, to call a spring oF 4 
special meeting before the time set for the next annual meeting. 
The place and time of the next annual meeting were set fot 


TRAFFIC WORLD Noven 
“We want the shipper or carrier who has forgotten the Pé 
overlooked or disregarded any possible step which wil] of with < 
tribute to bettering present efficiency standards to be broughy on No 
up short and returned to the path of the necessary virtie T 
said he. “The shippers are not expected to do the job alone 
for the Association of American Railroads has plans laid t, 
follow up all the way through the individual railroad Organi T 
zations.” é Charl 
He denounced what he called “irritations and wi merce 
thinking.” Among these he enumerates the solicitor’s Statement: legis! 
“We can handle some more business.” : A sec 
“With whose cars?” he asked. “Over what route or con- tende 
necting line? Through what gateway?” He said shi Is to lal 
should “disregard the advice of the narrowly interested and mine 
the presently interested and look at the situation in general pers. 
and over a period of time.” Irritated shippers should “give comp 
those solicitors the chance to do the service work that they actio 
and their managements really want to do,” he said. They parti 
should answer the plea for more business “with a service job “the 
to perform.” more 
Other wishful thinking was expressed in statements that recol 
the war plants had all been constructed, he said, adding that com! 
the real problem was how now to move the products of those exist 
plants. He made a plea for joint transportation conservation | CO™ 
on the party of industry groups and organizations. There was 
some resistance to proposals along those lines by companies prov 
who were worried about changes in market practices that mov 
might affect their post-war business, he said, but that peril was and 
being considered among other factors in making the conserva. IV « 
tion plans. recc 
He said he wanted to scotch rumors about impending ™ 
embargoes and priorities. These, he said, probably sprung id 
from a request by the O. D. T. on the W. P. B. and the — 
W. F. A. to examine traffic flows and “to complete a unified pod 
list of commodities which could be embargoed for short periods = 
without unduly impairing the war effort.” This was merely a 0 
measure of caution, he added, and there was no thought that, ie 
even in an emergency, “more than a temporary and partial a 
lessening of the load to permit the carriers to overcome emer- ~ 
gency conditions” would arise. The O. D. T. now had the list 
of commodities, he said, and he hoped it was “completely opt 
secret.” It did not appear to him that it would be necessary pol 
to use it. “Barring an outstanding misfortune the embargo- he 
priority plan will not be invoked,” he said. rat 
Luddecke Presides ied 
Ralph R. Luddecke, general traffic manager, Standard pr 
Brands, Inc., president of the league, presided. He announced Tr 
that members had been asked not to bring guests. Of the in 
members themselves, however, he said an extraordinary large g0 
number were present. The registration was 470, of whom th 
almost all were members, he said. He spoke of the extra- ad 
ordinary growth of the league since its headquarters were m 
moved to Washington eight years ago and gave much of the “< 
credit to E. F. Lacey, executive secretary. In 1936, he said, the th 
membership was 556; at present it was 946, highest in league 
history. ti 
Executive Committee . 
Mr. Lacey read the report of the executive committee. a 
He said action of that committee on committee reports, which tl 
it had been discussing for the two previous days, would bk 
announced as each committee reported. ‘ 
The committee recommended election to honorary met ' 
bership of Fred M. Renshaw, retired traffic director of the t 
Buffalo Chamber of Commerce; George M. Hitchborn, retirei f 
director of traffic of the United States Rubber Company, Nev , 
York, and P. A. Champney, retired general traffic managét, ‘ 
American Can Company, New York. All three were elected. 
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the Pennsylvania Hotel, New York, November 23 and 24, 1944, 
with a meeting of the executive committee at the same place 
on November 21 and 22. 

The report of the committee as a whole was adopted. 


Legislative Committee 


The report of the legislative committee, presented by 
Charles R. Seal, traffic director, Baltimore Association of Com- 
merce, chairman, was in three sections. The first dealt with 
legislation favored or recommended to be favored by the league. 
A section on land-grant rates discussed Senate bill S. 638, in- 
tended specifically to define military or naval traffic entitled 
to land-grant rates. It was difficult, the report said, “to deter- 
mine to what extent its passage would affect or benefit ship- 

rs.’ The league had already taken a position in favor of 
complete repeal of land-grant rates, it said, and under that 
action the committee was authorized to support S. 638, “as 
ially accomplishing the result,” but it added that there was 
“the possibility that passage of such a measure would make 
more difficult the eventual attainment of complete repeal.” It 
recommended that the question be left to the discretion of the 
committee for action “in light of circumstances that may 
exist.” The recommendation had the approval of the executive 
committee and was adopted. 

The committee brought forward a recommendation, ap- 
proved by the executive committee, that the league approve 
moves toward a uniform statute of limitations on overcharges 
and undercharges of two years be adopted for Parts II, III and 
IV of the interstate commerce act. The league was already on 
record as favoring uniform limitations on reparations, it said. 
The recommendation was adopted. 

It reported as information recent Congressional and Pres- 
idential action to remove the exemption of charges paid to 
the Federal Barge Line from the transportation tax. As to 
that tax, the committee said it “would not consider it inappro- 
priate or beyond the league’s sphere of activity to favor the 
repeal of the freight transportation tax because of the known 
difficulties which shippers encounter in connection with its 
application.” The executive committee, however, recommended 
“no action” on the subject, and its recommendation was adopted. 

The second section of the report dealt with legislation 
opposed or recommended to be opposed by the league. It re- 
ported as information on the part played by the committee in 
hearings on proposed bills for rate bureau regulation and on 
rate-making bills. The latter, it said, had been turned over for 
consideration to a special committee. It recommended that the 
league go on record in opposition to Senate joint resolution 75, 
providing for uniform freight charges on government purchases. 
The resolution, it said, was intended “to eliminate differences 
in freight transportation cost as between shipping points” on 
government purchases, but it was uncertain that that would be 
the result of its adoption. If that were the result, however, it 
added, the bill would be an “indirect method of statutory rate 
making.” Its recommendation that the league oppose the bill 
“or any other proposed legislation of the same character,” had 
the approval of the executive committee and was adopted. 

_ The report carried as information developments on legisla- 
tion intended to abridge the rights of other than lawyers to 
practice before administrative bodies; to affect the pooling of 
carrier revenues resulting from general rate increases, and to 
apply a commodities clause to pipe lines, to all of which, it said, 
the league was already on record in opposition. 


_, The third section of the report dealt as information with 
joint rates of freight forwarders. It told how the committee 
had polled the membership on H. R. 3366, recently adopted, 
to extend the time within which forwarders were required to 
file such rates. The position of the members who voted on the 
question was overwhelmingly in favor of such an extension, 
although there was disagreement ovef whether it should be 
for one or two years, the report said. It also reported on the 
merger of the Western Union and Postal Telegraph Companies 
and on legislation to establish a civilian supply administration, 
as matters of information. 


_ It outlined the proposals of Senator Wheeler to introduce 
legislation to require railroads to give up their truck operations. 
This it included only as information, it said, but the executive 
committee recommended that a special committee be created 
to handle the matter, and its recommendation was adopted. 


Deferred Maintenance 


It submitted a recommendation on deferred maintenance 


reserves, amended by the executive committee, which read as 
follows: 


Your committee is of the view that tax-exempt deferred mainte- 
hance reserves, perhaps on a basis approved by the Interstate Com- 
merce Commission, may properly be advocated by the league in the 
interest of shippers and of adequate transportation service, and that 
it may take similar action with regard to other forms of transportation 
to the extent that conditions and needs are found to be similar. 
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Th recommendation was adopted as was the report as a 
whole as amended. 


Demurrage and Storage 


Only two of the subjects dealt with in the report of the 
car demurrage and storage committee, C. W. Trust, traffic 
manager, United States Steel Corporation Subsidiaries, required 
action, and in both instances it was to withdraw the matter 
from the committee’s docket. The first had to do with attempts 
to obtain the inclusion of the word “impacted” in demurrage 
Rule 8, Section A, which Commissioner Johnson had rejected 
after it had been submitted to him by agreement of the league 
and the Association of American Railroads committees, and 
the second was reciprocal demurrage, on which the committee 
said it could reach no “satisfactory conclusion.” The commit- 
tee’s recommendation to withdraw was adopted in both in- 
stances. 

Other matters reported for information or as requiring no 
action included revision of note 1 of Rule 7; the addition of 
specified words to paragraph 2 of section A of Rule 2; the 
matter of run-by and set-back grain cars in an additional note 
to section A of Rule 2; amendment of Rule 5-B and a new 
paragraph 3 to Rule 3-C-2; a new note 2 to section B of 
demurrage Rule 7; new note 1 to Rule 8-A and proposed amend- 
ment of Rules 8-A-1 and 8-A-2; definition of intraplant switch- 
ing; clarification of paragraph 2 of section G, Rule 9, and 
addition of a paragraph to section 1 of Rule 9; additional credit 
on cars released prior to the beginning of free time; proposal 
to eliminate “exclusive of Sundays and legal holidays” from 
Rule 9; elimination of cars loaded and unloaded in intraplant 
switching service from application of the average agreement 
rule, which the committee said it would “probably oppose”’; 
the use of cards in cars to indicate the demurrage status of 
the car; the revision of paragraph 3 of section C, storage Rule 7, 
to make it harmonize with recent changes in demurrage rule 
8-D-3, and the elimination of paragraph 3 from Rule 8-D. The 
report as a whole was adopted. 


Bills of Lading 


The Bill of Lading committee, E. S. Gubernator, general 
traffic manager, Lehigh Portland Cement Company, Allentown, 
Pa., discussed the “one-writing” combined bill of lading and 
waybill. It made no recommendation on the subject but sug- 
gested that the matter be discussed in the meeting. There 
were expressions from the floor against the compulsory adoption 
of the new form, and the executive committee recommendation 
was that the “use of the new form should not be made manda- 
tory,” and that, if the proposal for its adoption included can- 
cellation of the present form, the committee be instructed to 
petition for suspension and the reopening of Docket 4884, the 
bill of lading case. The recommendation was adopted. The 
committee reported for information on a number of minor 
matters. Its report, as a whole, as amended, was adopted. 


Transportation Instrumentalities 


F. F. Estes, traffic manager, National Coal Association, 
Washington, D. C., reported for the transportation instrumen- 
talities and car service committee. The report said the com- 
mitttee, while it realized that monthly reports requested by 
the Office of Defense Transportation on car service in part 
duplicated advisory board efforts, was convinced that the in- 
formation was essential and recommended that the league urge 
its members to comply with requests for such information. The 
recommendation was adopted. 


It recommended that the league go on record as favoring 
“the broad general purpose of any device to reduce damage 
and assist heavier loading of cars without endorsing any par- 
ticular device of that kind.” The recommendation was. adopted. 
There was considerable discussion on that part of the commit- 
tee’s report dealing with a statement from the O. D. T. in 
opposition to car tracing. The committee said it wasn’t sure 
whether the statement was aimed at all tracing, including that 
by telephone and telegraph, or only to that conducted ~ “car 
riders” and “car hounds.” If the former, it said, the league 
should protest at possible hampering of war production; if 
the latter, it should express endorsement. An amendment from 
the floor, to the effect that there was no need for “drastic” 
action against tracing and that such activities were necessary 
on “critical shipments” and war goods, was adopted, and the 
recommendation as amended was then adopted. 

Other parts of the report, which was adopted as a whole, 
were for information only. 


Intercoastal and Coastwise 


The intercoastal and coastwise transportation committee, 
H. Ignatius, general traffic manager, International Paper Com- 
pany, New York, chairman, recommended that the league 
“endorse the principle that coastwise and intercoastal steamer 
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service is essential to the national defense of our nation and 
also to the economic development of the country, and that the 
resumption of full commercial service should not be delayed 
beyond the actual necessities for the successful prosecution of 
the current war effort.” To this, the executive committee had 
added the statement that the resumed commercial service should 
be under private ownership and management. With that addi- 
tion, the recommendation was adopted, as was the report as 
amended. 


Transportation Policy 


The report of the special committee on Transportation and 
National policy, was read by Mr. Lacey in the absence of its 
chairman, R. J. Newberry. It reported for information on the 
so-called Young report of the National Resources Planning 
Board, and recommended that, as a committee, it be continued 
with duties to do some post-war planning for the league. The 
executive committee recommended the creation of a new com- 
mittee of fifteen, to be known as the special committee on 
transportation policy, “to formulate policies and practices for 
the regulation, preservation and development of tranSportation 
along proper fundamental principles after the war. The recom- 
mendation was adopted, and the report as amended was adopted. 


Other Reports 


C. W. Braden, general traffic manager, National Distillers 
Products Corporation, New York, reporting as chairman of the 
special committee on league procedure, recommended that the 
committee be abolished. The recommendation was adopted. He 
also reported as chairman of the special committee on investi- 
gation and research of transportation agencies, the report 
consisting of a resume of the reports issued by the Board of 
Investigation and Research in the past year. It was for in- 
formation only. 

Other reports for information only included that of the 
export and import traffic committee, A. J. Kelley, treasurer, 
D. C. Andrews and Company, Chicago, chairman; the express 
committee, R. J. Ross, traffic manager, Continental Baking 
Company, New York, chairman, and the freight claims and 
claim prevention committee, I. W. Whitaker, traffic manager, 
Aluminum Goods Manufacturing Company, Manitowoc, Wis., 
chairman. 

J. S. Brown, manager, transportation department, Chicago 
Board of Trade, Chairman of the finance and auditing commit- 
tee, reported that the league’s income in the year just passed 
was $67,500 and its expenses $64,200, including the purchase of 
$10,000 in government bonds which it had added to its surplus. 


Election of Officers 


Officers for the coming year were all elected unanimously. 
They were placed in nomination at the opening of the meeting 
by a committee headed by Mr. Schwietert. There were no 
additional nominations, and they were elected by acclamation 
as the first order of business November 19. 

John B. Keeler, assistant general traffic manager, Koppers 
Company, Pittsburgh, Pa., who was chairman of the executive 
committee, was elected president. Alonzo Bennett, vice-pres- 
ident, Federal Compress and Warehouse Company, Memphis, 
Tenn., was elected vice-president, and R. W. Campbell, man- 
ager, traffic department, Butler Paper Corporation, Chicago, 
was reelected treasurer. Others elected were: 


Regional vice-presidents: New England, William P. Libby, vice- 
president, Plymouth Cordage Company, North Plymouth, Mass.; trunk 
line, J. S. Wood, vice-president, Pan American Petroleum and Trans- 
port Company; central freight, George A. Blair, general traffic man- 
ager, Wilson and Company, Chicago; western trunk line, Lowe P. 
Siddons, traffic manager, Holly Sugar Corporation, Colorado Springs, 
Colo.; southwestern, F. A. Leffingwell, secretary-treasurer, Southwest- 
ern Traffic League, Dallas; southeastern, M. M. Emmert, traffic man- 
ager, Coca-Cola Company, Atlanta; northwestern, Martin F. Smith, 
secretary, Southern Minnesota Mills, Minneapolis; Pacific coast, W. G. 
Stone, manager, transportation department, Sacramento, Cal., Chamber 
of Commerce. 


Members, board of directors: 


Trunk Line region: Charles H. Beard, New York; A. S. Boden, 
Pittsburgh; F. W. Burton, Rochester, N. Y.; H. C. Crawford, Bethle 
hem, Pa.; J. W. Harley, New York; T. T. Harkrader, New York: 
Porter Howard, Philadelphia; E. A. Jack, Pittsburgh; H. M. Mabey, 
New York; W.:.E. Maloney, Buffalo, N. Y.; R. W. Marshall, Wilmington, 
Del.; L. F. Mongeon, New York; D. O. Moore, Pittsburgh; W. A. 
Moore, New York; R. J. Newberry, New York; C. H. Rolf, Philadelphia; 
A. J. Sevin, Pittsburgh; J. R. Van Arnum, Washington, D. C.; H. J. 
Wagner, Norfolk, Va. 

Central Freight Association: H. D. Anderson, Midland, Mich.; T. C. 
Burwell, Decatur, Ill.; Allen Dean, Detroit; F. A. Doebber, Indian- 
apolis; H. D. Fenske, Detroit; R. R. Flynn, Chicago; R. Jicha, Cleve- 
land; E. J. Leger, Chicago; G. B. MacLean, Fort Wayne, Ind.; K. A. 
Moore, Detroit; J. W. Peters, Anderson, Ind.; R. B. Phillips, Cincin- 
nati; H. D. Rhodehouse, Cleveland; A. H. Schwietert, Chicago; C. T. 
Stripp, Cleveland; Charles Sullivan, Detroit; H. J. Zimmerman, Akron, 
O.; H. G. Huhn, Toledo, O.; Gordon Riley, Chicago. 
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New England region: R. W. Burke, Chicopee, Mass.; A. H, Erlang. 
son, Sanford, Me.; N. W. Ford, Hartford, Conn.; Elmer B, j 
Worcester, Mass.; W. H. Pease, Bridgeport, Conn.; A. A, Raphac’ 
Boston. a, 

Western Trunk Line region: H. S. Dickenson, Denver; H, w Davis 
Ottumwa, Ia.; S. L. Foote, Madison, Wis.; H. W. Gehrke, Milwauk , 
Carl Giessow, St. Louis; R. K. Keas, St. Louis; Charles Shackel] eda: 
Rapids, Ia.; W. S. Whitten, Lincoln, Neb. Pane 

Southeastern region: W. S. Creighton, Charlotte, N. C.; E. 1, Hart 
Atlanta; Frenk H. Luther, Louisville; C. A. Mitchell, Memphis; Ray A 
McCaffrey, Birmingham, Ala.; Walter Newkirk, Louisville. 

Southwestern region: I. G, Bentley, Oklahoma City; J. J, 
Houston; M. L. Dickerson, Hodge, La.; A. G. T. Moore, New Orleans: 
H. W. Roe, Tulsa, Okla.; E. H. Thornton, New Orleans. ; 

Northwestern region: E. H. Berg, St. Paul, Minn.; R. J, Hender. 
son, Minneapolis; L. E. Luth, St. Paul, Minn.; E. B. Smith, Minne. 
apolis; F. B. Townsend, Minneapolis. 

Pacific Coast region: A. D. Carleton, San Francisco; C. E, Donali. 
son, San Francisco; I..F. Lyons, San Francisco; E. A. Read, Oakland 
Calif.; R. D. Sangster, Los Angeles; A. C. Street, Oakland. - 


Chicago Traffie Council 


The traffic council of the Chicago Association of Commerce 
at a meeting November 12, adopted a report of its legislative 
committee, Lee Quasey, chairman, to reproduce and distribute 
in pamphlet form a statement prepared by the committee con. 
taining facts and arguments in opposition to rate-making bills 
now before Congress. It also instructed that committee to 
study two other bills (S. 1492 and H. 3554) intended to require 
the inclusion of the service of placing cars for loading and 
unloading in line-haul railroad rates. The bills, it wag ex. 
plained, were designed to avert the danger some thought in. 
herent in action taken by the Commission in various reports in 
Ex Parte 104, Part IV, the terminal allowances case. 


The council instructed its post-war committee, E. F. Scott, 
chairman, to study the Lea bill (H. 3420), which would forbid 
the holding of interests in air lines by corporations engaged in 
other types of transportation, and the Bulwinkle bill (H. 3421), 
which would specifically permit such joint ownership, and to 
make a report on them with recommendations for action. 


S. L. Felton, chairman of the rail division of the council’s 
rates, rules and classification committee, reported amendment 
to the proposal to change Rule 6 of the Consolidated Classifica- 
tion. As originally proposed, the change would have made man- 
datory the placing of consignor’s name and address on each 
freight package. The amendment, the report said, would per- 
mit the use by consignor of a symbol instead of the name and 
address. It removed much of the cause for shipper objection, 
the report said. It recommended that the council withdraw its 
action in opposition. The recommendation was adopted. The 
council, however, voted to file a petition for suspension of tar- 
iffs, amending Rule 33, filed to become effective November 22, 
which would place responsibility for rebracing and restowing of 
freight in multiple-loaded cars on consignors (see Traffic World, 
November 13, p. 1208). 

On the recommendation of E. J. Leger, the council voted 
not to ask for suspension of tariffs filed independently by the 
Hayes Freight Lines to increase, effective November 26, all 
local rates via those lines by 20 per cent. The lines operate 
principally in Illinois and Indiana. Car] Ozee, president of the 
lines, made a plea against any petition for suspension on the 
grounds that added revenue was needed in order to permit the 
line to continue in operation. The fact that much of its traffic 
was in small lots for local distribution, it was pointed out 
made its costs particularly high. 

On the recommendation of R. R. Flynn, traffic managet, 
Inland Steel Company, the council voted to file a petition fo 
suspension of Western Trunk Line tariff I. C. C. 3266 cancelling 
existing commodity carload rates on iron and steel from I 
diana and Illinois to Michigan, Wisconsin, Iowa and Minnesota 
points and leaving in effect considerably higher class rates (see 
Traffic World, November 13, p. 1194). The tariff is dated to 
go in effect November 26. 


The council elected E. J. Leger, general traffic managet, 
Butler Brothers, general chairman, and Gordon E. Riley, traf: 
fic manager, United States Gypsum Company, general vite 
chairman. 


RAILROAD DIVIDENDS 


In a tabulation of what it termed “reported cash dividends’ 
of various industries for October, 1942 and 1943, and for: the 
first ten months of each of those years, the Department of Com 
merce showed that railroad dividend payments in October this 
year totaled $13,300,000, as against $12,200,000 in the same 
month of last year, and that the total paid out in dividends by 
railroads for the first ten months of 1943 was $137,900,000, com 
pared with $109,800,000 for the first ten months of 1942. 
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9. D. T. and Warehousing 


“Through the group warehousing plan of the Federal Emer- 
ency Warehouse Associations, the Office of Defense Transpor- 
tion made available to certain government procurement agen- 
cies a cumulative total of 41,294,000 square feet of private 
warehouse storage space in 32 cities during the fiscal year end- 
ing on June 30, 1943,” says the O. D. T. ‘ 

Currently more than 50 per cent of all available public 
merchandise warehouse space in the major storage centers is 
occupied by government property received either on F. E. W. A 
contract or on contracts made directly between government pro- 
curement agencies and individual warehouse operators, says 
the O. D. T., adding: 


On F. E. W. A. contracts 22,931 carloads of government-owned 
property were handled during the fiscal year and at its end 15,990 car- 
loads were in storage, occupying approximately 6,500,000 square feet 
of space in association warehouses. Space available on the first and the 
fifteenth of each month in the pooled facilities of each of the Federal 
Emergency Warehouse Associations is reported to all government pro- 
curement agencies by the O. D. T. division of storage, and the pro- 
curement agencies are guided by the current space availability in 
allocating their materials for storage. 

Out of the total facilities available, the government acquired dur- 
ing the period, through leases arranged by the O. D. T. division of 
storage, 1,063,281 square feet of space in 12 buildings in eight cities, 
which averaged out over the year to 648,100 leased square feet per 
month at a total annual net cost to the government of $104,358.16, or 
16.1 cents per square foot per annum. As operations expanded, their 
unit cost declined until, in the quarter ending June 30, the cost of the 
1,006,615 square feet then under lease was but 2.15 cents per square 
foot for the quarter, equivalent to an annual net cost of 8.6 cents per 
square foot. 



























In reporting to the Office of Lend-Lease Administration the 
year’s accomplishments under the F. E. W. A. plan, Col. L. M. 
Nicolson, director of O. D. T.’s division of storage, said that 
use of the plan by the War Department alone had been equiva- 
lent to saving approximately 5,000,000 square feet of new con- 
struction. 

Colonel Nicolson pointed out that the plan provided 32 
storage and distributing centers, each with quickly expansible 
space, at which great quantities of materials could be stored 
and prompt delivery made to a given port or destination with- 
out running the risk of serious loss by fire or sabotage that 
might occur in heavy concentrations of such materials in a 
single place. He credited to the F. E. W. A. plan an important 
part in the prevention of storage congestion in the elimination 
of back-hauls and out-of-line freight movements and in the re- 
duction of car detention for loading and unloading, all of which 
had been strong factors in enabling the carriers to cope with the 
wartime transportation load. 




















Warehouse Industry Praised 


_, Colonel Nicolson praised the warehouse industry and par- 
ticipating government departments and agencies for their co- 
operation in making the F. E. W. A. plan a success. He ex- 
plained that the basic plan provided for increasing the total 
storage capacity of any locality by authorizing the leasing of 
additional buildings, containing up to 10 per cent of the pooled 
floor area of facilities operated by the local association mem- 
bers, whenever occupancy of their pooled facilities reached 85 
per cent of capacity. Such leasing would give a government- 
held cushion of storage space amounting to 25 per cent of total 
local storage capacity, said he, adding: 


In actual F. E. W. A. operations, additional buildings have been 
leased only when 95 per cent of occupancy of local pooled capacity was 
reached, and then only to the extent of 5 per cent of the total capacity, 
thus saving the government substantial sums in building rentals while 
providing a cushion of government-held space amounting to 10 per cent 
of total capacity. 

The ability to operate successfully on a 10 per cent space margin 
was made possible by the practice of the War Department, Treasury 
procurement and other participating government agencies in forecast- 
ing in ample time their anticipated requirements and by the prompt 
and accurate reporting of space available by the warehouse industry. 

























Official evidence of appreciation of warehouse industry co- 
Operation by the government is afforded by a letter addressed 
to the Federal Emergency Warehouse Associations by Major 
General F. F. Scowden on behalf of the Quartermaster General. 
General Scowden wrote: 









It is with pleasure that the War Department takes this opportunity 
express its appreciation of the services that you have rendered. You 
can be justly proud of your contribution. 
aia or some time to come it may be necessary to place even greater 
; ance upon commercial warehouses. Action to make available storage 
ood as and when needed by the war effort; strict adherence in ship- 
sm Schedules; daily notification of shipments to shipping offices; and 
— notification of unforeseen delays in handling supplies will 
ro tribute to the successful accomplishment of the supply mission of 
e€ War Department. 
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It is suggested that the contents of this letter be brought to the 
individual attention of the personnel of your organization as an ac- 
knowledgment by the War Department of their contribution to the 
war effort. 


Although not all government procurement agencies use the 
F. E. W. A. plan as such, its operation is directly helpful to 
them, the O. D. T. explains, since it enables the individual 
warehouse members to satisfy the storage requirements of non- 
participating agencies through the expansion of members’ total 
facilities under the F. E. W. A. leased-building program and 
through the reporting by members of space available. 

The F. E. W. A. plan is administered by the division of 
storage, Office of Defense Transportation, through a $1,000,000 
revolving fund allocated by the Office of Lend-Lease Adminis- 
tration for that purpose. 


EXTRA DELIVERY FOR PERISHABLES 


The Office of Defense Transportation has amended General 
Order O. D. T. 6A, governing local deliveries, by general permit 
No. 1, effective Nov. 20, to permit two motor truck collections 
and two deliveries a day of certain perishable freight, in con- 
nection with line-haul transportation by rail carrier performed 
on different schedules. 

The O. D. T. explained that the action was taken to facili- 
tate the transportation of fresh fruits and vegetables, baby 
chickens, and other perishable commodities moving by rail. The 
second collection and delivery, said O. D. T. was authorized to 
serve a train operating on a different schedule from the train 
served by the first collection and delivery movement. 


Return of T. P. & W. 


In accord with his statement, following the recent confer- 
ence of government officials with George P. McNear, Jr., presi- 
dent of the Toledo, Peoria and Western Railroad, about possible 
return of the railroad to the T. P. & W. corporation, that he 
would write Mr. McNear (see Traffic World, Nov. 6, p. 1141), 
Director-Eastman, of the Office of Defense Transportation, has 
written a letter to Mr. McNear. The O. D. T. would not make 
the letter public. 

Mr. McNear said, November 15, that he had received a 
letter from Director Eastman outlining conditions under which 
the O. D. T. would agree to return the Toledo, Peoria and 
Western railroad properties to the railroad corporation. Asked 
as to what those conditions were and whether they were in line 
with discussions at Director Eastman’s office November 2, Mr. 
McNear said he did not care to comment until he had studied 
the communication carefully. He said the letter was a long 
one and that it had to be studied in the light of a number of 
enclosures. 

“An attempt was made by the Internal Revenue Depart- 
ment on November 4 to seize all that was left of the bank 
account of Toledo, Peoria & Western Railroad, whose railroad 
properties and cash were seized by the government in March, 
1942,” says Mr. Near. “The attempt failed when the bank, 
Commercial Merchants National Bank of Peoria, showed that 
the entire account had been borrowed on the corporation’s in- 
surance policy on my life, and exercised a prior lien. 

“The Internal Revenue Department sought to obtain these 

funds, some $9,000, to apply against the December, 1941, income 
tax instalment of the railroad, amounting to about $80,000, 
which had not been paid. Previously, the Office of Defense 
Transportation had offered funds to me, in the form of advances 
from ODT’s net cash earnings from its operation of the TP&W 
properties, with which I might, in turn, make the payment. 
However, I refused such advances, contending they would con- 
stitute recognition that ODT was operating the properties as 
his agent or custodian, I insisted that any advances to me 
be made against just compensation due by the Government 
for its taking of the properties, as provided by law. 
‘ “I pointed out that the notice of levy to seize the corpora- 
tion’s bank account was dated November 2, the very day I 
and my attorneys were at the ODT offices in Washington, con- 
ferring with its director, Joseph B. Eastman, Department of 
Justice, and National War Labor Board representatives, over 
my letter of August 21 to Director Eastman requesting the 
return of the railroad properties. 

“On the same day, there was also filed in the federal dis- 
trict court at Peoria, a supplemental petition in a suit to 
obtain payment of some $40,000 due on a land purchase con- 
tract which was executed just before the federal seizure. In 
that case, also, I had urged the payment of the amount due 
by the ODT, but had refused to accept the necessary money 
from the ODT under the conditions demanded. The supple- 
mental petition asked for a receivership for the corporation 
and an accounting of its funds. 

“On November 15, I was summoned to appear before rep- 
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resentatives of the Department of Internal Revenue at Spring- 
field, Illinois, November 20th, to render an accounting of the 
corporation’s bank account. 

“Closing out of the bank account left the corporation en- 
tirely without funds, even such as would be necessary to carry 
on essential clerical and corporate work. I considered it sig- 
nificant that these two simultaneous attacks on the corporation, 
and the later summons for an accounting of the corporation’s 
bank account, should take place at a time when I was in 
negotiation with the government agencies over the return of 
the railroad properties. 

“Since the conference of November 2, Director Eastman 
has written me setting forth his views on the matter. Director 
Eastman did not make the letter public in Washington, and 
it would require several days’ study before I would be in 
a position to comment upon it. 

“Meanwhile, on November 6, the ODT paid the $40,000 
due on the land purchase directly to the clerk of the district 
court, without prejudice to the rights of any of the parties, 
just as my attorneys had told the court should be done when 
my complaint against Mr. Eastman for failure to make the 
payment was being argued in the latter part of September. 
At that time the ODT attorneys refused to make payment in 
that manner. Federal Manager Stover’s letter to the clerk 
of November 6 stated that the direct payment without preju- 
dice was being made ‘at the suggestion of the Honorable J. 
Leroy Adair, Judge of the above named Court.’ ” 

Mr. McNear also said he was informed that on November 
17 the ODT paid the $80,000 income tax instalment directly 
to the Internal Revenue Department, without prejudice to the 
rights of any of the parties. 


0. D. T. AND CHRISTMAS TREES 

The Office of Defense Transportation has acted to limit the 
number of trucks used to haul Christmas trees to those cus- 
tomarily engaged in that seasonal work. It said that those 
trucks that had been used for that purpose in previous years and 
had sufficient gasoline might engage in that activity again this 
year but it instructed its motor transport district offices to deny 
truck operators extra gasoline for movement of Christmas trees. 
This action was taken, it said, to conserve motor transportation 
facilities. The Association of American Railroads, at its re- 
quest, said the O. D. T., had announced that the shipment of 
Christmas trees by rail this year would be limited to rough 
box cars, to avoid a drain on the critically short supply of high- 
grade box cars and open-top cars. 


JOINT INFORMATION OFFICES 


Though the Office of Defense Transportation probably will 
take over operation of the trucking industry’s joint information 
offices, as has been indicated heretofore by Director Eastman, 
H. C. Arnot, director of the O. D. T. division of motor transport, 
said, Nov. 16. that no decision had been reached. No decision 
could be reached, said he, until a plan had been laid on 
Mr. Eastman’s desk for his approval, and that no plan had as 
yet been submitted to Mr. Eastman. 


REFRIGERATOR FOR BOX CARS 


The increased use of empty westbound refrigerator cars 
for the shipping of various manufactured commodities to the 
western states constituted one of the major factors in the abil- 
ity of the railroads to handle an increased volume of war 
traffic, the Office of Defense Transportation said Nov. 15: 

Reporting on the effect of service order No. 104, issued at 
the O. D. T.’s request, which now required railroads in the cen- 
tral and eastern sections of the country to substitute up to 
three refrigerator cars for one box car for shipments of suit- 
able commodities to California and other western states, the 
O. D. T. reported that in October, 11,777 loaded refrigerator 
‘cars moved to the Pacific coast as contrasted with 5,454 in 
January, the month in which the order became effective on a 
permissive basis. This represented an increase of 6,323 cars, or 
approximately 115 per cent. 

The O. D. T. also pointed out that there had been a marked 
increase in the loading of refrigerator cars since the order was 
made mandatory September 1. Reports show that westbound 
refrigerator car loadings increased from 7,892 in August to 
9,264 in September and 11,777 in October. 

This increased loading of refrigerator cars represented a 
real saving in transportation, especially to the heavily bur- 
dened western roads, and it also released a large number of 
box cars for loading in other sections of the country, at a time 
when they were badly needed, the O. D. T. said, adding: 


The decision to permit the substitution of refrigerator cars for 
box cars in the westbound movement was taken in an effort to increase 
the westbound use of empty refrigerator cars and to utilize the only 













TRAFFIC WOR, Novemb 
remaining reservoir of unused freight car capacity. They tu Highwa 
explained that the movement of fresh fruits and vegetables from the coordin 
Pacific Coast brings a large number of refrigerator cars to the b Delu 
part of the country. These cars normally return empty while, at the 7 i } 
same time, the large movement of war materials to the west coast re. es sl 
sults in an accumulation of empty box cars in that territory, T. 2% 

The O. D. T. requested the Commission to issue service Order tween | 
No. 104 last January 25 in order to eliminate this cross-hauling, The Express 
order made it permissive for the carriers to substitute up to 3, supp! 
refrigerator cars for one box car for transcontinental westbound car. points 
load shipments into the states of California, Idaho, Arizona, Nevada Joseph, 
and Utah. It also applied to westbound shipments originating in Utah Neb.; I 
and destined to points in California or Nevada. : ted 

An amendment to the order on September 1 made the Substitution dinated 
of up to three refrigerator cars mandatory upon the carriers “when Okla., . 
the freight to be transported and facilities are suitable for loading jp Lines, - 
refrigerator cars, and when refrigerator cars are reasonably available” and 20. 

saenatinrennnemanea in Nay 

GREAT LAKES GRAIN MOVEMENT tucky, 

Up to midnight of Nov. 16, the O. D. T. has announceg order ! 

17,000,000 bushels of grain were moved on the Great Lakes § istrati¢ 

since Nov. 1. This performance, said O. D. T. had exceedeg i 
the 15,000,000-bushel O. D. T. goal for the first half of the A 

month, and had brought the cumulative grain movement for | POU®! 
the season to more than 128,000,000 bushels. Continuing, the § Which 

O. D. T. said: ost 

This mid-November total also brought the amount of grain moved were s 
under quota, as prescribed by the War Production Board, to within progr 
32,000,000 bushels of the 135,000,000-bushel season quota. Not all grain and th 
moved on the lakes is credited toward the quota. ticipar 

To get the maximum grain cargo out of Lake Superior during the : P , 
closing weeks of the season, the O. D. T., as of Nov. 15, authorizeg tion _U 
all ore vessels of keel length up to and including 504 feet, to accept 0, D. 
both unload and winter storage grain cargo. effort. 

To facilitate unloading at Buffalo and encourage carriers at the T 
head of the lakes to take on grain for unloading, O. D. T. has asked Georg 
the railways to concentrate into grain traffic all box cars suitable for lina, < 


grain and available in the Buffalo area. 
In addition to getting the urgent grain cargo to eastern lake ports, florist 
these measures are expected to make the most effective use of lake 


vessel capacity in the event that the low temperatures and bad weather in Mi 
consistently encountered recently at the ore ports slow ore loading Leave 
down below par. I 
ee See ee ee we been 

O. D. T. LOCAL DELIVERY RESTRICTIONS Fy 

The delivery limitations prescribed by the Office of Defense a 
Transportation to conserve motor vehicles, tires, parts, and § gorin 
gasoline do not apply to deliveries by bicycle, trolley, bus or oper 
foot messenger, says the O. D. T., adding: and 

It was pointed out that some business concerns have been errone 
ously informed that these limitations are applicable to any mode of 
transportation. y 

The O. D. T. warned that business concerns may not use passenger recte 
ears to circumvent the delivery limitations prescribed by the order, 
either as to number of deliveries or size and weight restrictions, The 162-4 
order prohibits retail deliveries of packages weighing five pounds or The 
less or measuring 60 inches or less in length and girth combined, and of a 
prescribes maximum delivery frequencies for various types of com Traf 
modities. was 

In order to clarify this situation, the O. D. T. explained that the two 
terms ‘‘wholesale delivery’’ and ‘‘retail delivery’’ as defined in the tarif 
limitation order apply to transportation by motor truck, passenger serv 
automobile, motorcycle, motor scooter, or motor bicycle. In addition, , 
the term ‘‘retail delivery’’ applies to transportation of fresh milk of 
cream by any vehicle propelled or drawn by mechanical power of 
animals. 

The terms ‘‘motor truck’’ and ‘‘truck’’ are defined for the purposes tanl 
of the order as either (1) a straight truck, (2) a combination truck coas 
tractor and semi-trailer, (3) a full trailer, (4) any combination theredf, a d 
or (5) any other rubber-tired vehicle propelled or drawn by mechanic ' 
power or animals when used in the transportation of property, other bar 
than a motor vehicle engaged primarily in the transportation d pret 
passengers. corr 

the 
és 
Motor Conservation the 
West Virginia’s soft drink industry will save approximately ro 
4,500,000 miles in truck deliveries annually through a joint 
action plan announced by the Office of Defense Transportatiol, 
says the O. D. T. This was the first joint-action plan of th 
non-alcoholic carbonated beverage industry to be presented t0 of 
the O. D. T. for approval, it said. The plan calls for, among a] 
other things, one delivery weekly in suburban areas, as ag ine 
two a week permitted by O. D. T. regulations. to 
The O. D. T. has announced issuance of Revised O. D.T.3 Boo, 
supplementary order 100, providing for coordinated operations 
between points in Oklahoma by Gillette Motor Transport, Ine, th 
Dallas, Tex., and Couch Transfer & Storage Co., Inc., Adj, ga 


Okla.; Revised O. D. T. 3, supplementary order 101, providing 


- re 
for coordinated operations between points in Florida oe 
Georgia by Great Southern Trucking Co., Jacksonville, Fia, ? th 
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Highway Express, Inc., Macon, Ga.; special order O. D. T. B-50, 
coordinated operation between Chicago, Ill., and St. Louis, Mo., 
py Deluxe Motor Stages of Illinois, Inc., Chicago, Ill., and_The 
crate Fe Trail Transportation Co., Chicago, Ill.; Revised O. D. 
T, 3, supplementary order No. 86, coordinated operations be- 
tween points in Oregon and Washington, by Columbia Truck 

ress, Portland, Ore., and 11 other carriers; Revised O. D. T. 
3 supplementary order No. 102, coordinated operations between 
points in Kansas and Missouri, by Dewey Truck Line, St. 
Joseph, Mo., and Watson Bros. Transportation Co., Inc., Omaha, 
Neb.; Revised O. D. T. 3, supplementary order No. 103, coor- 
dinated operations between Dallas, Tex., and Oklahoma City, 
Okla., by Best Motor Lines, Dallas, Tex., and Johnson Motor 
Lines, Fort Worth, Tex.; supplementary orders O. D. T. 20A-35 
and 20A-36, coordinated operations of certain taxicab operators 
in Napa area, California, and Greater Louisville area, Ken- 
tucky, respectively, and Revised O. D. T. 3, supplementary 
order 1A, Aero Mayflower Transit Co. et al., providing for reg- 
istration office of Indianapolis, Ind., instead of at Chicago, IIl., 
for household goods motor carriers. 

Twelve new dairy industry transportation plans, covering 
portions of nine states, have been announced by the O. D. T., 
which said the plans would save more than 1,993,000 truck 
miles and approximately 133,000 man-hours annually in the 
movement of milk from farms to processing plants. The plans 
were submitted by industry committees and approved under the 
program agreed to by the O. D. T., the War Production Board 
and the Department of Justice, said O. D. T., under which par- 
ticipants in the industry plans were safeguarded from prosecu- 
tion under the anti-trust laws so long as they conformed to the 
0. D. T.’s provisions for conserving transportation in the war 
effort. 

The milk conservation plans cover operations in Alabama, 
Georgia, Illinois, Kentucky, Minnesota, Missouri, North Caro- 
lina, and Ohio. 

The O. D. T. has approved coordinated operation plans of 
florists in Dallas, Tex., and Topeka, Kan., of milk distributors 
in Middletown, O., and of taxicab operators in Cleveland, O., 
Leavenworth, Kan., Pittsburg, Calif., and Salt Lake City, Utah. 

In Revised O. D. T. 3, supplemental order 78, approval has 
been given to Yellow Transit Co., Oklahoma City, and Couch 
Transfer & Storage Co., Inc., Ada, Okla., for coordinated opera- 
tions between points in Oklahoma. 

Director Eastman has approved a joint action plan of ren- 
dering companies of southeastern Iowa, to eliminate wasteful 
operations in the transportation of dead animals, waste fats 
and greases. 


ANTHRACITE SERVICE ORDER 


The Commission, division 3, has issued concurrently cor- 
rected service order No. 162, and corrected service order No. 
162-A, vacating corrected service order No. 162, effective Nov. 1. 
The original service order prohibited the billing and movement 
of anthracite coal, with the exception of certain sizes (see 
Traffic World, Nov. 6, p. 1148). Corrected service order No. 162 
was issued in order to add to the original service order No. 162 
two paragraphs dealing with demurrage and suspension of 


tariff provisions, which had been omitted from the original 
service order. 


PETROLEUM TRANSPORTATION 


Petroleum Administrator Ickes announced, Nov. 18, that 
tank car deliveries of petroleum and its products into the east 
coast area in the week ended Nov. 13 averaged 758,131 barrels 
a day, an increase of 6 per cent over the average of 714,037 
barrels a day transported into the Atlantic seaboard area in the 
preceding week. He said that pipeline deliveries to the district 
comprising 17 eastern states averaged 417,650 barrels a day in 
the week ended Nov. 13. 

The “Big Inch” pipeline extending from Longview, Tex., to 
the New York-Philadelphia refining area, he said, was rapidly 
approaching capacity flow and had already delivered 288,000 

arrels in a single day—Nov. 15. 


COAL, GAS, PETROLEUM BILL 


Senator Reed, of Kansas, for himself and Senators Clark, 
of Missouri, and Wherry, of Nebraska, has introduced S. 1530, 
a bill to centralize the functions of various federal agencies, 
including those of the Office of Defense Transportation, relating 
to the production, transportation, distribution, sale or price of 
coal, gas and petroleum. 

Senator Reed said the bill was introduced to implement 
he recommendation of the special Senate committee to investi- 
gate the fuel situation in the middle west, made in its interim 
Teport of Oct. 5, that the functions relating to coal, gas and 
petroleum be centralized in one place, respectively, except that 
those relating to the gas be placed under the same contro] as 
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petroleum (see Traffic World, Oct. 9, p. 857). 

The bill would transfer to the Petroleum Administrator 
for War all the functions of the following agencies relating 
to the production, transportation, distribution, sale or price of 
petroleum or natural gas: Office of War Mobilization and Di- 
rector of War Mobilization; Office of Economic Stabilization 
and Director of Economic Stabilization; War Production Board 
and its chairman; Office of Price Administration and Price 
Administrator; Office of Defense Transportation and the Na- 
tional War Labor Board. 

All functions of the same agencies relating to the produc- 
tion, transportation, distribution, sale, or price of coal would 
be transferred to the Solid Fuels Administrator for War. 

Secretary of Interior Ickes holds both positions to which 
the functions described would be transferred. 


COAL TRANSPORTATION COSTS 


The Office of Price Administration has announced that com- 
pensatory payments for increased transportation costs of south- 
ern bituminous coal, heretofore allowed only to persons nor- 
mally receiving bituminous coal shipped from Hampton Roads, 
Va., via tidewater to an unloading port on the Atlantic coast 
from New York harbor northward, has been extended to in- 
clude points south of New York harbor. 

“Persons in this area to be eligible for compensation,” said 
the O. P. A., “must show not only that they normally received 
bituminous coal via Hampton Roads during 1941 and that their 
present transportation costs exceed their 1941 transportation 
costs, but that these increased costs are causing substantial 
hardship to them and that an increase in their maximum prices 
would result in an increase in the cost of living. These increased 
costs are due to dislocations in transportation methods because 
of wartime conditions. One example is the substitution of rail 
transportation of coal for water routes.” 

Compensatory adjustment payments had been made by the 
government since May, 1942, to cover excess costs of transport- 
ing coal caused by wartime conditions, the O. P. A. observed. 
The extension of the area for such payments was provided for 
in amendment No. 1 to O. P. A.’s revised compensatory adjust- 
ment regulation No. 1, effective as of Nov. 1. 


Coal Distribution Regulation 


Solid Fuels Administrator for War Ickes. has issued his 
regulation No. 10, setting up a bituminous coal distribution 
program designed to make currently available increased sup- 
plies of coal to meet the requirements of industrial and domestic 
consumers, including railroads, whose needs are urgent. The 
program applies to all coal mined in bituminous coal produc- 
tion districts 1 to 13, excluding districts 5 and 12. This repre- 
sents the bituminous production of Pennsylvania, Ohio, Virginia, 
West Virginia, Kentucky, Illinois, Alabama, North Carolina, 
Tennessee, Indiana, and Maryland. In an explanatory state- 
ment, the office of the administrator, in part, said: 


Under the program, which will put the reductions in effect as of 
December 1, industrial plants and railroads having coal in storage 
equivalent to more than 25 days’ consumption and public utilities 
having stored coal equivalent to more than 40 days’ consumption must 
reduce their current orders for coal to 75 per cent or less of monthly 
burning requirements. However, because of the hazards of transpor- 
tation, the program permits consumers supplied with coal from the 
producing areas affected, in the Dominion of Canada, and those sup- 
plied by tidewater in New York Harbor and New England, to maintain 
an extra 15 days’ supply above the 25 and 40 days’ limitation. 

It was estimated that the stock Hmitation program will ‘‘free’’ 
approximately 5,000,000 tons each month, for the next few months, to 
move through retail dealers to domestic consumers and to industrial 


plants and railroads with stocks below the standards which have been 
established. 


The program provides that industrial plants, railroads and utilities 
with stocks below certain specified days’ supply may order enough coal 
to build up their storage piles to a safe and practical level within a few 
months. While they may order more than enough coal to bring their 
storage piles to these levels, plants and utilities with coal inventories 
below the standards may order their full month’s requirements and 
from 30 to 40 per cent additional, depending on the number of days’ 
protection represented by their stock piles. 


Excluded from the restrictions of the stock limitation standards is 
bituminous coal for vessel or bunker fuel, for the manufacture of coke, 
for coal as a raw material used in the manufacture of gas or chemicals 
and for foundry, malleable or other metallurgical purposes. Another 
program, which would assure that the special coals required in the 
manufacture of coke for the steel industry and for gas production find 
their way to those industries, is now under study. Consumers supplied 
from commercial docks on the west bank of Lake Michigan and from 
Lake Superior are not affected by the new program. They are already 
operating under a stock limitation program which applies to them only 
and which is continued in effect under the new program. 

Bituminous consumers who do not use at least 50 tons or a car- 
load of coal each month are exempt from the provisions of the new 
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program. Likewise orders of commercial dock operators and orders for 
shipment to lower lake or tidewater dumping ports are exempt if the 
coal as ordered is not segregated and earmarked for a specific indus- 
trial consumer. 

The regulation provides that no person shall be held liable for dam- 
ages or penalties for any default in contracts required by complying 
with the regulation. Severe penalties are provided for those who 
violate the regulation or wilfully falsify records required in connection 
with it. 

Producers are not required to change their operating practices nor 
to curtail production to comply with the new program. Where no 
orders can be secured under the terms of the program, producers will 
be permitted to ship without restriction even though the coal may go 
to customers having more than the established standards of stock-pile 
protection. 


Revenue Ton-Miles 


Class I railroads in the United States handled about three 
per cent more ton-miles of revenue freight in October, than 
was handled in the corresponding month of 1942, according 
to a preliminary estimate prepared by the Association of 
American Railroads. 

In the first ten months of 1943, Class I railroads performed 
approximately 15 per cent more revenue ton-miles of service 
than in the same period of 1942, 55 per cent more than in 
the same period of 1941, and 123 per cent more than in the 
first ten months of 1939. 

The following table summarizes revenue ton-mile statistics 
for the first ten months of 1943 and 1942: 


Revenue Ton-Miles of Freight 


Per Cent 

1943 1942 Increase 
NN Ee F 478,800,671,000 405,738,753,000 18.0 
NS OPE CO rr a 62,900,000,000 58,155,496,000 8.2 
IN seas aoe Sine ciovoes chad b 64,000,000,000 62,160,196,000 3.0 
RMI 65s. 0.62. diciince ciemas 605,700,671,000 526,054,445,000 pF 


a Revised estimate. b Preliminary estimate. 


ROLLING STOCK ADDITIONS 


Class I railroads on November 1, as reported to the car 
service division, had 34,092 new freight cars on order, the 
Association of American Railroads announced Nov. 20. On 
the same date last year they had 30,004 on order. 

Of the total number on order on November 1, this year, 
there were 10,448 plain box, 3,025 automobile box, 4,980 gon- 
dolas, 12,824 hoppers, 1,200 refrigerator, 200 stock, and 1,415 
flat cars. 

Railroads also had 1,039 locomotives on order on Novem- 
ber 1, this year, which included 426 steam, three electric, and 
610 Diesel locomotives. On November 1, 1942, they had 779 
locomotives on order which included 289 steam and 490 electric 
and Diesel. 

Class I railroads put 23,714 new freight cars in service 
in the first ten months of 1943, compared with 58,346 in the 
same period last year. Those installed in the ten months of 


Revenue Freight Loading 


Loading of revenue freight the week ended November 13 
totaled 847,683 cars, according to the Association of American 
Railroads. This was 92,959 cars or 12.3 per cent above the 
preceding week when loading declined substantially on account 
of stoppage of work in the coal mines; 20,988 cars or 2.5 per 
cent above the corresponding week of 1942, and 36,207 cars or 
4.1 per cent below the corresponding week of 1941. 

Loading statistics prepared by the A. A. R. car service di- 
vision follow: 


Grain and Live 


grain-prod. stock Coal 
{ 1943 51,995 26,157 167,133 
re rrr { 1942 41,340 20,243 165,241 
(1941 40,297 15,741 168,262 
Preceding week November 6..... 1943 56,428 26,333 42,863 
Per cent increase over............ 1942 25.8 29.2 pO 
Per cent decrease under.......... 1942 
Per cent increase over..........+. 1941 29.0 66.2 
Per cent decrease under.......... 1941 RS 
(1943 2,341,652 732,266 7,434,126 
Cumulative 46 weeks to Nov. 1341942 1,915,636 644,777 7,427,494 
(1941 1,785,581 569,911 6,721,848 
Per cent increase over............ 1942 22.2 13.6 ok 
Per cent decrease under.......... 1942 
Per cent increase over............ 1941 31.1 28.5 10.6 


Per cent decrease under.......... 


Per cent to 15-year average 113.3. 


1943 included 11,994 hopper, 8,169 gondola, 2 
automobile box, 1,015 


and 47 miscellaneous freight cars. 
They also put 574 new locomotives in service in the 

ten months of this year, of which 344 were steam, 15 ej 
New locomotives installed in the same 

last year totaled 638 of which 258 were steam and 38 


and 215 Diesel. 


electric and Diesel. 


to 594. 


U. S. railroads reported an average dail 
freight cars for the week ended Nov. 13, a 
service division of the Association of American Railroads, }, 
was made up as follows: Plain box, 4,745; auto box, 413: fig 
521; gondola, 6,263; hopper, 27,366; and miscellaneous, 6233 


Senator Langer, of North Dakota, reproduced in the Con. 
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k : 346 flat, 13 
plain box, four refrigerator, three stock, 


380 were 


The O. D. T. also reported 50 new locomotives on 
on November 1, and twenty new locomotives installed in the 
first ten months of this year by other than Class I ¢; 
This brings the total of new locomotives on order on 


Non 
ber 1, to 1,089 and the number installed in the first ten Mi 


y surplus of 4554 
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gressional Record of Nov. 15 seventeen telegrams sent by grain ” 4 


elevator operators in North Dakota to the Atwood, Larson Cp, 
of Minneapolis, reporting that large quantities of wheat were 
on the ground and “not under cover.” Some of the telegrams 
were dated Nov. 6, others Nov. 8, and still others Nov, 10, 
Claims that grain car shortages and lack of storage space had 
forced the dumping of grain on the ground in North Dakota 
had been submitted by North Dakota grain interests to a sub- 
committee of the Senate interstate commerce committee in a 
hearing Nov. 9 (see Traffic World, Nov. 13, p. 1215). 

M. W. Thatcher, general manager of the Farmers Union 
Grain Terminal Association, of St. Paul, Minn., told members 
of the Montana Farmers Union in a convention of the latter 
organization that he had discussed his allegation of “discrimi- 
nation in furnishing box cars to cooperative elevators” with 
Senator Wheeler, of Montana, chariman of the Senate inter- 
state commerce committee, and that two hours after Senator 
Wheeler had notified Director Eastman, of the O. D. T., of the 
car shortage complaint, he (Mr. Thatcher) was “enjoying a 
private meeting with the United States Interstate Commerce 


Commission—all because of Senator Wheeler.” 


Mr. Thatcher’s remarks about the grain car situation and 
the cooperation he had received from Senator Wheeler were 
part of an address delivered by Mr. Thatcher at the Montana 
Farmers Union meeting and reproduced in the Congressional 
Record by Senator Johnson, of Colorado, with the comment 


that it was “a great speech.” 


“T’ve been in a fight for weeks with the railroads. and 
O. D. T. because of discrimination in furnishing box cars to 
cooperative elevators,” said Mr. Thatcher, in that address. “It 
has cost cooperative elevators untold loss of millions of bushels 
of grain—and worse, it has penalized the farmers who were 
thus forced to go to a privately owned elevator to sell their 
grain. I could get nowhere until I went to Washington. I went 
to Senator Wheeler and told him the story. It was on Satur 
day afternoon, September 18. Senator Wheeler is chairman 0 
the Senate committee on interstate commerce. At 2:30 p. m 
he telephoned Mr. Joseph Eastman. 
at 4:30 that day I was enjoying a private meeting with the 
United States Interstate Commerce Commission—all becaus? 
of Senator Wheeler. 

“T got a fine hearing—all the time I wished. I’ve been get 
ting action ever since. It is a slow job to lick the Association 
TT, 
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Revenue Freight Car Loading—Week Ended Saturday, Nov. 13 


Forest 
Products 
42,978 
42,647 
43,201 
43,772 


Ore 
44,275 
60,152 
57,934 
72,653 


26.4 











the J 
road 
more 
poin 
on t 
resu 
than 
seng 
the 
. . . Believe it or not, but ’ 
repr 
trict 
grea 
esti 
per 
rese 
esti 
Mdse. tha 
L.C.L. Miscellaneous Total to |] 
107,320 393,627 847, 683 per 
91,065 391,872 826,695 
156,284 389,344 883,89 HH rep 
104,621 396,221 754,74 HE tric 
17.8 A 25 gre 
est: 
Bi per 
31.3 4 
4,471,058 17,380,096 37,625,38 ; 
5,071,475 17,632,737 38,407,701 gir 
7,165,380 16,285,296 37,578,28 
11.8 1.4 a 91, 
6.7 l ag 


37.6 


























November 20, 1948 


of American Railroads on an order that has stood unchallenged 
- Te onder ‘to which Mr. Thatcher referred is designated 
py the A. A. R. car service division as CCS-10-Revised (see 
by fie World, Sept. 18, p. 658, and Nov. 13, p. 1212). 







Revenue Traffic Statistics 


Class I steam railways, exclusive of switehing and terminal 
companies, handled a total of 65,103,271,000 ton-miles of rev- 
enue freight in August, 1943, as against a total of 58,626,310,000 
in August, 1942, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics, designated as 
statement M-220. In the eight months ended with August, 1943, 
the total ton-miles of revenue freight handled by those carriers 
was 478,800,671,000, compared with 405,738,753,000 in the cor- 
responding period of 1942, the statement showed. 

Revenue tons carried in August this year aggregated 275,- 
497,745 as against 259,957,503, in August, 1942, and the tons 
carried in the first eight months of 1943 totaled 1,998,983,503, 
compared with 1,808,255,234 in the first eight months of 1942. 

The August, 1943, freight revenues amounted to $585,886,- 
038, while that for August, 1942, totaled $537,617,209. For the 
first eight months of 1943, and 1942, respectively, the freight 
revenue totals were $4,475,863,210, and $3,745,538,561, accord- 
ing to the figures. ’ : 

Revenue passengers carried in August, 1943, totaled 84,- 
518,377, compared with 64,878,877 in August, 1942. The pas- 
senger total for the first eight months of this year was 
585,982, and the total shown for the first eight months of 1942 
was 416,886,322. In August of this year, passenger revenues 
aggregated $162,042,576, while that for August of last year 
amounted to $103,529,482. The passenger revenues total for the 
first eight months of this year was $1,067,887,755, compared 
with $587,855,733 for the corresponding 1942 period. 

Freight traffic averages for eight months ended with Au- 
gust, 1943, in comparison with those for the first eight months 
of 1942, were reported as follows: 

1943—-Miles a revenue ton by the road, 239.5; revenue a 
ton-mile, 0.935 cents; and revenue a ton by the road, $2.24. 

1942—-Miles a revenue ton by the road, 224.4; revenue a 
ton-mile, 0.923 cents; and revenue a ton by the road, $2.07. 

Freight traffic averages for August, 1943 and 1942, were 
reported, respectively, as follows: 

Miles a revenue ton by the road, 236.3 and 225.5; revenue 
a ton-mile, 0.9 cents and 0.917 cents; and revenue a ton by the 
road, $2.13 and $2.07. 

































Railroad Earnings 


Based on advance reports from Class I railroads, whose 
revenues represent 81.4 per cent of total operating revenues, 
the Association of American Railroads has estimated that rail- 
road operating revenues in October, 1943, were 5.4 per cent 
more than in the same month of 1942. This estimate, it was 
pointed out, covered only operating revenues and did not touch 
on a trends in operating expenses, taxes, or final income 
results. 

Estimated freight revenues in October, 1943, were greater 
than in October, 1942, by 0.3 per cent, while estimated pas- 
senger revenues were greater by thirty per cent. Continuing, 
the statement said: 


Eastern District: Thirty-three Class I railroads, whose revenues 
represent 91.2 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues in October, 1943, were 
greater than in October, 1942, by 5.1 per cent. Freight revenue was 
estimated to have increased 0.8 per cent, and passenger revenue 26.1 
per cent, 

Southern Region: Seventeen Class I railroads, whose revenues rep- 
resent 66.5 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues in October, 1943, were greater 
than in October, 1942, by 1.8 per cent. Freight revenue was estimated 
ee 4.4 per cent, but passenger revenue increased 25.5 

cent. 

Western, District: Thirty-six Class I railroads, whose revenues 
represent 75.9 per cent of total operating revenues in the Western Dis- 
trict, estimated that their operating revenues in October, 1943, were 
greater than in October, 1942, by 6.9 per cent. Freight revenue was 


crag to have increased 0.9 per cent, and passenger revenue 37 
cent, 




























_ Revenue estimates for October in dollars, by districts, were 
given by the association as follows: 






Eastern District (including Pocahontas region): 33 out of 55 roads, 
per cent complete, reporting—freight revenue, $236,862,509 as 
~ pay $234,893,580 actual for October last year; passenger revenue, 
~ seaactee as against $45,175,044 actual for October, 1942; total oper- 
rg revenues, $316,016,637 as against $300,687,381 actual for October, 
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Southern Region: 17 out of 26 roads, 66.5 per cent complete, re- 
porting—freight revenue $50,628,073 as against $52,932,305 actual for 
October, 1942; passenger revenue, $13,909,442 as against $11,085,558 
actual for October last year; total operating revenues, $68,913,973 as 
against $67,693,609 actual for October, 1942. 

Western District: 36 out of 52 roads, 75.9 per cent complete, re- 
porting—freight revenue, $191,074,706 compared with $189,280,176 actual 
for October, 1942; passenger revenue, $44,372,644 as against $32,397,608 
actual for October last year; total operating revenues, $254,821,127 as 
against $238,434,134 actual for October last year. 

United States total: 86 out of 133 roads, 81.4 per cent complete, 
reporting—freight revenue, $478,565,288 as against $477,206,061 actual 
for October, 1942; passenger revenue, $115,246,053 as against $88,658,210 
actual for October last year; total operating revenues (including freight, 
passenger and other), $639,751,737 compared with $606,815,124 actual 
for October, 1942. 


Rail Financial Data 


Total current liabilities of all Class I steam railways at the 
end of the first eight months of 1943 amounted to $2,544,316,453, 
as against $1,490,526,687 on Aug. 31, 1942, and their total cur- 
rent assets at the end of August this year aggregated $4,291,- 
171,283 compared with $2,524,095,497 at that time in 1942, 
according to selected income and balance sheet items for those 
roads tabulated by the Commission’s Bureau of Transport Eco- 
nomics and Statistics in its statement M-125. 

The current liabilities figures included accrued tax lia- 
bility totals of $1,615,161,891 and $756,787,733 at the end of 
August, 1943 and 1942, respectively, the statement showed. It 
analyzed the 1943 accrued tax liability as consisting of 
$1,452,073,686 of U. S. government taxes and $163,088,205 of 
other than U. S. government taxes. Federal income taxes for 
August, 1943 and 1942, respectively, were computed by the 
bureau as $147,325,875 and $94,398,221, and those for the first 
eight months of 1943 totaled $959,076,614, compared with 
$460,808,957 for the first eight months of 1942, according to the 
statement. 


Funded debt of all Class I railroads, maturing within six 
months after August, 1943, totaled $153,373,276, representing 
an increase in comparison with the corresponding figure at 
the end of August, 1942, which was $110,145,858. The balance 
of funded debt of Class I railroads not in receivership or 
trusteeship, maturing within six months after~ August, 1943, 
was $133,260,988, and the corresponding figure at the end of 
August last year was $80,623,884, the statement showed. 

The 1943 current assets figure included $1,346,109,157 in 
cash; the 1942 figure, $964,665,835 in cash. 

The ratio of income to fixed charges for all Class I rail- 
ways for August, 1943, was 2.75, and that for August, 1942, 
was 2.73. The corresponding ratio for the first eight months of 
1943 was 2.55 and that for 1942 was 2.18. The statement con- 
tained a further notation that for railways in receivership 
and trusteeship the ratio of income to fixed charges was as 
follows: August, 1943, 2.43; August, 1942, 2.61; eight months 
of 1943, 2.43; eight months of 1942, 1.94. 


Plant Use of Railroad Cars 


Homer C. King, director of the Commission’s Bureau of 
Service, has addressed a letter to the National Industrial Traffic 
League, and a numebr of shippers, mostly in the steel industry, 
asking further reduction in the use of railroad-owned cars in 
the plants of industry. The letter, in part, follows: 


Please refer to previous correspondence and discussions in connec- 
tion with the use of railroad-owned cars in plant service; also circular 
No. 3063 of March 5 issued by Mr. Lacey with the suggested form 
attached thereto for keeping adequate records of cars used in plant 
service, and to Mr. Shafer’s circular letter, dated March 11, 1943, to 
general chairmen. 

Our field men have visited a number of plants to determine the 
type of records which are being maintained in connection with cars 
used in plant service. Our reports indicate that, generally speaking, the 
particular form is not used but that in most instances it is reasonably 
practicable to secure data as to the extent to which cars are used in 
plant service. 

At a meeting of the National Shippers’ Advisory Board at St. Louis 
on October 5, it was reported that a committee of the Allegheny Board 
has reduced inter and intraplant movements as much as fifty per cent. 
I have been unable to secure any definite information, however, as to 
this reported improvement. I should greatly appreciate your advice 
on this matter. 

Our report shows that there is considerable use of railroad cars in 
plant service. In view of the fact that the railroad transportation situa- 
tion is still acute and that winter is approaching, it will undoubtedly 
be necessary to secure the utmost efficiency in the use of transportation 
and transportation equipment. 


After referring to the effort being made to increase utiliza- 
tion of equipment by 10 per cent, the letter quoted from reports 




























































































1288 


received “during the past two months,” as evidence of possi- 
bilities for improvement. 

One plant, according to the reports quoted, used 1,803 gon- 
dolas and 1,453 hopper cars a total of 6,682 days in plant service 
in September; another plant used 5,036 railroad cars in plant 
service 14,700 days. 


Frustrated Freight Charges 


The Commission, division 2, has issued four orders dealing 
with adjustments of charges for detention, storage, and de- 
murrage, on freight consigned to north Atlantic ports for 
export, and there delayed or reshipped by reason of lack of 
ship space, due to the war. 

One order authorizes the New York, New Haven & Hart- 
ford Railroad to adjust charges on freight consigned to New 
York, N. Y., for export, which has been or now is held in cars 
and which freight may be reshipped to another port for export, 
reshipped to a point in the interior and there domesticated, or 
again reshipped to a port for export, and on freight held dur- 
ing the present war at the port of New York and there 
domesticated, by applying for the detention the export stor- 
age rates and free time in force at the time of detention. The 
order said that, effective Dec. 8, 1942, the New Haven had 
provided in its Freight Tariff F-1 for charges on that basis, 
and that the Commission was of the opinion that the collec- 
tion of charges for detention in excess of those accruing on 
the basis of export storage charges and free time in effect at 
the time of detention would result in the exaction of unjust 
and unreasonable charges. The New Haven is required to file 
with the Commission statements definitely and clearly describ- 
ing the shipments on which adjustments shall have been made 
under authority of the order. 

Another order, issued on petition of trunk line and New 
England north Atlantic port rail carriers for authority to 
adjust storage and demurrage charges on freight as afore- 
mentioned, authorizes those carriers to apply charges for 
storage and demurrage at a rate of three cents a 100 pounds 
for the first ten days and one cent a 100 pounds for each suc- 
ceeding ten-day period or fraction thereof, including handling 
in and out, subject to a free time allowance of ten days. These 
carriers are likewise required to file with the Commission 
statements describing the shipments on which such adjust- 
ments shall have been made. Effective June 24, 1942, the order 
said the rail carriers, other than the New Haven had estab- 
lished that basis of charges for storage, and that, effective 
Dec. 28, 1942, in Freight Tariff F-1, the rail carriers afore- 
mentioned had provided that storage and demurrage charges 
accruing at the port to which shipments were originally con- 
signed would be assessed on the export basis. 

The other two orders amended the Commission’s order of 
July 19, 1942, entitled “Petition of Trunk Line and New Eng- 
land North Atlantic Port Rail Carriers for Authority to Ad- 
just Storage Charges on Freight Consigned to North Atlantic 
Ports for Export,” and its order of Dec. 26, 1942, similarly en- 
titled to deal with storage and demurrage charges, to exclude 
from the adjustment therein authorized charges on shipments 
held in cars on the line of the New Haven. 


NAVY AND TRANSPORTATION 


The Navy Department has announced that added respon- 
sibilities of its Bureau of Supplies and Accounts in connection 
with freight rate adjustments has led to the establishment of a 
commerce section in the bureau’s transportation division that 
will act for the department in all freight classification and rate 
matters that require negotiation with carriers or representa- 
tions to the Commission or state regulatory bodies. Lieutenant 
Commander J. G. Cooper, who was on the staff of the Com- 
mission prior to being commissioned in the Navy, has been 
designated officer-in-charge of the new section. 


RUBBER PRODUCTION 


Arguing against abandonment, after the war, of the syn- 
thetic rubber plants that had been or were being constructed, 
Representative Stefan, of Nebraska, in a statement inserted by 
him in the Congressional Record, said the government planned 
to sell rubber from these plants ahd added that, if this rubber 
was fairly priced, the government investment of more than 
$750,000,000 in those production facilities would be paid for ‘“‘in 
the not too distant future.” 

The present average cost of the rubber produced in the new 
synthetic rubber plants, he said, was 41 cents a pound. He 
stated that each month as the plants came into operation costs 
became more standardized and lower, and that competitive costs 
with raw rubber were expected after the war. It was expected, 
he said, that government “styrene type” rubber would be pro- 
duced then at 7 cents a pound. 

He contended that for many purposes synthetic rubber 
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might prove superior to crude rubber, “and vice versa” 
that there would be room for both synthetic rubber plants and 
crude rubber production in the post-war years. He saiq “th 
American spirit of competitive business” could take the g ; 
thetic plants and operate them in competition with natural 
rubber. 

“One of the remarkable things that can be said about oy 
rubber program,” he continued, ‘is that William Jeffers 
accomplished in one year what would have ordinarily taken 10 
to 12 years. This is truly remarkable when critical Materials 
and labor shortage are taken into consideration in wartime. To 








c 
do this Mr. Jeffers called on Bradley Dewey, the present rubber wae 
director, to head his technical scientific staffs.” pene 

Mr. Stefan commended, also, the work that had been done 

in the Office of Rubber Director by Frank Creedon, whose diy, h 
sion supervised the erection of the synthetic rubber plants: L T e 
D. Tompkins, on loan from the United States Rubber Co., whog § Editor | 
task was the preservation of the U. S. stock pile of crude ryp. Mr 
ber; and E. E. Babcock, on loan from the Firestone Tire & Ryb. # prought 
ber Co., who was “responsible for the substitution of synthetic § a subje 
rubber as it became available for crude rubber.” Ac 
“There are aout 275 people employed in this great organi. § of thos 
zation at this time and among them are scores of valuable § forwar' 
Americans whose work has helped make the program g0 gue. § general 
cessful,” Mr. Stefan said. took th 
———_———_——_———— of the 
CITRUS FRUITS ICING his ren 
The director of the Commission’s Bureau of Service has§ ‘¢ ™ 
issued general permit No. 1 under service order No. 164, which by 
restricted the reicing of citrus fruits originating at points ing ™? ! 
Arizona, California, Florida, or Texas, granting permission for§ 28° “ 
any common carrier by railroad to provide standard refrigera. ager, | 
tion on any refrigerator car loaded with a mixed shipment of oan 

citrus fruits and vegetables originating at any point or points 

in the aforementioned states, provided the citrus fruit in the Sr 
car comprises not more than 50 per cent of the lading by ne | 
weight. Waybills are to show reference to the general permit, M 
which was made effective Nov. 12 (see Traffic World, Nov. 6), be the 
The director has also issued general permit No. 2 under te 
service order No. 164, granting permission for any common = I 
carrier by railroad to provide standard refrigeration on any traffic 
refrigerator car loaded with Valencia oranges only, originating for SC 
at any point or points south of Tehachapi Summit, including Pp 
Ventura and Santa Barbara counties, Calif., provided the way- the ui 
bills show reference to the general permit. The permit was a pro 
made effective Nov. 13, to expire Jan. 1, 1944. 7 
CONTROL OF EXPORTS AND IMPORTS ree 

The Office of Exports, Foreign Economic Administration, § sonal 
has issued its current export bulletin No. 132 covering Mexi § Eithe 
export license applications and other subjects. perso 

—— accol 

MOTOR PARTS ORDER can | 
The War Production Board has announced an amendmen § ‘0 P: 
to Limitation Order L-158 containing several important changes Why 
for the purpose of increasing the available supply of replacement § the ¢ 
parts deemed necessary to keep the essential motor vehick § ‘° ¢ 
transportation of the country in operation. Among the changes of th 
are the following: ~ 
The restrictions on producers’ inventories of finished replacement! a bo 
parts have been eliminated. This will allow producers to schedule 
runs of replacement parts in accordance with the most efficient mamt poss 
facturing practices and not limit their usage of facilities to productio the 


of specific quotas. 
W. P. B. is now empowered to direct any producer or distribute 
to deliver or to sell replacement parts available for civilian distributia 


to any other persons and in such quantities as the W. P. B. mij 
determine. 


Ww. P. B. AND RAILWAYS’ PRINTED MATTER 


The War Production Board has issued an amendment t) § Edi 

its preference rating order P-142, clarifymg inventory contr e 
features of paragraph “f” of that order. W 

The amendment to paragraph “f” states “the foregoing * § 
ventory control does not apply to printed matter.” This cla @ in | 
fication, said the W. P. B., was designed to relieve railroal @ the 
from the inventory control of P-142 over such printed matte! ind 
as tickets, waybills, timetables, etc. It added that MRO priority # esc 

ratings should not be used to obtain printed material by reas! 

of List “B” of priority regulation 3. Pe 
RAIL DEBT TO R. F. C. all 


Railroads owed the Reconstruction Finance Corporatio 
$406,987,611 as of Nov. 16, according to a statement made thi! 
day by Jesse Jones, Secretary of Commerce. Since the R. F. 
began operating in February, 1932, said he, it had disbv 
on railroad loans and purchases of Public Works Administ 
tion railroad securities $1,050,203,675, of which amount $643; 
216,064 had been repaid or sold. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 


The Traffic Man 


Editor the Traffic World: 

Mr. Adell’s letter in the Open Forum September 25 has 
brought on quite a bit of interesting comment and has opened 
a subject in which all traffic men should be interested. 

According to my interpretation of his letter, the majority 
of those who replied have overlooked the basic question put 
forward—why the importance of traffic men has not been more 
generally recognized. The greater numbers of those writing 
took the vein that this non-recognition was due to the inability 
of the “alleged” traffic manager to perform his duties or else 
his remaining in the background and not showing his employer 
the importance he can assume. 

There is quite a bit of merit in these statements, but the 
mere fact that a business or industry employs a traffic man- 
ager certifies that it recognizes the importance of a traffic man- 
ager, regardless of the traffic manager’s failure to make the 
most of his position. 

Mr. Adell’s question evidently is directed to those busi- 
nesses and industries that do not employ traffic men or even 
use the services of traffic bureaus, which by far seem to be in 
the majority. 

Mr. Roane’s letter, which appeared November 13, seems to 
be the most adequate reply to Mr. Adell, and he seems to have 
come nearer the seat of the situation as a whole. 

I am in agreement with all his statements except that the 
traffic management problem must be left to the universities 
for solution. 

Professionalization is evidently the answer and, although 
the universities may help in establishing traffic management as 
a profession, they are not the only source. 

Traffic management is closely related to certified public 
accountancy and with law on a social and pecuniary plane. 
Accountancy and law may both be learned by a study at a per- 
sonal attendance or correspondence school or by experience. 
Either is sufficient if the knowledge gained thereby enables the 
person involved to pass his examination for certified public 
accountant or his bar examination. Therefore, before a person 
can bear the title of ‘traffic manager” he should be compelled 
to pass a “road test,” or by whatever name, an examination. 
Why not then select a group of the top ranking traffic men of 
the country to form a “traffic board,” whose purpose would be 
to compose such an examination and pass on the qualifications 
of those seeking admittance into this field? Of course, a fee 
ool charged to defray the cost of the workings of such 
a board. 

I suggest that the Traffic World sponsor such an idea and 
Possibly even be the directing force behind its enaction with 
the “traffic board” acting as board of directors. 

J. R. Hasson, ATM—Southern Division, 
The Flintkote Company. 
Meridian, Miss., Nov. 16, 1943. 


Drafting of Fathers, Ete. 


Editor the Traffic World: 

ei I have just read your editorial of November 6 captioned, 
Washington Confusion.” 

__ While I bear with you that there is more or less confusion 
In the various bureaus of the administration, I believe that in 
the matter of selective service, (regulations bearing on the 
induction of fathers) there are circumstancés which may have 
escaped your notice. 

I speak as a member of Local Board 32, Selective Service, 
and With a knowledge of the various directives by which we 
administer the selective service act. 

Fathers who have been inducted on a number of occasions 


1 of which may be unknown to the general public. These 
are below: 


ide 1. Fathers who have failed to indicate on their questionnaires and 
erwise that they have children. 


sai 2. Fathers who do not support their families and whose wives have 
€d that the father be inducted because of his harmful influence at 
























home and because he was more of a liability than an asset. 
does not know of such facts. 

3. Fathers who have had children born after September 15, 1942, 
or who have married widows with children after December 8, 1941, in 
both cases fatherhood was acquired after the declaration of war. 

4. Fathers whose families have independent means of support and 
who have volunteered for induction. 


The public 


The aforementioned are only a few cases which have come 
to our attention at various times during the past several years. 

At the present time, there is no dependency deferment 
for any man between the ages of 18 through 37 years unless 
in the case of extreme hardship which is generally classified 3D 
after exhaustive investigation, doctor’s certificates, etc. 

It is true that the political aspects have been bewildering to 
vulnerable men (fathers and non-fathers). Inasmuch as the 
individual local draft boards must make the decision in each case 
and further that the registrants have the full right of appeal, 
it can be assumed that the cases of induction of fathers, other 
than those mentioned, can be attributed to the local board 
involved rather than administrative policy of the National 
Selective Service Organization.* 

In regard to the OPA functions insofar as war or defense 
workers or soldiers on furlough are concerned, we have found 
that soldiers generally have to submit full evidence that they 
are entitled to the measly five gallons of gasoline that they 
receive as well as the food coupons, and defense workers gen- 
erally have to produce statistics concerning the mileage from 
their home to place of employment and number of trips per 
month. Also, whether they are sharing their car or not and 
if they can reach their place of employment by means other 
than automobile before ‘‘C’ coupons are issued. 

All defense industries employing over 200 employees must 
have a transportation committee organized to pass on all re- 
quests for supplemental gas rations. Working with approxi- 
mately one-half of the OPA boards in Chicago, we can state 
very definitely that the thousands of employees in our organiza- 
tion have no excess gas. In an undertaking of such magnitude 
as the OPA gasoline restrictions, some abuses creep in but they 
are the exception rather than the rule. I do not believe criticism 
should be predicated on the exception. 

This letter is not written to either uphold the bureaucracy 
of the present administration nor to condone abuses of lawful 
regulations. This letter is written merely to call your attention 
to actual conditions which have come to my knowledge first 
hand. 

P. E. Anderson, Traffic Manager. 
Chicago, Nov. 15, 1943. Zenith Radio Corporation. 
*Well, if local boards differ in their policies in deciding the kind 


of cases we are talking about, isn’t it a national policy that permits 
them to do so?—Editor the Traffic World. 


M. C. POSTWAR PLANNING 


A recommendation that small lakes vessels be placed in 
operation between Great Lakes ports and United Kingdom and 
West Indies ports has been made to the postwar planning com- 
mittee of the Maritime Commission by representatives of Mil- 
waukee, Wis., John L. Bohn, mayor, and H. C. Brockel, munic- 
ipal port director, discussed the matter with members of the 
committee. The trades in question, it was said, had been domi- 
nated by the British, Dutch and Norwegians. The Milwaukee 
spokesmen also urged that lakes package freight services be 
resumed as soon as possible. Admiral Vickery, vice chairman 
of the commission, plans to make a tour of the Great Lakes 
shipyards and ports, as well.as the other principal shipyards 
and ports of the country, in connection with the planning com- 
mittee’s studies. No dates had been fixed for these inspection 
trips, it was said. 


W. S. A. RATE ORDERS 
The War Shipping Administration has issued rate order 
No. 227, rate and surcharge, phosphate rock in bulk, between 
U. S. Gulf ports, and rate order No. 228, rate and surcharge, 
sulphur in bulk, between U.S. Gulf ports. 
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Fleteher on Wallace, Ete. 


In an address before the Birmingham (Ala.) Traffic and 
Transportation Club, Nov. 15, R. V. Fletcher, vice president 
of the Association of American Railroads, did not name Vice 
—— Wallace, but evidently referred to him when he spoke 
as follows: 


Recent significant developments indicate that the American people 
have not lost their hold upon the fundamental principles which con- 
stitute the American way of life. 

I do not find, for example, that the public is reacting with any 
degree of sympathy to recent childish attacks which have been made 
upon the railroads by a certain gentleman in high authority, who, 
speaking without knowledge of the subject, has seen proper to con- 
demn the railroads because they have adopted plans and methods en- 
dorsed by the American people, approved by public authority and 
demonstrated by experience to be essential to the orderly handling of 
business. Seeds of discord, thus sown by politicians hoping to advance 
their fortunes, who undertake to discuss subjects with which they are 
not familiar at the instance of narrow-minded partisans, have fallen 
upon barren ground. 

The American people think for themselves. They will insist upon 
the restoration of a political and economic system based on American 
traditions and fulfilling the American ideal of a people breathing the 
atmosphere of freedom, with little or no interference from the servants 
of privilege or the minions of bureaucracy. I feel confident that if we 
have such a political and economic order, the railroads will hold their 
own, under private ownership and operation, in view of their ability 
to serve the public by giving efficient service at rates lower than can 
possibly be supplied by their competitors. If they are not able thus 
to serve the public, they do not deserve to survive. 


Mr. Fletcher told how the railroads were seeking revenue 
legislation to enable them to set up reserves for deferred main- 
tenance. In commenting on the need for improvement of the 
railroad plant, including terminals, he said he was hopeful that 
the railroads would emerge from the war with something like 
$1,500,000,000 in cash, “which they can employ in the process 
of turning from the activities of war to the pursuits of peace. 
Certainly, they will need that amount and more, if they are to 
keep their place in the transportation world.” 

“I say this because none of us is unmindful of the compe- 
tition which will confront the railroads from highway, water- 
way, air and pipeline carriers in the postwar period,” said he. 
“It is more than probable that the government will, for the 
sake of relieving unemployment if for no other reason, engage 
in an extensive program of highway construction and such a 
program will almost inevitably lead to an increase in the activi- 
ties of motor carriers.” 


Mr. Fletcher also spoke of competition to be expected from 
air and water carriers. 


Rail Research for Future 


The Association of American Railroads, he continued, had 
a principal committee and subcommittees working on postwar 
rail problems, and added: 


We have undertaken to appraise, through these subcommittees and 
otherwise, just how much traffic there will be for all of the transpor- 
tation agencies when the war is over and how this traffic will prob- 
ably be divided as among the five competing forms. To reach some 
definite conclusions on the subject, we are undertaking to contact 
those who produce the most important items of traffic, to ascertain 
what their plans are as to production and distribution. We are setting 
up regional offices throughout the country, by means of which we hope 
to reach some definite conclusions as to what the country is likely to 
produce and how its products are to be distributed. We are studying 
also the matter of traffic policies and rate adjustments, in the light of 
our own experience and the plans and purposes of industry generally. 
We have recently authorized the organization of a Department of 
Technical Research, under the control of a competent director, who 
will be charged with the duty of organizing a competent staff to devote 
themselves to what may be called basic or fundamental research. To 
give you some idea of what this new department will undertake, I 
quote from the statement of one of the research subcommittees in its 
report to the board of directors of the Association of American Rail- 
roads, wherein the type of research is described as: 

A. Fundamental or basic research for the development of designs 
and processes not heretofore used or taken advantage of in railroad 
service; and the obtaining of specific facts or knowledge—metallurgical, 
chemical and physical—of materials or appliances for improvements in 
the service offered by the railroad industry. 

B. Applied or physical research for the improvement of materials, 
processes or appliances now in use. 

C. Specification and standardization research for further develop- 
ment of standards and specifications based upon research investiga- 
tions. 

D. Appliance design and testing research to determine the ac- 
ceptability, performance and economy of appliances used by the rail- 
roads. 

E. Study of effect upon the efficiency, economy, flexibility and 
utility of railroad plant resulting from the development of new mate- 
rials, appliances and techniques. 

I wish that the limits upon my time and upon your patience would 
permit a more detailed discourse of what is being undertaken in the 
way of research by this busy committee which the association has 
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organized. I must content myself with saying that we now havea 
of expert analysts employed by the various subcommittees, pe 
reviewing the situation in the most comprehensive way, with pc 
attention to what the future is likely to bring to transportation, 


we have beaten our swords into plowshares and our spears into prun. 
ing hooks. 





Rivers and Harbors Bill 


Members of the House rivers and harbors committee, jn 
closed session Nov. 16, voted to eliminate from a list of proj- 
ects considered for inclusion in a new omnibus rivers ang har- 
bors bill the Tennessee-Tombigbee waterway, calling for a firs 
cost of $66,000,000, and a proposed Connecticut River improve. 
ment between Hartford, Conn., and. Holyoke, Mass., involving 
a first cost of $12,344,000, but approved a long list of othe 
projects involving a total first cost of about $356,000,000, 


Among the projects accepted for inclusion in the omnipy 
bill was one for improvement of the Alabama and Coosa River; 
and their tributaries, in Alabama and Georgia, sponsored by 
the Navy Department, the estimated first cost of which would 
be $60,000,000; improvement of the Savannah River below 
Augusta, Ga., and Clarks Hill Reservoir, estimated first cost, 
$28,000,000; Trinity River, Tex., improvement, $15,000,00; 
Neches and Angelina Rivers, Tex., estimated first cost, $23,000. 
000; Illinois Waterway and Indiana Harbor Canal (Calumet. 
Sag Canal), $25,900,000; Snake River, in Oregon, Washington 
and Idaho, $30,200,000, and Umatilla Dam, Columbia River, 
Oregon and Washington, $49,470,000. 


The total first cost of all the projects listed for considera. 
tion by the committee was about $476,000,000, it was stated by 
a committee spokesman. 

The St. Lawrence waterway and power project was not on 
the list of projects considered for inclusion in the omnibus bill, 
nor was the Beaver-Mahoning Rivers project on that list, ac. 
cording to Chairman Mansfield, of the committee. He said a 
project for improvement of East River, New York, with a first 
cost of $34,509,000, was not voted on by the committee, 

All except eight of the projects in the list approved by 
the committee would be post-war projects, it was stated at the 
committee. The eight excepted had been recommended for con- 
struction as soon as possible, in a letter addressed by the Pres. 
ident to Representative McCormack, Democratic floor leader 
of the House, it was said. Those eight projects are: Baltimore 
Harbor, $150,000; St. Joseph’s Bay, Florida, $225,000; Mobile, 
Ala., Harbor and Chickasaw Creek, $475,000; three projects on 
the Sabine-Neches waterway, Tex., $55,000; improvement of the 
Mississippi River between the Ohio and Missouri Rivers, involv 
ing a cost of $10,290,000; St. Clair River, Mich.; San Pablo Bay 
and Mare Island Strait, Calif., $7,600; and Ponce Harbor, Puerto 
Rico, $400,000. These projects were desired by the Navy De 
partment. 


A. B. P. ADVERTISING CONTEST 


The Associated Business Papers have announced their 1% 
competition to discover the advertiser who makes the most 
effective use of his advertiSing in business papers in the yeal. 
The contest is similar to one held last year and is part of the 
association’s endeavor to increase the usefulness and helpftl- 
ness of advertising appearing in business papers, which als 
includes the publication of booklets entitled ‘Tell All,” “A 
Guide to Effective War-Time Advertising” and “How You Ca 
Help Your Retailers Solve Their War-Time Problems.” The 
contest will close January 31, 1944. E. F. Hamm, Jr., presidet! 
of the Traffic Service Corporation, publisher of the Trafit 
World, is chairman of the contest committee. Other membes 
of the committee are: 


Elon Borton, advertising manager, La Salle Extension University; 
John E. Erickson, vice-president, The Caples Company; Keith J. Evais, 
advertising manager, Joseph T. Ryerson-Inland Steel Company; J. ¥. 
Fleisch, advertising manager, A. Stein and Company; Oakleigh % 
French, president, Oakleigh R. French Associates; Fred I. Lackets 
advertising manager, Hays Corporation; Homer McKee, account exec 
tive, Roche, Williams and Cunnyngham, Inc. 


In addition to the major award, the committee will git 
certificates of merit to other particularly worthy entries. 


NEW FISK RECAPPING MANUAL 


The Fisk tire division of the United States Rubber Com 
pany has issued a new manual on the repair and recapping ° 
tires with synthetic rubber. The manual is part of the 
sion’s nationwide educational program and supplements 
teaching at its recapping school at Detroit, Mich. A 
written primarily to assist Fisk tire men in recapping, tir 
repairing, tube repairing and curing, the manual is offered 
without charge to all tire repairmen. 
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Density. Packaging and Costs 


The Board of Investigation and Research has made avail- 
able a limited number of copies of “Commodity Density and 
packaging Related to Cost Characteristics,” for comment and 
criticism by interested and qualified groups. The document, 
consisting of approximately 300 pages, was prepared by H. B. 
Cooley, principal transportation | analyst, water carrier section 
of the economy and fitness division of the board. en) ; 

“The most important factors which cause variations in 
the cost of transportation of different commodities are the 
weight and size of the individual packages and the density of 
the product as packed for shipment,” says Mr. Cooley in the 
reface. “Steamship companies, and more recently the truck- 
ing industry, have been conscious of the need for information 
relating to the density, or the stowage factor, of various com- 

ities.” 
~. Cooley said the need for this information in the case 
of the steamship operation was apparent if cargo was to be 
properly stowed aboard the vessel. Continuing, he said: 


























In the case of the trucking industry the information is desired 
not alone with regard to the amounts of different commodities which 
may be stored in the truck or trailer, but also because of the effect 
upon the cost of transportation due to the limitation of the vehicle 
pecause of lack of sufficient cubic capacity to obtain a full weight load 
of lighter commodities. 

The approach of the railroad has been somewhat different from 
that of the other types of carriers as the railroads have provided 
standard equipment and have regulated their charges so as to receive 
adequate compensation for the use of the equipment when handling a 
light load of a bulky commodity as compared with what could be car- 
ried in the car if it was loaded to full capacity as measured by the 
weight. The steamship companies have varied this concept by hauling 
the more bulky commodities on the basis of cubic feet of space oc- 
cupied (the measurement ton) and hauling the denser commodities 
on the basis of weight. 

In all cases, however, when goods are handled by transportation 
agencies there is some recognition made of the fact that costs vary 
with variation in weight, cubic displacement and the density of the 
product. It has also been recognized that the variation in the size, 
weight and density of the commodity as packed for shipment have an 
effect upon the transportation cost to the carrier, although this varia- 
tion in cost is frequentiy not reflected in the freight rate. There has 
not been available in the past, however, any ready means of compari- 
son between these items for the various commodities. It has been 
necessary to refer to the existing stowage of density tables for indi- 
vidual commodities and then make comparisons as between the dif- 
ferent commodities. 

In the tables which are published herewith, the commodities are 
arranged so that those of like density, or stowage factor, are grouped 
together, thus facilitating easy comparison as between the commodities 
which would occupy approximately the same amount of space in the 
transportation unit, regardless of whether it is a ship, barge, truck, 
railroad car or an airplane. Thus, if two commodities are packed in 
bags of approximately the same weight per bag and have approximately 
the same density the transportation cost should be approximately the 
same and the equpiment and method of handling should be similar for 
the two different commodities—unless the nature of the commodity 
is such as to require special equipment or handling. Other density and 
Stowage tables are arranged alphabetically and it would be difficult to 
pick out a number of commodities of like characteristics, either from a 
- or handling point of view. The present tables overcome this 

culty. 

It is anticipated that these tables will be of considerable value to 
transportation operating personnel, whether engaged in truck, rail, 
water or air transport; traffic men, transportation cost accountants, 
stevedores, government regulatory bodies, warehousemen and _ ship- 
pers. For some of these groups the utility of the tables would be re- 
flected in the comparison of like handling, stowing or transportation 
characteristics, while for other groups the advantage would lie in a 
Teady comparison of the cost of handling one commodity whose cost 
is known with that of another commodity, of similar characteristics, 
the handling cost of which is not known... . 

It is hoped that this volume may serve the purpose for which it 
is intended and furnish a ready means of comparison of costs and 
methods of handling as between the different commodities, after a 
certain type of transportation unit has been selected. 







































WAR RISK INSURANCE 


_The War Shipping Administration has announced a new 
Policy with respect to cargo war risk insurance that, it said, 
should result in partial withdrawal of the W. S. A. from that 
activity and a correspondingly increased participation in such 
— by the American commercial marine insurance under- 

ers, 

Following conferences between W. S. A. and the American 
Cargo War Risk Insurance Exchange, a sharply reduced rate 
schedule was announced Nov. 12 by the latter organization and 
concurrently W. S. A. adopted a substantially identical sched- 

€ for all commodities other than those for which nominal or 
non-compensatory rates have been named at the request of the 

ce of Price Administration. This means that W. S. A. will 
not Issue an export rate schedule, but will write export war 
Nisk insurances at those rates named by the commercial market. 
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While W. S. A. will publish an import schedule as heretofore, 
the rates named in that schedule (except as to the foregoing 
commodities) will be in effect on a par with the commercial 
market rates and are included merely as information and a 
convenience to policy holders, according to the announcement. 

‘W. S. A. also announced that at the present time a study 
was being made of the commodities entitled to nominal or non- 
compensatory rates with the purpose of clarifying the line of 
demarcation between such commodities and commodities that 
would hereafter be insured at commercial rates only. In line 
with this study, commercial underwriters are understood to be 
considering broadening the automatic protection of their pol- 
icies so that an exporter or importer may safely have one 
policy with W. S. A. covering subsidized commodities and an- 
other companion policy with commercial underwriters covering 
other commodities. 

W. S. A. said its announcement was in conformity with the 
provisions of the statute under which W. S. A. provided war 
risk insurance, which contemplated that such insurance would 
be provided only where reasonable rates were not obtainable 
from commercial underwriters or where the naming of nominal 
or non-compensatory rates was in the interest of the war effort 
or the domestic economy. It was anticipated that as a result 
of this altered position W. S. A.’s cargo war risk insurance 
activities would be limited to risks coming within the scope of 
its open policies, and to risks where special circumstances such 
as the requirements of letters of credit, etc. made government 
insurances necessary. In making this announcement, W. S. A. 
“made it clear that it reserved the right at any time to resume 
in full its past insurance activities should future developments 
render such action necessary in the interest of the waterborne 
commerce of the United States.” 

In connection with the new policy the W. S. A. issued its 
Bulletin No. C-28, effective Nov. 12, canceling and replacing 
all war risk insurance rate bulletins issued by it with respect 
to shipments of cargo. 


Ship-Requisitioning Compensation 


Action by the Maritime Commission in purchasing, in Octo- 
ber, 1940, five ships from the Baltimore Mail Steamship Co. for 
$7,100,000, a price regarded by the Comptroller General as ex- 
cessive (see Traffic World, July 10, p. 86), has been described 
by the House merchant marine committee as “sound, prudent, 
wise, and in the best interest of the United States.” 

In a report on an investigation of the transaction by it, the 
committee said it found no irregularities in the way in which 
the ship transfers were handled and that it could not sustain 
the conclusion implied, as it said, by the Comptroller General, 
that the transaction resulted in “an excessive charge upon the 
American taxpayers of over $2,000,000.” The committee said 
the Comptroller General’s view was that the acquisition of the 
five vessels, purchased by the commission on account of the 
navy out of an appropriation made for the navy, should have 
been handled either by foreclosure of the mortgage on the 
ships, which was past due, or by requisition under section 
902(a) of the merchant marine act of 1936, as amended. As to 
the suggestion of foreclosure, the committee said that the com- 
mission had been told that if the commission tried to acquire 
the vessel through such proceedings, the directors of the steam- 
ship company would resort to the provisions of section 77B of 
the bankruptcy act. 

“This would mean inevitable delay, as the vessels would 
have to proceed to the final port of discharge in accordance 
with the bills of lading,” said the committee. “Time was so 
completely of the essence of this purchase that the navy re- 
quired full cargoes to be discharged from the vessels at the 
ports nearest the shipyards where the vessels were to be con- 
verted and the cargoes were transshipped to destination.” 

On the question of requisitioning under section 902(a), the 
committee took the position that, under the language of the 
President’s proclamation of a limited emergency on Sept. 8, 
1939, the Maritime Commission did not have the requisitioning 
authority set forth in section 902(a), at the time it purchased 
the five ships in question. 

The House merchant marine committee also filed a report 
on certain transactions between the Waterman Steamship Cor- 
poration and the Maritime Commission, which transactions had 
been the subject matter of implied criticism by the Comptroller 
General in a report submitted by him to Congress late in the 
summer of 1942. The House committee report expressed nei- 
ther approval nor condemnation of the transactions in auestion, 
and contained only a statement of the facts that, it said, were 
indicated by the evidence. 

According to the report, the Maritime Commission. in May, 
1940, called for bids on a group of five ships of the laid-un fleet, 
all of which had been built in 1920. The successful bidder was 
required to construct. without benefit of subsidy. four new 
ships of a size and type acceptable to the commission. The 
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Waterman Steamship Corporation was the sole bidder, and its 
offer of $596,000 or $13.76 a deadweight ton was accepted. The 
sales agreement contained an option under which the commis- 
sion could reacquire those vessels, through purchase or through 
requisition under section 902 of the merchant marine act, for 
96,000, plus the value of improvements made on them by the 
purchaser, less reasonable depreciation, it was shown in the 
report. The ships were delivered and the Waterman Steamship 
Corporation spent $783,097.32 on them for repairs. 

“In fulfillment of the requirement for the construction of 
replacement tonnage,” the report continued, “the corporation 
on November 6, 1940, entered into a contract with its subsidi- 
ary, Gulf Shipbuilding Corporation, for the construction of four 
new vessels. These have all been delivered, the last one on 
October 30, 1942. 

“In September, 1941, the Waterman Steamship Corpora- 
tion approached the commission with an offer to sell five of its 
old ships. . . . The vessels were purchased by it (the commis- 
sion) late in 1941 and early in 1942. ... All of these ships were 
built in 1919 with the exception of the Raphael Semmes, which 
was built in 1920. Their total deadweight tonnage was 43,965, 
and the price paid by the commission was $3,374,700, which was 
at the rate of $75 per ton. At the time of this purchase by the 
commission its right to requisition at a price of $31.76 per dead- 
weight ton the five ships sold to the Waterman Steamship Cor- 
poration some 18 months earlier was in existence under the 
terms of the contract of sale of June 8, 1940. Had these ships 
been requisitioned in place of the purchase set forth above, the 
payment to the Waterman Steamship Corporation would have 
been less than the amount actually paid by $1,995,602.68, plus 
depreciation for the period from June, 1940, to the date of the 
requisition. .. .” 

Other data in the committee report related to the construc- 
tion of new vessels by the Waterman corporation. It showed 
that, as to the four new ships the corporation was required to 
have constructed, and which were built by Gulf Shipbuilding 
Corporation, a Waterman subsidiary, arrangements were made 
for their purchase by the commission and their subsequent sale 
to Waterman under section 509 of the merchant marine act, 
whereby Waterman would be permitted to pay for them over 
a period of 20 years; that the commission required the down 
payment on two of those ships to be made out of the corpora- 
tion’s funds other than those deposited in the construction re- 
serve fund, and that down payments on the third and fourth 
vessels were made from that fund. Termination of that fund, 
a $1,501,436.08, was approved by the commission 
Jan. 5, , 


“It appears,” said the House committee, “that the commis- 
sion has incurred no loss by reason of the transactions under 
discussion here, except to the extent that operation of the ships 
in question by the Waterman Steamship Corporation from the 
end of 1941 to the dates of repurchase, under charter to the 
War Shipping Administration, resulted in a profit. If the ships 
had been repurchased at the end of 1941 they would have been 
operated by the War Shipping Administration either directly 
or through an agent and the cost of operation would have been 
borne by the War Shipping Administration. To the extent that 
payments on charters of the ships to Waterman exceeded this 
cost, between the end of 1941 and June, 1943, there has been a 
loss, the accurate measurement of which would be extremely 
difficult in the absence of an extended investigation into operat- 
ing costs during that period. On August 12, 1943, the Assistant 
Comptroller General addressed a letter to the Attorney General 
wherein he suggested that, in view of the facts set forth herein, 
the Attorney General take no further action looking toward 
collection of the charges theretofore raised... .” 


The committee discussed the fact that Bon Geaslin, former 
general counsel of the commission, who had been employed by 
that body from June, 1937, to July 10, 1939, had subsequently 
represented the Waterman corporation in proceedings before 
the commission. The committee said it suggested no impro- 
priety in this particular instance, because it did not appear that 
Waterman Steamship Corporation had any business before the 
commission in the time Mr. Geaslin was general counsel for the 
commission. 


SHIP REPAIRS IN FOREIGN YARDS 


The Senate has passed H. R. 3309, to suspend until after 
the war existing tax law provisions under which owners of 
American ships repaired in foreign shipyards are required to 
pay a 50 per cent ad valorem duty on the cost of such repairs, 
on return of the vessels to U. S. ports (see Traffic World, Oct. 
16, p. 956). The Senate amended the bill so as to make its pro- 
visions effective for two years after the date of its enactment 
or until the day following the date of cessation of hostilities in 
the present war. Further congressional action on the bill was 
necessary. The bill would suspend for the period of the war 
sections 3114 and 3115 of the Revised Statutes, 3s amended. In 
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urging passage of the bill in the Senate, Senator George f 
Georgia, said, in part: ne 

Under war conditions it is next to impossible to secure invoi 
promptly, to present the invoices, and to make payment of the “a 
as required by the sections of the code to which reference j 


s 
Furthermore . . . most vessels now entering and leaving our ben 
and entering foreign ports and which, due to a temporary breakdown 


or to accident, must have some repairs made on them, are under th 
control of federal or governmental agencies, anyway. Of course . 
tax levied against and collected from a federal agency is refundeg 4y 
it is simply a matter of taking money out of one pocket and Duttin 
it into another. . . . Passage of the bill is recommended by the Treas 
ury Department, by the War Shipping Administration, by the Bureg 
of Customs, and by all other interested agencies of government, , , 


Ship Compensation Hearing 


The Advisory Board on Just Compensation, Consisting of 
Judge Learned Hand, Judge John J. Parker, and Judge Joseph 
C. Hutcheson, Jr., appointed by President Roosevelt, will hol 
a hearing November 26 and 27, in Hearing Room B, Interstate 
Commerce Commission Building, Washington, D. C., in gp. 
nection with the establishment of “fair and equitable standards 
rules and formulae of general applicability for the guidance of 
the War Shipping Administration in determining the just com. 
pensation to be paid for all vessels requisitioned, purchased, 
chartered, or insured by the administration.” 

The board will consider the following questions at the 
hearing: 


1. What is the legal meaning and effect of the enhancement clause 
of section 902(e) of the merchant marine act of 1936 in determining 
just compensation for vessels, or use of vessels, requisitioned by the 
War Shipping Administrator? 


2. Should the provisions of the. enhancement clause of section 


902(a) be applied in the valuation of foreign vessels requisitioned by 
the War Shipping Administrator? 


3. Should the provisions of the enhancement clause of section 
902(a) be applied in the valuation of foreign vessels chartered by the 
War Shipping Administrator? 


4. Should the provisions of section 802 of the merchant marine act 
of 1936 be applied to vessels which have received mail subsidies under 
the merchant marine act of 1928? 


5. The foregoing questions aside, what factors should control the 
determination of just compensation for vessels, or use of vessels, requ 
sitioned by the War Shipping Administrator? 

The board will not hear presentations relating to particular vessels, 
All persons desiring to be hedrd shall communicate on or before No- 
vember 24, with John P. Davis, executive officer of the board, Room 


6627, Commerce Building, War Shipping Administration, Washington, 
D.C. 


No more than thirty minutes will be allowed for any presentation. 
Allocation of time will be made in accordance with the number of names 
received. Briefs may be filed, but shall not be in excess of thirty pages, 


must be mimeographed or printed, and six copies shall be filed with 
the board. 


WARNS OF LATIN AMERICAN TRADE LOSS 

The United States is fast becoming a debtor nation in its 
trade with the Latin American countries, says C. O. Nelson, 
export manager, Fruehauf Trailer Company. This is due “in 
some part to the delays encountered by shippers in getting 
official authority to ship,” he says, adding that, “owing to lack 
of authority, ships are leaving our shores for South and Cen 
tral American ports with space in their holds, while ships arriv- 
ing at these same ports from other countries are fully loaded 
with goods for the South American markets.” Our trade with 
Latin America is in jeopardy, he says, “and unless constant 
vigilance is exercised, American business may find itself losin 
some of its best customers.” 


N. AND W. RADIO PROGRAM 


The third in a series of wartime radio programs, designed 
as substitutes for former systemwide better service conferences 
of the employes of the Norfolk and Western Railway, Wa 
broadcast over nineteen radio stations in Virginia, West Vir 
ginia, Ohio, Tennessee, North Carolina and Maryland th 
evening of November 15.*The program was broadcast from 
the railway’s main shops at Roanoke, Va., and included inte 
views with workers and an address by W. J. Jenks, Norfolk 
and Western president. Tom Slater, director of special events 
Mutual Broadcasting System, conducted the interviews. 


Cc. & N. W. SALE OF GRAIN ELEVATOR 


The federal district court at Chicago November 17 author 
ized the Chicago and North Western to sell its South Chicago 
grain elevator property, consisting of 84 acres of land, built 
ings, and lead tracks, to Cargill Inc., the present tenant, fot 
$1,783,545 (see Traffic World, Nav. 13, p. 1205). 
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Two-way use of Meyercord Decals pays Gordon Baking Co. 

plus advertising dividends and performs a patriotic service 

as well! No critical metals involved. Effectively utilizing 

free truck space, Meyercord Truck Decals spotlight 

‘‘Silvercup” on every vehicle in Gordon’s fleet at a fraction 

of hand-painting cost. Then Meyercord Decal door signs 

identify Silvercup dealers . . . tie in with vital war programs '™ BUY 
. and sell Silvercup at the point of sale. Investigate the » WAR 

economy and long life of a complete program of brand /} BONDS 

identification with colorful Meyercord Decals. Cash in on 

highway traffic, sidewalk and store traffic, with truck Decals, 

spot window and door signs, store-front valances, back-bar, 

show case and road signs, etc. Free designing and planning 

service. For complete details, address Department 6311. 


Reverse or store side of Silvercup 
Sack the Attack. oe Buy War Souda ” door sign sells bonds, nutrition, 
a Silvercupand addsa pleasant ‘thank 


you" to departing customer. Photos 
courtesy of Gordon Baking Co. 


THE MEYERCORD on - 


World’s Leading Decalcomania Manufacturer 


S320 WEST LAKE STREET ° CHICAGO 44, ILLINOIS 









































































Questions and Answers 


In this column will be cnswered questions of both legal and 
# practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Routing and Misrouting—Duty of Initial Carrier Where 
Shippers Instructions are Incomplete 


New York.—Question: We purchased four carloads of 
straw for shipment during June 1943 from Hawley, Minn. on 
the Northern Pacific Railroad destined to Dresden, Ohio, Wheel- 
ing and Lake Erie delivery. We figured a rate of 57c per 100 lbs., 
using Hawley, Minn., as intermediate for Glyndon and Coshoc- 
ton, Ohio, for Dresden, under W. T. L. Tariff 134-K, I. C. C. 
A-3452, Supplement 9, issued by Agent L. E. Kipp. Specific rout- 
ing for this rate, in Central Freight Association Tariff 560-A, is 
B. & O., Zanesville, Ohio, W. & L. E. 

When we instructed our supplier to make shipment we 
neglected to inform him that we had a rate of 57c, but did state 
the routing N. P.-W. & L. E. delivery, not having Tariff 560-A 
in our possession at that time. : 

The four shipments went forward on different dates in 
June. Only one bill of lading showed the route—the remaining 
three did not contain routing. 

The carriers were granted Fourth Section Relief in Item 
125 of W. T. L. Tariff 134-K. 

The shipments were routed by the carriers as follows: 


N. P.—Minn.—C. N. W.—Tolleston—Wabash—Toledo—W. & L. E. 
N. P.—Mpls.—C. & N. W.—Blue Island—N,. K. P.—Bellevue—W. & 
E. 

N. P.—Mpls.—C. & N. W.—Blue Island—N. Y. C.—Cleveland— 
& L. E. 

N. P.—Mpls.—C. & N. W.—Osborn—N. K. P.—Bellevue—W. & L. E. 


The billing against these shipments was at the rate of 69c 
per 100 lbs., made up as follows: 

Fifty-seven cents, using intermediate as above, plus twelve 
cents local class 3242K rate from Coshocton, Ohio to Dresden. 

The question is—can the carriers bill these shipments at 
the combined intermediate and local class rates, notwithstand- 
ing that W. T. L. Tariff 134-K has a specific commodity rate of 
ofc, even though the shipper did not specify the routing that 
appears in Central Freight Association Tariff 560-A. 

Answer: Agent Kipp’s I. C. C. A-3452, in Item 1480-E of 
Supp. 11, provides a rate of 57c on baled straw from Glyndon, 
Minn. to Coshocton, O., for which Item 430 of the tariff provides 
application for the Northern Pacific Ry. No specific rating is 
shown for the N. P. Ry., but Agent Jones’ Tariff I. C. C. 3665, 
referred to in Item 4010 of Agent Kipp’s Tariff I. C. C. A-3452, 
provides routing from gateway Chicago, Ill. or other points to 
Dresden, O. via the B. & O.-Zanesville, O. and W. & L. E. in 
Route No. 34. 

As there is no provision in Agent Kipp’s Tariff I. C. C. 
A-3452 stating that rates therein apply only via the routing 
shown in that tariff, it is assumed that this tariff applies via 
open routes to gateways shown in Agent Jones’ Tariff I. C. C. 
3665. This would have the effect of applying the 57c rate by 
use of the intermediate rule from Hawley, Minn. to Dresden, O. 

We are of the opinion that the through rate of 57c should 
apply to the movement in question in lieu of the combination 
rate of 69c applied by the carrier, as it is the duty of the initial 
carrier, where the shipper’s routing instructions are incomplete, 
to secure complete routing instructions or to route the traffic 
over the cheapest reasonable available route consistent with the 
routing instructions furnished. Southern Desk Co. vs. Canadian 
Pac. Ry. Co., 181 I. C. C. 217; Greenspan Brothers, Inc., vs. 
Atlantic Coast Line R. R. Co., 198 I. C. C. 301. 


State Versus Interstate Traffic 


Washington.—Question: Please refer to the answer to New 
York, on page 743 of the September 25th issue of the Traffic 
World, under the above caption. 


ss 
Ww. 
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In your answer to this question you have indicate : 
a shipment consists of both intrastate and interstate freigh; 
the interstate rate would have to be applied. ent, 
It is my opinion that in the absence of a definite tariff pp 
vision covering the co-mingling of intrastate and interstat 
freight, it would be necessary that the shipments be rateq se 
rately giving the interstate freight its proper intrastate rate and 
the interstate freight the interstate rate, in effect, making two 
separate shipments. 
I would appreciate hearing any further reasoning that you 
may wish to advance in support of your interpretation. 
Answer: Rule 7, Section 1 of the National Motor Freight 
Classification provides: “Unless otherwise provided: The Name 
of only one shipper, one consignee and one destination shal] 
appear on a shipping order or bill of lading.” 
Section 1 of Rule 13, provides: “A shipment is a lot of 
freight received from one shipper, at one point at one time fo 
one consignee at one destination and covered by one bill of 
lading.” 
Under Rules 7 and 13, the shipment moved as one shipment. 
Primarily, it was, in our opinion, a shipment destined to q 
point beyond the point to which it first moved, and therefore 
interstate in character. For that portion of the shipment which 
remained at the first destination there should be tariff authority 
for the removal of that portion from the shipment, but in an 
event the interstate rates are, in our opinion, applicable on the 
entire shipment. 








Tariff Interpretation—Through Rate Exceeding Aggregate 
of Intermediates 


Nebraska.—Question: Our problem has to do with the ap. 
plication of “through” rates versus combination or aggregate 
of intermediate rates arrived at by use of a proportional rate 
as one factor of the combination. 

The proportional rate in question is published in Rocky 
Mountain Motor Tariff Bureau’s Tariff No. 2-A, MF-I. C. C. No, 
19, Item 2800 thereof. Said proportional rate (unrestricted as 
per Rule 4(j), Tariff Circular MF No. 3) is applicable on traffic 
originating at Denver, Colo. destined to points beyond Chicago, 
Ill. (the proportional rate point). 

If lesser charges would accrue to a given shipment through 
use of this proportional rate would it be proper to use said pro- 
portional rate plus the combining local rate or should we observe 
the language of Rule 4(i) of Tariff Circular MF No. 3 (when 
a carrier or carriers establish a local or joint rate for applica 
tion over any route from point of origin to destination such rate 
is the applicable rate of such carrier or carriers over the author- 
ized route, notwithstanding that it may be higher than the 
aggregate of intermediate rates over such route) and assess 
a point-to-point class or commodity rate which might be r 
flected in the same or another tariff even though higher charges 
would accrue by so doing. 

Concretely, a shipment consisting of 853 lbs. of rubber hose 
moved from Denver, Colo. to Manitowoc, Wisc. Through use of 
the proportional rate (95c) in question the charges Denver t0 
Chicago would be $8.10; the local rate Chicago to Manitowo 
(60c) would produce charges of $5.12. Whereas, the through 
rate of $2.19 (class rate tariff—Western Trunk Line Motor Com 
mon Carriers Bureau Tariff No. 100-A, MF-I. C. C. No. f 
Class 70 rating, see Item No. 6245 Middlewest Motor Freight 
Bureau’s Tariff No. 1025, MF-I. C. C. No. 21) would producea 
charge of $18.68 resulting in a differential of $5.46. Which 
would be the proper charge to assess, the $8.10 plus $5.12 or the 
$18.68? 

The principle involved herein, because of the multiple nul 
ber of commodities rateable as per Item 2800, Rocky Mountail 
Motor Tariff No. 2-A, MF-I. C. C. No. 19, creates considerable 
confusion as to the assessment of proper rates. Will you thet 
fore give this matter consideration advising us as to your inter- 
pretation? When responding will you cite the Commission casé 
if possible. 

Answer: It is our opinion that the rate resulting from the 
through rate of $2.19 would be the applicable charge on the 
shipment. ; 

While a through rate which exceeds an aggregate of inter 
mediate rates is in violation of the aggregate of intermediate 
rates provision of Section 4 of the Act, unless protected by # 
application for relief therefrom (Hauber Cooperage Co. % 
Atchison, T. & S. F. Ry. Co., 115 I. C. C. 533; Kingan & Com 
pany vs. Olson Transportation Co., 32 M. C. C. 10), the through 
rate must be applied over all routes via which it is applicable, 
unless there is in the tariff publishing the through rate an alter 
native provision which permits the use of the lower aggregalé 
of intermediates. 

The Commission has, however, held that a through rate in 
excess of the lowest combination is prima facie unreasonal 
but may be rebutted West Plains Garment Co. vs. St. Lous 
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GREAT NORTHERN refrigerator cars is a premium service North- 
west turkey ranchers depend on. 
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S. F. Ry. Co., 225 I. C. C. 131. In this connection see Morgan 
vs. M. K. & T. Ry. Co., 12 I. C. C. 535; American Refining Co. 
vs. St. Louis-S. F. Ry. Co., 51 I. C.’C. 179; Carolina Portland 
Cement Co. vs. L. & N., 50 I. C. C. 98. 

The number of commodities covered by Item 2800 has no 
bearing on the matter so far as we can see 


POSTWAR OCEAN TRANSPORT 


Since existing naval treaties provided for equality between 
Great Britain and the United States, Americans “certainly” 
were justified to expect the same equality with regard to the 
American merchant marine, said Senator Barbour, of New 
Jersey, member of the Senate commerce committee, in an ad- 
dress Nov. 17 before the U. S. Maritime American Legion post 
No. 47, of Washington, D. C. 

He said he believed an adequate merchant fleet for the 
United States, after the war, should be not less than 20,000,000 
deadweight tons, with a 5,000,000 ton reserve for emergency 
uses. 

“We cannot permit world maritime strength to fall to 
potential aggressor nations,” he said. “If we do, there will be 
war again within a generation. An inadequate merchant marine 
under the American flag is tantamount to an invitation to war.” 


W. S. A. APPOINTMENTS 


The War Shipping Administration has announced the ap- 
pointment of Franz Schneider, assistant deputy administrator 
for ship control, and Captain Granville Conway, Atlantic Coast 
director, as associate deputy administrators, with directions 
to report directly to Deputy Administrator Lewis Douglas. 
W. S. McPherson, who has been in charge of Russian cargoes, 
has been appointed assistant deputy administrator for shipping 
services. Ralph Keating, director of the division of allocation 
and assignments, has been appointed deputy administrator for 
allocations. A division of allocations was created in the office of 
assistant deputy administrator for allocations, with Dudley 
Donald as director. John W. Mann, manager of the ship war- 
rants’ section, was appointed director of the new ship warrants 
division, established under the assistant deputy administrator 
for ship control. 

Gerald Helmbold, who has been acting assistant deputy 
administrator for ship operations of the W. S. A., has been 
appointed to that position permanently. Walter C. Hipkins has 
been appointed as Mr. Helmbold’s executive assistant. 


RETURN OF SMALL SHIPS TO OWNERS 


The House has passed and sent to the Senate H. R. 3261, 
authorizing the return to private ownerhip of Great Lakes 
vessels and vessels of 1,000 gross tons or less as to which title 
has been acquired by the federal government through requisi- 
tion or purchase. 

Amendments recommended by the House merchant marine 
committee were accepted by the House. That committee, in 
reporting the bill, said that in the course of the present emer- 
gency the United State had acquired ownership of large num- 
bers of vessels of the types covered by provisions of the bill. 

“Title to the vessels was acquired by purchase in many 
instances while others were requisitioned for title by the Mari- 
time Commission and the War Shipping Adminitration,” said 
the committee. “Craft especially designed for the work in which 
these vessels have been engaged are being produced in increas- 
ing volume. Therefore it is anticipated that a substantial num- 
ber of these vessels can be released without interfering with 
the war effort. . . . The act of April 29, 1943 (Public Law 44, 
78th Congress) established an orderly procedure whereby fish- 
ing vessels could be returned to the owner from whom such 
vessels were taken and if he did not want it, to authorize the 
sale of the vessels to someone else. The same procedure under 
the terms of H. R. 3261 would be provided for the return of 
vessels of 1,000 gross tons or less, and Great Lakes vessels. . . . 
This bill is designed to assure the reemployment of the vessels 
~ their former trades where they may contribute to the war 
enor... 


SHIP NAMED AFTER CLARK 


The name of Edgar E. Clark has been assigned by the 
Maritime Commission to a Liberty ship under construction at 
Panama City, Fla. Mr. Clark was appointed a member of the 
Commission in 1906 by President Theodore Roosevelt. He was 
reappointed from time to.time and resigned Aug. 31, 1921. 
Before becoming a member of the Commission he served for 
16 years as executive head of the Order of Railway Conductors 
of America, having begun his railroad service in 1873 as a 
brakeman on the Burlington, Cedar Rapids and Northern Rail- 
road. He died Dec. 1, 1930. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent 
published it is because they are inappropriate or not timely, Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFic WorRLD goes to press in Chicago Friday 4 
each week. News of coming or past events, such as meetings, din. 
ners and election of officers, is desired. If publicity is lookeg for it 
should be made the duty of someone in the club to keep ug ag, 
quately and promptly informed.—EHditor THz TRAFFIC Wor, 


Gnd not 


The Los Angeles Transportation Club has elected the fy 
lowing officers: President, E. A. Coons, assistant freight traf 
manager, Union Pacific; first vice-president, William , Cor. 
man, director, southern district, California Railroad Comps 
sion; second vice-president, Walter W. Jordan, western 
manager, Canada Dry Ginger Ale, Inc.; secretary-treagyr 
James R. McIntyre, owner, Coast Carloading Company; men. 
bers, board of directors, Russell B. Bell, western traffic ma, 
ager, Aluminum Company of America; Harold Blaine, gener, 
traffic manager, Lyon Van and Storage Company; Frank (y 
ter, traffic manager, Frisco Lines; Douglas Hansen, salesma 
United Autographic Register Company; Arch LaCombe, gener; 
agent, New York Central; Clifford C. Malsie, general traf 
manager, Mission Dry Corporation; Thomas F. McCue, traf 
manager, Crane Company; Donald McKenzie, office manage 
Lamont-Corliss and Company; William McGowan, distr 
freight agent, Southern Pacific; W. O. Narry, traffic managy 
Richfield Oil Corporation; Jack Rector, Pacific coast age, 
Frisco Lines; David G. Shearer, executive vice-presider, 
Trucking Industry; Leonard Sills, division freight agent, Sam 
Fe System; Fred Wakefield, traffic manager, Dicalite Company 
F. F. Willey, assistant freight traffic manager, Pacific Electr 
Railway. They were installed at the annual dinner dance Nt 
vember 11. At a luncheon meeting, November 15, Al Bri 
Pacific coast supervisor, Movietone News, described his expe 
ences in several naval battles in the southwest Pacific, } 
Malsie, new chairman of the program committee, presided. ~ 



































The Calumet Transportation Association of East Chie 
Ind., has elected the following new officers: President, j 
Betzold, Norwalk Trucking Company; vice-president, Edw 
Snow, Pullman Standard Car Manufacturing Company; see 
tary-treasurer, L. E. Gardner, Combustion Engineering Com 
pany. A ladies’ night meeting will be held December 15. 















Samuel B. Pettengill, vice-president and general cow 
Transportation Association of America, will speak on ‘ 
portation in Post-War America” at a bi-monthly dinner mee 
ing of the Traffic Club of Pittsburgh November 22. i 











The Traffic Club of Fort Worth, Tex., held a regular lund 
eon meeting, November 15, at which Dr. Jeff D. Ray, profes 
of theology, Southwestérn Baptist Seminary, spoke, and 
R. Angell, public relations representative of the Rock Ish 
Lines at El Reno, Okla., talked on “Journey through Life 
Music.” The program was arranged by the Woman's Tf 
Club of Fort Worth. Mrs. Beth Kay was chairman of the @ 
mittee on arrangements. The clubs have sponsored a traffic 
transportation class that opened, November 4, at Texas Gi 
tian University’s evening college. 4 






















At a luncheon meeting of the Traffic Club of How 
November 16, Major Frederick L. Johnson, commanding 0 
specialist depot, supply unit, U. S. Army Air Service Commi 
spoke on “The Mission of the Air Service Command.” —} 








The Women’s Traffic Club of Metropolitan St. Louis 
a dinner meeting, November 18, at which Harry L. Po 
Walnut Ridge, Ark., member of the Arkansas legislatured 
a trustee of the University of Arkansas, spoke on “Candié 
the Wind.” There was a program of entertainment. France 
Crowley is chairman of the entertainment committee. 











Members of the Women’s Traffic Club of Great New 
made a tour of National Broadcasting Company radio and! 
vision studios November 19. Leanette Cohen led the tou 
Christmas party will be held December 14. 








At a meeting of the Women’s Trafic Club of Los Ang 
November 10, E. F. Flynn, assistant to vice-president, @ 
Northern, St. Paul, Minn., spoke on “Subject Show-eiem 
Opportunity.” Members contributed gifts to be distribute? 
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MEET ALFRED WELSON 


- MAN OF ACTION 


ON THE IRON ORE FRONT 


| 
| 


Alfred Nelson, up at Stambaugh, Michigan, is a “North Western” car foreman 
with a 30-year service record. 


Men like Nelson have a deep sense of loyalty. Their country must be served. 
But Nelson has four other reasons for carrying on—his uniformed sons. Alfred, 
Jr. is an army lieutenant; Dick is a staff sergeant; Bob’s a sergeant in the Coast 
Artillery; Don is a private first class. 


Stationed in the iron ore region, Al is a mighty important man. His uncanny 
ability to keep rolling stock in top condition helps to move the thousands of 
ore-laden cars that pass through his yards. And moving iron ore is a real job, 
for this is the precious material from which guns, ships and tanks are made, as 
well as most other fighting tools needed for victory. 


Car Foreman Nelson represents a group of valiant, hard-working, conscientious 
railroaders. Though far from the fighting front, these men work day and night 
in freedom’s cause. Their vigilance never relaxes—come what may, they keep 
vital materials on the move. 


“North Western” salutes Al and his four sons. We’re proud of them and those 
thousands of other “North Westerners”’ active on the Transportation and Fight- 
ing Fronts. They’re the kind of American citizens who never call it “quits” until 
the things they are fighting for are achieved! 


SERVING AMERICA IN WAR AND PEACE 
FOR ALMOST A CENTURY 


CHICAGO and 
NORTH WESTERN LINE 
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patients at Norco Hospital for U. S. Navy personnel. 
annual Christmas party will be held December 15. 


The 


The Omaha Traffic Club held a Thanksgiving dinner party 
November 18. Frank P. Fogarty, Omaha Chamber of Com- 
merce, spoke on “Problems and Opportunities of the Post-War 
Period.” There was a program of entertainment. 


The Raritan Traffic Club of New Brunswick, N. J., held a 
meeting, November 9, at which the following spoke: W. C. 
Bettison, New Jersey Bell Telephone Company, on “The Tele- 
phone at War’; Bert Collins, of the Commission, on several 
transportation subjects, and Martin Abrams, Central Railroad 
of New Jersey, on “Joint Forwarder-Motor Rates.” There was 
a program of entertainment. The next meeting will be held 
December 14. 


The Rock River Valley Traffic Club held a regular meet- 
ing at the Hotel Faust, Rockford, Ill., November 17, at which 
Harry Anderson, chairman of the program committee, showed 
the sound film ‘December 7th.” The annual Christmas .party 
will be held at Svea Hall, Rockford, December 16. The 
annual election will be held January 19, 1944, and the annual 
dinner, February 16, 1944. 


The Richmond, Va., Traffic Club held a monthly dinner 
meeting, November 15, at which W. S. Jackson, advertising 
manager, Chesapeake and Ohio, spoke on ‘Transportation 
Problems in War Times.” 


The Transportation Club of St. Paul, Minn., held a luncheon 
meeting, November 16 at which the sound film “War on the 


Seas” was shown by arrangement with the Naval Aviation 
Cadet Selection Board. 


The Traffic and Transportation Club of Philadelphia will 
hold a monthly dinner meeting, November 23, at which Arthur 


P. Keegan, surgeon, Philadelphia Police Department, will be 
guest speaker. 


Mrs. Agnes Lutz Bellew, superintendent, Women’s Deten- 
tion Home of Minneapolis, spoke on ‘Delinquent Women” at 
a luncheon meeting of the Traffic Club of Minneapolis Novem- 
ber 18. Earl Mead was chairman for the day. Turkeys were 
distributed as door prizes. 


The Fort Wayne, Ind., Transportation Club will hold a 
Transgiving dinner party November 30. There will be a floor 
show. The next meeting after that will be held January 27, 
1944. The club has endorsed traffic classes being held at Indiana 
University Extension Center under direction of Carl Bartels, 
traffic manager, Bowser Company. The classes will end soon, 
and a new course in traffic management will begin at the cen- 
ter, January 3, 1944, under sponsorship of the U. S. Office of 
Education. The club also endorses that course, as it does a 
class in motor truck rates and tariffs, to be held early next 
year under sponsorship of the War Manpower Commission. 


The South Bent, Ind., Transportation Club held a dinner 
meeting November 15. There was a program of entertainment. 

The Norfolk-Portsmouth Traffic Club held a dinner meet- 
ing at Norfolk, Va., November 18, at which a sound film on 
war activities was shown. 


George A. Rodocker, general sales manager, Indianapolis 
Forwarding Company, and vice-president of the Junior Traffic 
Club of Chicago, spoke, November 18, on “Transportation as a 
Career” at the first of a series of traffic talks to be held by the 
club this winter. 

The Traffic Club of St. Louis will hold its annual Thanks- 
giving luncheon meeting November 22. Lester W. Reinke, field 
supervisor, turret service engineers, Emerson Electric Com- 
pany, who recently returned from a 15-month stay in England 
with the U. S. Army Eighth Air Force, will speak on operations 
of the air force bombardment groups. Members of the St. Louis 
women’s club will attend. 


The New Haven, Conn., Traffic Club will hold its annual 
Christmas party and ladies’ night meeting December 15, There 
will be dancing, distributing of gifts, and a buffet supper. Rene 
Beno-t is chairman of the committee on arrangements. 





HEARING IN M. C. TARIFF INQUIRY 
The Maritime Commission has canceled a hearing sched- 
uled for Nov. 19 at Miami, Fla., in No. 626, Transportation by 
Mendez & Co., Inc., Between Continental United States and 
Puerto Rico, and has announced that the hearing in this pro- 
ceeding will be held Nov. 23 in the Department of Commerce 
oT Washington, D. C. (see Traffic World, Nov. 6, p. 
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Personal Notes 


F. O. Young has been appointed mechanical engings 
the Northern Pacific at St. Paul, Minn., succeeding A. B.@ 
who died November 4. E. C. Estes has been appointeg: 
draftsman at St. Paul. 4 

R. G. Owen has been appointed freight traffic mang 
the Union Pacific at Omaha, succeeding E. J. Hanson, whg 
Other appointments include: C. O. Showalter, assistant tq 
president, traffic, Omaha; Martin Holbrook, assistant g 
freight traffic manager, Omaha; K. G. Carlson, assistant § 
traffic manager, San Francisco; H. J. DeLacy, genera] 
Lincoln, Neb.; Donald Sutherland, general agent, Minneg 
F. B. Swope, general agent, Cincinnati; J. R. Livsey, g 
agent, Tacoma, Wash; J. W. Padden, general agent, Saif: 
City, Utah; D. H. Voltz, general agent, freight deparg 
New York; Charles E. Smith, general superintendent of} 
portation, Omaha. ’ 

Martin C. Peterson, assistant enginehouse forem 
Green River, Wyo., for the Union Pacific Railroad, he 
named a “safety ace” by the National Safety Council, an 
appear on the council’s radio program to be broadcast ove 
Blue Network the evening of November 22. He will reg 
$100 war bond in recognition of his interest in safety in 
years of employment with the railroad. He has conducted} 
safety meetings and has devised two shop devices in thej 
ests of safety. Two months ago Kenneth J. Glassman, 
truck foreman at Denver, Col., for the Union Pacific, w 
recipient of the award. j 

John D. Biggers, president, Libbey-Owens Ford Glass ¢ 
pany, was elected to membership on the board of directo 
the Baltimore and Ohio at the stockholders’ annual mé 
November 15. He succeeds Joseph E. Widener, who died, 

Arthur C. Schier has been elected vice-president in ch 
of traffic for the General Foods Corporation at New York 

Carl Nyquist, secretary and treasurer for the Rock I 
Lines, was elected chairman of the treasury division’ of 
Association of American Railroads, at a meeting at 
November 16, of A. A. R. board members representing tre 
departments of the various railroads. ; 

W. E. Allen has been appointed superintendent of car 
ice at Roanoke, Va., for the Norfolk and Western, succeé 
J. D. Woodroof, who died November 8 after serving with 
company since 1889. 

William J. Wilkins has been appointed western traffic mah... 
ager at St. Louis, and Robert N. Woodall, eastern traffic ma 
ager at New York, for the Southern Railway. Other appoif 
ments include: Thomas J. Garner, assistant freight tral 
manager, New Orleans; Piersol W. Jacks, foreign freight aget | 
New Orleans; A. T. Stovall, Jr., special commercial agent, Simi} 
Louis. ee. 

F. Eugene Spooner, recently executive secretary of 
household goods division of the American Trucking A 
tions, Inc., and formerly editor of “Distribution and Warel 
ing,” has been appointed assistant to Leon F. Banigan, mal 
ing director of the National Council of Private Motor 
Owners, Inc., Washington, D. C. 

Frank C. Hefferren, commerce counsel, Central M 
Freight Association, spoke on “The Rate Bureaus of 
Carriers” at a luncheon meeting of the public utilities 
group of the Chicago Bar Association, November 19. 

J. H. Gies has been appointed assistant traffic man 
for the Standard Oil Company of New Jersey at New York. 

H. R. Coulan has been appointed general agent at 
Lake City, Utah, for the Western Pacific, Sacramento Norti 
and Tidewater Southern, succeeding P. J. Peckens, wh0 
retired after serving with the company 16 years. C. J. Fis 
has been appointed assistant general agent at Salt Lake City 

The Pennsylvania Railroad has announced the follo# 
appointments: Kenneth G. Crowl, district freight agent, 

O.; Joseph A. Armento, district freight agent, Milwaukee; Jo 
H. S. Winne, division passenger agent, Cleveland; Do 
Seaman, district passenger agent, Los Angeles; Wal 3 
Johns, Jr., assistant to chief engineer, Philadelphia; E 
Schultz, engineer of maintenance of way, northwestern divi 
Chicago; Harold P. Bates, district freight agent, Chicagé 

Abillo Coello has been appointed to the new positid 
general agent at Havana, Cuba, for the Frisco Railway. 
agency has been opened because of increased traffic thm 
the port of Pensacola, Fla. 

I. M. Kiley has been appointed district freight age 
Grand Rapids. Mich., for the Soo Line and Canadian Padi 

Capt. S. E. Lifschultz, U. S. Army, officer in charge, 

Navy Consolidation Station, New York, spoke on “The 
portance of the Consolidated Carload Movement of L. 4 
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Army and Navy Shipments” at a monthly meeting of the 
alumni association of the Traffic Managers Institute of New 
York, November 17. 

Bryan C. Ward has been appointed superintendent of the 
south central district of the Pacific Fruit Express at Ogden, 
Utah, succeeding Clarence S. Gunnell, who has retired. James 
F. Casey has been appointed assistant to assistant general 
manager, Omaha. 

F. A. Haas, general agent, Chicago and North Western, 
Boston, was elected chairman of the General Agents’ Council 
of Boston at a luncheon meeting of the council November 15. 
Others elected include: Vice-chairman, C. J. Cook, general 
agent, New York Central; secretary, R. A. Wogan, general 
agent, Chicago and Eastern Illinois; treasurer, A. M. Monahan, 
general agent, Erie Railway. 

The Indiana Truckers’ Association held a dinner meeting 
at the rooms of the East Chicago Chamber of Commerce last 
week. Among the speakers was G. J. Ruby of the Freight 
Traffic Institute, Chicago, who spoke on the value of the trained 
traffic man, using articles from and communications to the 
Traffic World to make his point. The second speaker was Ben 
H. Kerr, area director, War Manpower Commission. H. R. 
Metteal, secretary of the association, presided. 

The Pittsburgh region chapter of the Association of Inter- 
state Commerce Commission Practitioners will hold a meeting 
at the William Penn Hotel, November 29. R. W. Bachman, 
special agent, Federal Bureau of Investigation, will speak on 
“The Present Activities of the F. B. I.” 


Lykes Ships Rights 


The sale of the ships of Lykes-Coastwise Line, Inc., to 
Great Britain in December, 1940, with the approval of the 
Maritime Commission, in the light of later developments under 
which ships of other lines were taken over by the United States 
government, should be held to have caused a cessation of opera- 
tions beyond the control of the applicant in W-6, Lykes-Coast- 
wise Lines, Inc. Application, as recommended by Examiner 
Horace W. Johnson, said R. E. Quirk in argument before divi- 
— ; of the Commission, Nov. 15 (see Traffic World, July 31, 
p. 249). 

Approval by the Maritime Commission, said Mr. Quirk, 
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was certainly of equal diginity with a request by the Marit 
Commission. He said that, had Lykes not disposed of the po. 
when it did, they would have been disposed of long before ¢ 
in such a manner that there could then be no question about 
If the Commission gave legalistic interpretation to the Ww. 

carrier act, said he, it would have no right to issue certifi 
to any of the water carriers, whose ships had been taken 0 
by the government, under the phrase, “fit, willing ang abl 
which, he said, the Commission had not applied strictly, | 


H. C. Ames, for the protestants, discussing other gin; 
situations, said that in the American-Hawaiian case (250 ], 
219), the interruption in service had been found to be the gin 
result of complying with the request of the Maritime Comp; 
sion in the interest of national defense and, therefore, bey, 
control of the carrier, and that the protestants had no qua 
with that principle. 


No one knew the policy of the government, said he, 
time of the Lykes sale. He pointed out that October and 
vember of 1940 were months in the campaign for the preside 
and that President Roosevelt, in his Boston speech, had gi 
that American boys would not be sent across the sea unig 
we were attacked. It was in that atmosphere, he said, that 
Lykes sale had been made. 

In the instant case, said he, there was no request fp 
the Maritime Commission, and that the parties had dealt 
arms’ length. He said that Mr. Quirk sought to convert { 
approval of the Maritime Commission into a request, and 
it was “wishful thinking.” Since 1916, said he, the approval 
the Maritime Commission had been required before a ve 
could even be chartered to a foreign country, and quoted fr 
the original application to the effect that the Lykes line y 
losing money, that the vessels sold had become 20 years; 
in 1940, and that it had the choice of continuing to operate 
to sell at premium prices and thereby be in position to plan{ 
future operations. 


There had been no “pressure” in this country to rele 
ships until May or June, 1941, said Mr. Ames, and that ( 





proposed report had given only one side of the case. Heg 
that the Commission had made a sharp distinction betws 
voluntary sales and the action of the government, and 
granted, in several cases, only part of the authority request q 
on findings that the part denied had been voluntarily disa 
tinued by the carriers. 
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SIGNODE 


140 So. Dearborn Street 
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Just as Signode 
Strapping has helped to deliver the 
goods on all fronts, it has been entrusted 
with the life-saving, hope-giving relief 
supplies for our soldier prisoners of war. 
Every extra margin of safety is justified 
to insure against the bitter disappoint- 
ment of damaged goods from home. 






No matter what your product or your 
shipping problem may be, Signode 
package and carloading engineers stand 
qualified to give you practical shipping 
suggestions for any product or problem. 













Model L1 
Strapping Machine 
combines the tensioning and 
sealing operations of the 
Signode Steel Strapping Sys- 
tem into one unit. 


STEEL STRAPPING COMPANY 
2613 N. Western Ave., Chicago 47, Iil. 
Brooklyn, N. Y.: 364 Furman Ave. San Francisco, Calif.: 451 Bryant St. 


Relief supplies for American 

prisoners of war aboard the 

SS. GRIPSHOLM bound for 
the Far East. 





Remember, a nearby Signode repre- 
sentative is ready to help assure safe 
delivery of your vital war materials. 


Signode Steel Strapping Meets All Federal 
Strapping Specifications 


Delta Line 


Due to the national emergency, the service of 
all of our vessels is controlled by the War Shipping Ad- 
ministration. However, for shippers holding Export Licenses 
‘sailing information will be furnished by our offices. 

Wherever our vessels sail our officers and 
crews are doing their part to hasten the day of ultimate 


MARITIME COMMISSION 


victory for the United Nations. 





Mississippi Shipping 
Company Inc. 


NEW ORLEANS 
501 Hibernia Bank Bidg. 





CHICAGO NEW YORK 


17 Battery Place 
























































Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TraFFIC WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


November 22—Birmingham, 
Higgins: 
* MC F-2344—Family Finance Corp., control Crescent Stages, Inc. 
November 22—Brooklyn, N. Y.—Hotel St. George—Examiner Luce: 
MC 70765 Sub. 6—H. W. Taynton, Wellsboro, Pa., certificate to ex- 
tend operations. 
November 22—Butte, Mont.—U. S. Ct.—Examiner Winson: 
MC F-2281—Northern Pacific Ry., control; Northern Pacific Transport 
Co., purchase, J. Shilliedy. 
November 22—Chicago, !I!1.—Morrison Hotel—Examiner Way: 
28989—Illinois Territory Industrial Traffic League vs. Un. Pac. et al. 
November 22—Chicago, tIl.—Hotel Sherman—Examiner Clifford: 
MC F-2226—All American Bus Lines, Inc., control Northern Trails, Inc. 
November 22—Providence, R. 1.—Narragansett Hotel—Jt. Bd. 232: 
MC12283—F reightways, Inc., Providence, R. I., license. 
November 22—Seattle, Wash.—Olympic Hotel—Examiner Sharp: 
W-571—Pacific Towboat Co., common carrier application. 
November 22—Shreveport, La.—Washington-Youree Hotel—Jt. Bd. 32: 
MC 52459—A. F. Akin, Shreveport, La. 
November 22—Springfield, I11.—Hotel Abraham Lincoln—Jt. Bd. 21: 
MC 54814 Sub. 1—Cumberland Coaches, Inc., Toledo, .Ill., certificate 
to extend operations. 
November 23—Washington, D. C.—Examiner Berry: 
29040—Application for approval of agreement between Pullman Co., 
Can. Nat., G. T. W. and Cent. Vt. relating to furnishing and oper- 
ating sleeping cars by Pullman Co. for said relairoads. 
November 24—Aberdeen, Wash.—City Hall—Examiner Sharp: 
W-435—Coast Tug and Barge Co., applications. 
W-175—Ocean Transportation Co., applications. 


Ala.—Thomas Jefferson Hotel—Examiner 


November 24—Brooklyn, N. Y.—Hotel St. George—Examiner Luce and~ 


Jt. Bd. 119: 
MC 50897 Sub. 1—Triangle Trucking Co., Paterson, N. J., certificate 
to extend operations. 






TRAFFIC Wop Noe™ 
MC 22653 Sub. 4—J. G. Ries & Sons, Inc., Newark, N. J., com 

to extend operations. : ; 

November 24—Monroe, La.—U. S. Ct.—Jt. Bd. 164: x ¢ 
MC 36960 Sub. 4—Black Motor Lines, Inc., El Dorado, Ary 

cate to extend operations. * i 

November 24—Spokane, Wash.—Davenport Hotel—Examiner Winson: 

MC F-2248—Inland Motor Freight, purchase, R. C. Scamahorn ' 

November 24—Springfield, 1!11.—Hotel Abraham Lincoln—Jt, pg ‘wo: 

* MC 3250 Sub. 3—Parker’s Transfer, Westfield, IIl., certificate to ¢ 

tend operations. ' 

November 26—Brooklyn, N. Y.—Hotel St. George—Examiner Luce: 
MC 78876 Sub. 1—Lewis Trucking, New York, N. Y., certificas 

extend operations. , 
MC 60299 Sub. 1—J. H. Trucking, New York, N. Y., Certificate 
extend operations. 

November 26—Indianapolis, Ind.—U. S. Ct.—Examiner Henderson. 
MC 22305—Lett and Company of Indiana, Inc. : 
MC 52743 Sub. 2—Miami Transportation Co., Inc., of Indiana, In 

apolis, Ind. 

November 26—Jackson, Miss.—Robert E. Lee Hotel—Examiner ,, 

roughs and Jt. Bd. 14: \ 
MC 9444 Sub, 3—Biloxi Transfer & Storage Co., Biloxi, Miss,, cen = 
cate to extend operations. : 
MC 104488—McLemore Transfer & Storage, Meridian, Miss., con 
cate. 

November 27—Brooklyn, N. Y.—Hotel St. George—Examiner Lyee: 

MC 63411—Bergen County Express Co., Hackensack, N. J. ,; 

November 27—Indianapolis, ind.—U. S. Ct.—Jt. Bd. 72: 

MC 20824 Sub. 5—Commercial Motor Freight, Inc., of Indiana, Indi: 
apolis, Ind., certificate to extend operations. 

November 27—Natchez, Miss.—Hotel Eola—Jt. Bd. 97: 

MC 104460—N. & S. Ry., St. Louis, Mo., certificate. 

November 27—Washington, D. C.—Examiner Romero: 

* Finance 14399—Application of B. & O. for authority to modify open 

ing contracts with twenty-six subsidiary companies and to ens 
into an operating agreement with Bridge Co. of Foxburg, Pa, 

November 29—Baton Rouge, La.—State Comm.—Jt. Bd. 164: 

MC 54452 Sub. 1—T. & M. Ry., St. Louis, Mo., certificate to exts 
operations. 

November 29—Brooklyn, N. Y.—Hotel St. George—Examiner Luce: 

MC 11990—Margolies Bros., Bronx, New York, N. Y., certificate, 
permit. 

MC 59151 Sub. 1—Lowy’s Express, Inc., Asbury Park, N. J., « 
tificate to extend operations. 

November 29—Indianapolis, Ind.—U. S. Ct.—Examiner Henderson: 

MC 1425 Sub. 1—Overland Freight Lines, Inc., Indianapolis, In 
permit to extend operations. 
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QUANAH, ACME & PACIFIC RAILWAY, Quanah, Texas 


W. L. RICHARDSON, Traffic Manager 







VAN & . co. 


Offices or Agents im All Principal Cities 


Our post-war plans include Bekins AIRVANS for 
long distance moving ...A Bekins service we believe 
will play its part in the coming age of air trans- 
portation. In the meantime, we are on the ground 
to take care of your west coast consignments. 
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wor, x0 podt Moving freight into and out of 


r PEORIAGAIEWAY} © manufacturing plants as well as to 
— om sha ports of embarkation, American rail- 


roads are indispensable weapons for production 
—production on the home front which nowadays 
means production on the battle fronts. 

Before the war, American railroads were rap- 
idly preparing for the gigantic task they are per- 
forming today. Little wonder, then, that new 
records are being established. Little wonder, 
too, that the interchange function is of such vital 
importance in this performance. 

As American Railroads move more freight cars, 
the P. & P. U. Ry. sorts and reassembles more of 
them. The interchange element is a real factor 
in the full coordination of railroad services and 
nowadays the coordination of all weapons of 
war helps speed victory. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 


Se ee eer oh binges 
Peoria & Pekin Union Ry.; > Rost. Island & Pasifie R + Chieage & North Western 
Ry.; Chieago & Itlinols fididiend "R 
Corp. + Minneapolis & St. Louis R. a Altes Railroad; Atchison Topeka & 
—— s Central R. R.; Reanarteame | Saltrends Peorla terminal" R. 3 Burlington 
& Guiney ~y yy "New York, & St. Louls Rallroad; “Cleve \. =m 
. Louls Ry. restia Eastern); Toledo, Peorla & W 


“One of America’s Railroads—All United for Victory" 
Don't Forget to Buy Those War Bonds 
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November 29—Los Angeles, Calif.—Federal Bldg.—Examiner Winson: 
* MC F-2328—J. E. Carroll, control, City Transfer & Storage Co, 
November 29—San Francisco, Calif.—St. Francis Hotel—Examiner 
Sharp: 
FF-108—Pacific Consolidators, Inc., San Francisco, Calif., permit. 
November 30—Brooklyn, N. Y.—Hotel St. George—Examiner Luce: 


MC 104587—Summer’s Fireproof Warehouses, Brooklyn, N. Y., cer- 
tificate. 


MC 104593—Accurate Moving & Storage Co., Brooklyn, N. Y., cer- 
tificate. 


November 30—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 21: 
* MC 25567 Sub. 12—Hancock Truck Lines, Inc., Evansville, Ind., cer- 
tificate to extend operations. 


November 30—Los Angeles, Calif.—Fed. Bldg.—Examiner Winson: 
* MC F-2198—Santa Fe Trail Transportation Co., purchase, G. C. 
Lebeck. 


November 30—Louisville, Ky.—Kentucky Hotel—Examiner Fuller: 
28629—Commonwealth of Kentucky and Railroad Comm. of Ky. vs. 
Ill. Cent. et al. 


28689—Illinois Coal Traffic Bureau vs. Ahnapee & Western et al. 


our v4 GALVESTON 


AND BE ASSURED OF 


Canrchul Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


Est. 1854 








2 


Geo. Sealy, Chairman 





F. W. Parker, General Maneger 











SHIP 


LOS ANGELES 
HARBOR 


The DIRECT Route for SAFETY and DISPATCH to the Open Ports 
across the Pacific . . . to Central and South America. 


UNIFIED CONTROL of Port facilities assures the shipper SPEED and 
the careful handling of cargo. 


BACK THE ATTACK WITH WAR BONDS 
We invite your routing of cargo via— 
THE PORT OFLOS ANGELES 


A MUNICIPAL ENTERPRISE DEVOTED TO PUBLIC SERVICE 
189 City Hall M. G. Rouse, Secretary 





AIR MAIL 


PASSENGERS 
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November 30—San St. Francis—Examin 

Sharp: et 
29015—San Francisco & Napa Valley vs. Sou. Pac. et al, 

November 30—Washington, D. C.—Examiner Cremins: 

* Finance 9918—Mo. Pac. reorganization. 

* Finance 10028—C. R. I. & P. 

* Finance 11002—D. & R. G. W. 

* Finance 11040—St. L. S. W. 


December 1—Brooklyn, N. Y.—Hotel St. George—Examiner Luce: 
MC 103363 Sub. 2—Superior Carriers, Trenton, N. J., permit, 
MC 104585—S. Ledermann, New York, N. Y., certificate, 
December 1—Indianapolis, Ind.—U. S. Ct.—Examiner Henderson: 
MC 104183 Sub. 1—Gasoline Transit Co., Indianapolis, Ind., Certificate, 
December 1—Lynchburg, Va.—U. S, Ct.—Examiner Walsh: 
29004—Traffic Bureau, Lynchburg Chamber of Commerce for Quinn. 
ee Co., Inc. vs. Sou et al. 
. & S 5267—Clothing in bales in official territory. 
seaseae 1—Lynchburg, Va.—U. S. Ct.—Examiner Walsh: 
* 1, & S. 5267 (1st suppl.)—Clothing in bales in official territory, 
December 1—Washington, D. C.—Examiner Glover: 
Fourth Section Applis. 19063 and 19220—Malt liquor from St. Louis t) 
south. 
Fourth Section Appl. 19089 and 19698—Empty beverage carriers, re 
turned from and to south. 
Fourth Section Appls. 19352 and 20177—Malt i:iquor between Illinoy 
territory and south. 
December 1—Washington, D. C.—Examiner Johnson: 
1. & S. 5261 and Sup 1—Mica schist in various territories. 
1. & S. 5259—Mica schist in south. 
December 1—Washington, D. C.—Argument: 
1. & S. M-2154—Minimum rate restrictions to, from, within southwest, 
1. & S. M-2158—Class rate minimum in central and western states, 


1. & S. M-2168—Ratings, rates, exceptions to or from Kan. or Mo, 
points. 


1. & S. M-2188—Dairy products, 
states. 


1. & S. M-2218—Rate restrictions in midwest. 
1. & S. M-2182—Class rates and restrictions to or from western states, 
December 2—Brooklyn, N. Y.—Hotel St. George—Examiner Luce: 
MC 86615 Sub. 1—Central Express Co., Lodi, N. J. 
MC 104609—J. C. Grant,Tarrytown, N. Y., certificate. 
December 2—Columbus, O.—State Comm.—Jt. Bd. 58: 
MC 18124 Sub. 3—Aller & Sharp, Inc., Columbus, O., permit to extend 


Francisco, Calif.—Hotel 






rates and restrictions in western 


operations. 
MC 86931 Sub. 2—W. E. Lanning, Coshocton, O., permit to extend 
operations. 
December 2—Nashville, Tenn.—Andrew Jackson Hotel—Examiner Mec 
Grath: 


29037—-Tennessee intrastate fares. 


December 2—New Iberia, La.~Iberia Parish Ct. House—Jt. Bd. 164: 


MC 54452 Sub. 1—T. & M. Ry., St. Louis, Mo., certificate to extend 
operations. 


December 2—Philadelphia, Pa.—Gimble Bldg.—Jt. Bd. 42 and 67: 
MC 33571 Sub. 2—Supreme Motor Freight Lines, Bristol, Pa., certif- 
cate to extend operations. 


MC 104732—A. J. Cunningham & Sons, Trenton, N. J., permit. 
MC 104731—A. J. Cunningham & Sons, Trenton, N. J., permit. 
December 2—Washington, D. C.—Argument: 


1. & S. M-2181 and MC C-359—Rules of Michigan & Nebraska Transit 
Co. 


December 3—Brooklyn, N. Y.—Hotel St. George—Examiner Luce: 
MC 80245—United Van Service, New York, N. Y 
MC 7970—Ansonia Van & Storage Co., Inc., New York, New York. 


December 3—Columbus, O.—State Comm.—Examiner Henderson: 
MC 14252—Commercial Motor Freight, Inc., Columbus, O. 


December 3—Monticello, N. Y.—Monticello Inn—Examiner Bennett: 
MC 104382—M. Greenberg, Loch Sheldrake, N. Y. 


December 3—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Way: 
29012—Harrison Construction Co. vs. C. N. O. & T. P. et al. 
29026—Vulcan Mold and Iron Co. vs. B. & O. et al. 


AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


Fur sipping details phone Railwuy Eapie 


formation coasult any Air Ticket Office o¢ 


SERVING PANAMA 


COLOMBIA 


ECUADOR 


es Agency 


Aric Rapress Division For passenger 


any office of Pan American Airways System 


PALI 


tetas 
NEW YORK 
Aires, Argenitna 
sina oil 


; 5 
PUL RICAN GHAICE 
CHRYSLER BUILDING 
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Kan, oF “ia So that you can find what you want in a TRUCK OWNERS’ PLEDEE ‘ 
in western moment, this rate information is carefully ar- Te Keep cctanat transportation wettre, hat he oxi 3 
ranged—is thoroughly and effectively indexed. Reatixing thet moter at every era mile e0ch Wuhan Oe 
stern states, Rates you need can be found easily and quickly re th anaes 
r Luce: because some good time-saving ideas have in @ Preventive Maintenance Progress, inet cl nacessery * 
come out of our twenty-nine years of experience. 1 will cooperate 1 prevent major repairs, with comm 
What you find in our rate book nage net vet eee ecb Soe excessive tire weer, 
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— For twenty-nine years our sub- It is vitally important to our country’s war 
ska Transit scribers have had rate changes on effort that every truck owner signs the ODT 
or before effective dates, and will Truck Conservation Pledge. By doing so, 
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This N.F.R.S. book will be the help you want proved for 15 years, their organizations are 
—at less than 53c a week. If Parcel Post and thoroughly familiar with truck conservation 
Express Rates are desired, the cost is 8 cents per needs. Winning of the war on the home front 
week additional. depends to a great degree on the trucking 
Write for a copy on ten days’ approval— industry. Truck owners can depend on GMC 
There is no obligation to buy if it doesn’t help. dealers to help keep their vehicles rolling. 







Special ‘‘Service Payment Plan’’ available through our own YMAC 


* 


~ Pledged 
FREIGHT RATE vert m verona 


BUY MORE WAR BONDS i CONSERVATION CORPS 


SERVICE * in. ad 


THE TRUCK OF VALUE be 
Dowagiac, Michigan 


Publishing Rates Since 1914 | GMC TRUCK 


GASOLINE ¢- DIESEL 
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Classified Aver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. Classified display — $15 a column inch.) 
. ime, I3 time, 26 time.Classified dis discount rates + 


MOTOR RATE COURSE, using actual tariffs, 
guides. Prepared through cooperation of C. M. F. A. and other bureaus. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 


USED TRUCKS BOUGHT AND 


Fleets Our Specialty 


DAVID B. KAPLUS, 
307-319 Frelinghuysen Ave. 
NEWARK, N. J. 


INC. 


FREIGHT CARS for INDUSTRIAL SERVICE 


50—Hopper, Double; 50-Ton 

45—Hopper, Side-Discharge; 50-Ton 

30—Ballast, Composite; 50-Ton 

50—Box, 36-Ft.; 40-Ton; Steel Ends 
16—Refrigerator, 36-Ft.; 30-Ton 

50—Refrigerator, 40-Ft.; 40-Ton 

75—Gondola, Composite, 36-Ft. and 40-Ft.; 40-Ton 
2—Dump, Western, Automatic, 20-Yd.; 40-Ton 
6—Dump, Magor, Automatic, 25-Yd., 50-Ton 
8—Dump, Western, Automatic, 27-Yd., 40-Ton 
2—Dump, Western, Automatic, 27-Yd., 50-Ton 
10—Dump, Koppel, Side-Discharge, 24-Yd., 30-Ton 

150—Tank, 8000-Gallon; 40 and 50-Ton 

Locomotives and Passenger Cars too! 


IRON & STEEL PRODUCTS, INC. 
38 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 


""ANYTHING containing IRON or STEEL" 


TANKS from Tank Cars 


Lerge quantity 
8,000-galion 
10,000-gallon 
Built fer 60-lb. Hydrostatic and 25-Ib. Air Tests. 
Cleened Tested Painted 


SPECIAL NOTICE: What would PORTABLE storage of your liquids save 
you? Ask for our propositien on WHOLE CARBS! 


Also TANKS, Commercial. Vertical and Horizontal 
From 2,879 to 12,500 gals. and even much larger! 
IRON & STEEL PRODUCTS, INC. 
38 years’ experience 
13450 S. Breinard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 


WE OFFER FOR SALE 
500 BOX CARS 


80,000-lb. capacity—2,560 cu. ft. Outside length 37’ 10”—All 
Steel Underframes—Steel Ends—Steel Roofs—Steel Doors— 
Wood Floors and Siding—U Section Cast Steel Side Frames. 


WRITE WIRE ‘PHONE 
General Railway Equipment Company 


1601 Girard Trust Company Building 
Philadelphia 2, Pennsylvania 


tlm 1a 


toes 


classification and 


SOLD 
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Digest of New Complaints _ 


No. 29044, Middlewest Motor Freight Bureau, Kansas City, Mo 

Central Package Car Co. et al. 2 

Forwarder rates in effect on various articles applying 

New York and points in Texas, in violation of sections 1, 2 and 3 
(Maurice Andren, 116 E, Ninth St., Kansas City, Mo.) 

C-384, Highway Transportation Co., Motor Carrier Operations 
Within Texas. 

Investigation instituted, on the motion of the Commission, 
sion 5, into the operations of Highway Transportation Co., ty 
determine whether they fall within the provisions of the second 
proviso of section 206(a) of the interstate commerce act. 

. 29046, Green Lumber Co. vs. Gulf & Ship Island Railroad Co, ge 

Rates on lumber, consisting of pieces of lumber fastened 
gether by nailing and/or cleating, shipped between Aug. 16, 
and Nov. 15, 1941, from Laurel, Miss., to Greendale, Wash.; Mg. 
ford, Ore.; Salinas, Calif.; St. Miguel, Calif.; and San Fran, 
Calif., in violation of section 1. Asks cease and desist order, ates, 
and reparation. (Milton A. Smith, 6643 Barr Road, Washingtoy 
6, D. -C.) 

29047, Yakima Fruit Growers Association vs. Railway Expng 
Agency, Inc., and Erie Railroad Co. 

Rates on one carload of fresh cherries, shipped June 24, 
from Ahtanum, Wash., to New York, N. Y., reconsigned to Al 
N. Y., and again reconsigned to New York, in violation of sections 
1, 2 and 3. Asks award of damages of $84.85. (W. E. Miller, P, 9 
Box 1617, Yakima, Wash.) 

. 29048, Atlantic Steel Co. vs. Southern Pacific Co. et al. 

Rates on manufactured iron and steel articles, carloads, frog 
Atlanta, Ga., to points in California, Oregon, and Washington, g 
domestic traffic; and to Pacific Coast ports of Los Angeles and Sq 
Francisco, Calif., Portland, Ore., and Seattle, Wash., as export 
traffic, in violation of sections 1, 3 and 4. Asks cease and desist 
order, rates, and $10,000 as an award of damages and reparation 
on past shipments (C. F. Stone, president, Atlantic Steel (Co, 
Atlanta, Ga.) 


CHANGES IN DOCKET 
Hearing MC 104638, November 15, Des Moines, Ia., canceled. 
Hearing MC 104611, November 19, Burlington, Iowa, canceled. 
Hearing MC 2589 Sub 3, November 17, Elmira, N. Y., canceled. 





MONEY FOR WATER FACILITIES 

Secretary Jones, of the Department of Commerce, has an- 
nounced that the Defense Plant Corporation, R. F. C. subsidi- 
ary, had authorized execution of a contract with the Inland 
Navigation Co., Vancouver, Wash., to provide additional trans- 
portation facilities in Washington state at a cost of approxi- 
mately $180,000. Inland will operate the facilities, title remain- 
ing in the Defense Plant Corporation. 





STEEL AND IRON SHIP FITTINGS 


More than 30,268,828 pounds of scarce copper and brass 
have been saved in construction of the Maritime Commission's 
Victory Fleet by substitution of steel and iron for a wide 
variety of ship fittings, says the commission. 

The Maritime Commission admits the substitutions for 
critical materials in some instances have reduced the life of 
equipment, requiring more frequent replacement: A large ma- 
jority of valves now are of cast iron instead of brass and the 
change-over is at a sacrifice in valve performance and sus 
ceptibility to damage from combat service, it says. 

On the credit side, however, it is stated, scarce strategic 
and critical materials have been made available for other it 
dispensable war services. Moreover, the phenomenal speed-w 


of shipbuilding has been effected in some degree by the change 
overs. 





PACIFIC CAR DEMURRAGE 
The Pacific Car Demurrage Bureau reports 40,497 cals 
held overtime in July of this year, a percentage of 10.15, 3 
compared with 28,489 in July, 1942, a percentage of 7.96. For 
August this year the bureau reports 35,421 cars held overtime, 
a percentage of 8.56, as compared with 29,404 cars in August 
last year, a percentage of 7.9. 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 


THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 





